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Are You Alert 
—or Allergic— 
to Los Angeles’ 
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Why This 
Overland 
Warehouse 
Is so Useful 


: Possibilities? Firesafe buildings. 


Private switch-track. 


Most concerns do have an interest in West Coast business. If you 


Attractive offices and display rooms. 


have sales on the West Coast or plan to have them in the future, Los 22 truck service doors. 
Angeles offers tremendous opportunities. .. . Lowest insurance rates. 
And the Overland Terminal Warehouse Company can help you aU Sh SOS See: Sena. 


capitalize them. For Overland Terminal’s experienced organization 


and fully equipped facilities will more than measure up to your most 


Handy for rail and truck delivery. 


Vacufume insect control plant. 


Cooler room service. 


exacting requirements. You will find Overland functioning as a branch 
of your own business. We suggest an early investigation of what 


Overland Terminal Warehouse Company has to offer you. 


Responsible management. 


* 
United States Customs 
Bonded Warehouse No. 11 


Buy 7th War Loan Bonds and Stamps 


OVERLAND 


1807 EAST OLYMPIC BOULEVARD LOS ANGELES 2i 


SERVED BY THE UNION PACIFIC R. R 
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Now that the Nazi bandits have been polished off, we can give our 
undivided attention to the worst scourge of civilization which has come out 
of the East since Genghis Khan. 


Let’s not sell the Japs short. They will fight to the finish with vicious, fanatical 
fury. The military caste of Japan is asking for extermination, and will be accommodated. 
This process of extermination will be our major industry until the job is finished. 
It involves a production-line 10,000 miles long. At an important point on this conveyor- 
belt to final victory is The Chain of Tidewater Terminals and Inland Warehouses. 
Uncle Sam needs all its various resources to extend his punching-power 

to the Pacific . . . and he’s getting them. 


That is why we have to ask you yet again to bear with us until this nasty job 

is finished. We’ll go all-out for you, in turn, when peace again descends upon the world. 
Pending restoration of the full and friendly relationships of peace-time commerce, 

we invite you to keep in touch with our nearest office, for chance availabilities. 


FIELD WAREHOUSING COMES HOME TO BOOST 





THE CHAIN OF 
TIDEWATER 


TERMINALS 
AND INLAND 
WAREHOUSES 


NEW YORK, Zone 4, 17 State Street 


MERCHANTS WAREHOUSE COMPANY 
10 Chestnut St., Philadelphia 6 
George M. Richardson, Vice-President 


NORFOLK TIDEWATER TERMINALS, INC. 
Norfolk 10, Virginia 
James A. Moore, Vice-President 
and General Manager 





KEYSTONE WAREHOUSE COMPANY 
515-541 Seneca St., Buffalo 4, N. Y. 


NEWARK TIDEWATER TERMINAL, INC. 
Port Street, Newark 5, New Jersey 


Tidewater Field Warehousing is just about 
the best method of boosting your reserve of 
bank-credit, when it begins to show signs of 
strain. Tidewater warehouses your inven- 
tories of raw materials or finished products 


right on your own premises, and issues you 
valid Warehouse Receipts which your bank 


will be glad to accept as collateral. You save 
worry, time and money. If you, as a manu- 
facturer, distributor, or processor, are not 
already enjoying the convenience and econ- 
omy of Tidewater Field Warehousing, it 
will be to your advantage to get full particu- 
lars from us, without delay. 


TIDEWATER FIELD WAREHOUSES, INC. 


JOHN J. McMACKIN, Vice-President—17 STATE STREET, NEW YORK 4, N. Y. 
E. C. THOMSON, Vice-President—PLEASANT STREET, EASTHAMPTON, MASS. 


A Unit of the Chain of Tidewater Terminals and Inland Warehouses 


W. J. Bishop, Vice-President 


J. A. Lehman, Vice-President 
and General Manager 





THE CHAIN OF TIDEWATER TERMINALS | 
AND INLAND WAREHOUSES 


WALTER B. McKINNEY, President, Broad Street Station Building, Philadelphia 3, Pa. 


e CHICAGO, Zone 5, 1610 Transportation Bidg. ° SEATTLE, Zone 4, Spokane Street Wharf 


BAYWAY TERMINAL CORPORATION 
(operated by Lincoln Tidewater Terminals) 
Bayway (Elizabeth) 2, New Jersey 
R. S. McElroy, Vice-President & Gen. Mgr. 


LINCOLN TIDEWATER TERMINALS 
17 State Street, New York 4, N. Y. 
Arthur Link, Vice-President 


T. W. Haskell, Manager 


MERCHANTS WAREHOUSE COMPANY 
(Managed by Boston Tidewater Terminal, Inc.) 
453 Commercial St., Boston 13, Massachusetts 


BOSTON TIDEWATER TERMINAL, INC. 
131 Beverly St., Boston 14, Massachusetts 
T. W. Haskell, Vice-President & Gen. Mgri 
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PRECISION TRANSPORTATION 


Precision Transportation, the merchandise 
freight service of the Norfolk and Western be- 
tween the Midwest and the Virginias and Caro- 
linas and between the North and the South, may 
not “tickle” you like Brer Rabbit tickles Mr. Fox, 
but it can be of real help in the happy solution of 
your traffic problems. 


Fast, safe and efficient, this satisfying freight 


service is the result of many factors. Precision 
Transportation offers a strong, smooth, well- 
graded roadbed that is second to none; fast, 
powerful, modern steam locomotives and sturdy 


Nortolk 
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freight cars of all types: great shops that main- 
tain equipment in the finest condition: extensive 
terminals, and adequate, ice-free port facilities at 
the great harbor of Norfolk, Va. 

Moreover, the Norfolk and Western maintains 
specialists in most of the principal cities to ad- 
vise on shipping problems. These specialists are 
available without obligation on your part. Call 
on them. The one nearest you will welcome an 
opportunity to serve you—now, and when Vic- 
tory is won. 
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Industry is meeting the challenge of 
America’s mass production schedule 
... but production alone is of little value 


unless the material reaches its destination 


in UNDAMAGED, USABLE CONDITION! 


Siguode Steel Strapping Protects 


SIGNODE 


si . 
RAM © STEEL STRAPPING CO. 


Brooklyn, N. Y.: 364 Furman Street 
San Francisco, Calif.: 451 Bryant Street 
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Do your country a good turn—and yourself, too. During this 
Mighty Seventh War Loan, step up and buy some more War 
Bonds. 


Somewhere in the future—not too far off, we hope—there’s 





a vacation trip waiting for you. What an opportunity the pur- 







chase of war bonds presents to finance postwar vacation travel! 
Whether it be a fishing trip to the popular resorts in Notherrn 
Wisconsin, Minnesota, Upper Michigan, or a more extended va- 
cation trip, the Soo Line will have much to offer. So, we suggest 
that you Buy Bigger Bonds—and more of them! 





BUY EXTRA BONDS IN THE MIGHTY 7th WAR LOAN 











THE FULL TIDE 
OF WAR SWINGS 
TO THE ORIENT 





And a New Chapter Is in the Making 


for the History of 


The 
PORT OF 
SAN FRANCISCO 


in 


WARTIME 
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In the other World War In this World War 


The railroads, in 1918, performed 405 The railroads, in 1943, performed 7127 
pillion ton-miles of freight service. pillion ton-miles of freight service, 


737 billion in 1944. 


Railroads performed 42 billion miles Railroads performed 87 billion miles 
of passenge™ service 10 1918. of passenger service in 1943 and 95 


billion in 1944. 


Freight rates were raised about 25%. Freight rates remain substantially 


the same 4S they were prior to the 


war. 


The government took over the opera- The railroads have remained under 


tion of the railroads. their own management. 


Deficits resulting from Federal ope™ The railroads are paying Federal 
ation cost the taxpay ills taxes at the rate of more than 4 mil- 
dollars a day- lion dollars @ day — to say nothing 


of their state and local taxes- 
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Today, the activity over the Corn Belt Route, like that 
’ “of all America’s railroads—united for victory—is war 
activity. 

In this activity, the greatest railroad record in history is 
being written, despite curtailed facilities and much in- 


SERVING FIVE IMPORTANT 


GATEWAYS—Chicago, Kan- creased tonnage. Certainly, the railroads have proven 
fOmahoy se — _— . ht * s s 
sols )Tramsior (The Twin their capability of really doing an outstanding job, on 
ites). 
their own. 


The Corn Belt Route is a vital factor in the above circle 
of activity, as a key factor in America’s mass rail network. 
Keep that area in mind and when the post-war time comes 
to ship, ship via Chicago Great Western. 


Mcago Uneat Western Railway 


THE CORN BELT ROUTE 
> 2.R. HARRIS, General Traffic Manager 309 West Jackson Blvd., Chicago, Ill. Traffic Offices in the Larger Cities 








ONE OF AMERICA'S RAILROADS — ALL UNITED FOR VICTORY 








































This advertisement is one of a 
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national magazine 
Vultee’s contribution ~ pete 
standing of how and why Am 


ent Air Supremacy, even 


America invented the air- 
plane... 


...and yet the most disastrous 
defeat we ever suffered in our 
entire history was when Japan 
attacked us at Pearl Harbor... 
with our own invention. 

The truth of the matter is this: 
Having invented the plane, we were content to remain a second- 
rate power in the air . . . and we were caught napping. 





Who will save us next time? 


Germany spent 10 years building up her Luftwaffe — then she 
struck. 


Hitler used 3000 planes in a single campaign—the cowardly 
conquest of Poland. Yet, even later, when Japan pulled her sneak 
attack, America had a total of only 1157 planes fit for combat. 


All this time, America had no well-defined air program. We 
had to start almost from scratch, frantically building up 
strength in the air while Britain held off the enemy. 


series now appee 
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a clearer 
; must retain its pres- 


after Victory- 
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Time—the Joker in Air Power 


We learned that it takes time to develop a military plane. It took 
7 years to produce America’s first long-range heavy bomber— 
and 3 years to produce the Liberator bomber in quantities, 
even though Consolidated Vultee had years of experience 
building mammoth sea planes. 


ELAPSED TIME FROM START OF ENGINEERING 
TO PRODUCTION OF MILITARY AIRCRAFT 





More by good luck than our people’s foresight, a new fighter 
plane, designed in 1936, started coming off the production lines 
in 1941. And another fighter was almost ready for mass pro- 
duction at the time of Pearl Harbor. 


Today—only at a terrific and needless cost in money and lives— 
we are finally strong in the air. Stronger than any other nation on 
the face of the globe. 


Air Power for War... and Peace 


After Victory is won; if we forget some of the lessons we 
have learned so painfully in this war, we can easily drift back 
again to the status of a second-rate power in the air. 


Dare we rely on such a hit-or-miss air program next time? 
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IN THE AIR! 





America cannot hope to remain strong among the nations of 
the earth unless Air Power is maintained during peace years 
as well as when at war. 


No one denies that to maintain American air supremacy, our 
military planes must excel those of any other nation. 

But military air strength is only one important phase of Air 
Power co5 

The necessity for waging war on a global scale has opened 
our eyes to the role which air transport has played in supply- 
ing our fighting fronts, from China to the Rhine. 

Tomorrow, huge transport planes—an American Merchant 
Fleet of the Air—will open up new areas of natural resources, 
and help bring about.a mutual appreciation of peoples in once- 
remote lands. The plane will be an important factor in promoting 
a relationship under which nations can live together peacefully. 


A Nation on Wings 


Since the turn of the century, America has been a “nation on 
wheels.” Even more important, the automobile made us a me- 
chanically minded nation. And this was a good thing, when 
war came. 

For, the mechanical knowledge gained from tinkering with a $10 
jalopy has made untold thousands of American boys the world’s 
finest airplane pilots and mechanics. 








Now, overnight, we have become a “nation on wings.” The 
Air Age is here. When the war is finally over, many thousands 
of people in this country will take to the air—in their own 
small personal planes. 


Today, a 60-Hour-Wide World 


A nation which thinks and works in terms of Air Power has taken 
a long first step toward insuring a lasting peace—for air strength 
is a force which aggressor nations fear and respect. 

Today, under the impetus of war, the aircraft industry has 
become five times bigger than America’s vast prewar auto- 


fo 





mobile industry. It is turning out planes at the rate of over 
6000 a month. 


Our aircraft industry must remain strong, and competitive. And 
it must constantly work in research and technological advance, 
even after Victory. 


And finally, we must teach our children—and we ourselves 
must never forget—that the world is now one global commu- 
nity in which no spot on earth is more than 60*hours’ flying 
time from our local airport. 

Millions of air-minded young Americans, who will soon be re- 
turning from overseas, know that this is why we must keep 
America strong in the air! 


CONSOLIDATED VULTEE AIRCRAFT CORPORATION 


San Diego, Calif. Tucson, Ariz. Nashville, Tenn. Miami, Fle 
Vultee Field, Calif. Fort Worth, Texas  Levisville, Ky. a Pe. Member, Aircraft 
Fairfield, Calif. New Orleans, le. Wayne, Mich. Elizebeth City, N.C. Wor Production Council 
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~ BARRY 


SAMES W. T. BARRY, President of Barry Transfer & Storage Co., who 

is also President of the Milwaukee Cartage Exchange and a member of 

. P. A. and O. D. T. advisory committees on industry problems. 

Right: A few Barry Super Power Whites—the fleet of 25 which has 

transported more than 150-million gallons of gasoline and fuel oil over 
4-million miles since June, 1942 


AT THE TURN OF THE CENTURY ... a small drayage 
company was started in Milwaukee to distribute freight 
brought up from Chicago on lake boats owned by the father 
of James W. T. Barry. 


Transportation progress, long ago, swallowed up the proud boat 
line, but its humble auxiliary continued to supply a necessary 
link in the chain from producer to consumer and evolved, slowly, 
into the present-day Barry Transfer & Storage Company. 


As late as 1929, the company’s entire fleet consisted of 13 solid 
tired veterans. Then, assuming full control of the company, 
Mr. Barry put into effect a policy in which he had long 
believed, namely, that good equipment is absolutely essential 
to good service. And good service, he recognized, as the key 
to success in the transportation business and to the growth 
which he foresaw for his own company. 


As the depression lengthened and deepened, Mr. Barry held 
to his belief and, today, is an enthusiast for White Super Power 
with an enthusiasm based on millions of successful miles of 
experience with it, as the scope of his operations has grown to 
include four states— Wisconsin, Illinois, Indiana and Michigan. 







speaks from millions of miles of 
successful Super Power Service 


FOR MORE THAN 45 YEARS THE GREATEST NAME IN TRUCKS 
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INFLAMMABLE 






In June, 1942, Barry Super Power Whites began transporting 
gasoline and fuel oil to points within 200 miles of Milwaukee— 
during the lake shipping season when boatloads can be brought 
there from the refineries at Whiting, Indiana—and within 200 
miles of Whiting when the lake season is closed. Twenty-five 
Super Power Whites are used in this service and to date they 
have traveled more than 4,000,000 miles in transporting the 
enormous total of more than 150,000,000 gallons. Vital war 
plants in the area have been entirely dependent on them for 
their fuel oil supply. 


Other Barry Whites are helping distribute meats and other 
foodstuffs in Milwaukee and to scores of Wisconsin and Upper 
Michigan points. Since Pearl Harbor, more than 150,000,000 
pounds have been transported. 


One Super Power White hauls a daily truckload of shoe mate- 
rials from Milwaukee to Edgerton, Wisconsin, and returns the 
same day with 2,000 pairs of Navy shoes—600,000 pairs a year. 


These products—vital and rationed gasoline and fuel oil, meats, 
food and shoes—are typical of the wartime service Barry trucks 
are rendering and part of the credit for their ability to stay 
on the job, dependably, month after month, Mr. Barry gives 
to the White Personalized Service Plan, which is followed 
in the Barry shops. 


THE WHITE MOTOR COMPANY « Cleveland 
{ A larger volume of new Super Power Whites for commer- 4 


cial use is now assured by government order. Your White 
representative will be glad to help you make application. 
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Class Rates and Economics 


It would be erroneous, we think, to look on the 

Commission’s decision in its general class rate and 
classification cases as marking anything like the ter- 
mination of those proceedings, called by the knowing 
ones when they were instituted six years ago, the most 
important rate matters ever handled by the Commis- 
sion. It is much more probable that the decision will, 
instead, mark the beginnings of litigation that will en- 
gage the attention of the courts for at least as long as 
it has already engaged the attention of the Commis- 
sion. 

Aside from that probability, however, it may be 
confidently expected that the railroads, before the 
ninety days accorded them ‘“‘in which to signify whether 
they will undertake to submit for the Commission’s 
approval a uniform classification for the entire coun- 
try,” will have something to say about the term of 
years that would be necessary for them to compile such 
a Classification, ‘for the Commission’s approval,” and 
the added years that will be necessary to enable the 
Commission to develop anything like majority ap- 
proval on the part of shippers for such a uniform clas- 
sification. 


The demand on the part of the Commission for a 
uniform classification is the most logical part of its 
decision, which is not to say that it is not open to seri- 
ous objection. It has an inherent appeal. “Uniformity” 
is a pretty word. The layman, attempting a course of 
initiation into the esoterics of railroad freight rates 
comes first into contact with the Consolidated Classi- 
fication. He sees four columns in it and naturally 
wants to know why. The answer is long and involved 
and generates impatience. Of course, there is a simple 
answer. That is in the form of another question which 
inquires as to the meaning of the word “uniformity.” 

Obviously, neither the Commission nor anyone 
else understands it as uniformity of treatment of traf- 
fic, whether that be through the standardization of the 
ratings or the standardization of the rates. No one 
wants that, not even the southern interests who have 
been most vocal in their demands for nationwide rate 
equality. The Commission’s decision itself points out 
forcefully that only a comparatively small part of the 
nation’s traffic moves under class rates, and a still 
smaller part under the classification itself. It makes it 
perfectly clear that what it is ordering done to the 
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classification will not interfere with the continuance of 
existing exceptions; and one suspects that the effect of 
the enforcement of the order will be greatly to increase 
the number of those exceptions. 

The word is already heard in Congress that there 
will be attempts to ‘“evade”’ the order by the institution 
of many new commodity rates, for instance. The net 
result will probably be that the typographical “uni- 
formity” that may eventually be brought about in the 
printed book called the Consolidated Classification will 
have the effect of bringing about greater diversity in 
rates. 

We are not, however, principally concerned here with 
the particular findings and orders included in the de- 
cision. We are concerned, rather, with one or two 
aspects of it that imply something like an impending 
revolution in rate regulation. What we have said about 
the classification, however, is pertinent. 

So are a few things that could be said about those 
parts of the decision dealing specifically with rates. It 
is difficult to see the justification for including a man- 
date to. place a general increase on class rates in Offi- 
cial Territory. Assuming that the record of the cases 
contains convincing evidence that there is discrimina- 
tion against the south and the west, one wonders 
whether the logical cure for that is to raise sharply 
the rates used by eastern shippers in face of the fact 
that the railroads in that area are the most prosperous 
in the country. 


T COULD BE, of course, that the Commission in its 
attempt to remove the alleged discrimination and 
prejudice, did not see its way clear to removing it by 
slashing class rates in the south and west by something 
more than 25 per cent—that it conceived such a course 
as fatal to the railroads in those areas, and that, there- 
fore, it reached a mathematical compromise by cutting 
them somewhat in the south and west and increasing 
them in the east. That would only be a concession to 
practicability, however. The fact remains that no one, 
in the course of the proceedings, made any demand for 
an increase of the class rates within Official Territory. 
It may also be interesting to speculate for a mo- 
ment on the revenue effects of the compromise. If the 
railroads in the south and west are to suffer a diminu- 
tion of their revenues from traffic moving under class 
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Why Owners Prefer Fruehauf 


> 1. Loads from ground or any platform level—run hand-trucks 
or slide freight on the Endgate. No manual lifting. 


s 2. Permits unequal weight distribution—no extra work to 








Lifts loads from ground level, eliminating 
manual lifting. 





control lever starts and stops the smooth, 
even hydraulic lifting power. 





Lifts driver and load from road-bed to 
truck-bed in 10 seconds. Stops auto- 
matically at ground and truck-bed. 





“center” load—gives the load a smooth, even ride. 


> 3. Operates hydraulically—by one convenient hand lever. 


4. When Endgate is locked at truck-bed level it will carry 
3 feet of extra payload. 


¥ 5. Stationary power unit, fastened securely to the frame— 


eliminates chatter, binding and possible oil leak. 


6. Can be used as conventional gate—either in a down or 
up position. 


7. Easily installed—mounted on frame—even weight distribu- 
tion—no tail-end overloading. 


8. Lifts loads up to 2,000 pounds. Safety release-valve prevents 


overloading. 


* 9. Sturdy, simple design—years of top performance built in 


every Fruehauf Endgate. 


10. Maintenance is simple—periodic lubrication and check-up 
of hydraulic fluid—that's all. 


World’s Largest Builders of Truck-Trailers 


FRUEHAUF TRAILER COMPANY e DETROIT 32 


Service in Principal Cities 
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rates, they will have to make it up on the other traffic 
—which means that now moving under comparatively 
favorable commodity rates. The corollary, in cold logic, 
would be that, since the Official Territory railroads are 
to receive augmented revenues from their class traffic, 
commodity rates in that territory ought to come down. 
Let that happen, and there will be the beginning of an 
interterritorial rate fight compared to which the class 
rate fuss will appear as a polite and gentle affair. 


F COURSE, that won’t happen. It has been pointed 
out that the southern and western railroads, shorn 
of a goodly slice of revenue through reductions in their 
class rates, will seek to recoup by demanding a greater 
division of the revenue from their through traffic into 
and out of Official Territory. That fight will be con- 
fined to the railroads, one group against the others, 
but it will be no less bitter for that. And most of us 
will long since have left the scene before it is settled, 
because differences over divisions lend themselves so 
beautifully to protracted litigation in the courts. 


There are two broad aspects of the decision that, 
we think, are valid grounds for apprehension. In the 
first place, although the order is to alter existing class 
rates and reform an existing classification, its effect is 
actually to institute an entirely new countrywide sys- 
tem of class rates. The Commission is, in fact, in these 
cases, setting itself up as an initiator of rates rather 
than a body to watch and police existing rates and 
those instituted by private management. If rates are 
henceforth to be made by what amounts to Commission 
fiat, at least such objections as those voiced before 
grand juries and in courts by the Department of Jus- 
tice against the conference system of rate making will 
become academic. 

Our conviction that this is in fact a rate-initiating 
order springs in no small part from some of the aspects 
of the manner in which it was conducted. It was insti- 
tuted by the Commission. Affected parties—railroad 
and shipper—were confronted with such studies as that 
made by Dr. Edwards and others of its staff, which the 
Commission accepted because, in its own words, “re- 
spondents have not supplied us with any better ones.” 

After long, expensive (and, perhaps, painful) hear- 
ings, the Commission came up with what might be 
called a proposed report. “Here,” it said in effect, ‘‘is 
our idea of what should exist in the way of a class rate 
structure and a classification, based on investigations 
made by our staff and recommendations made by oth- 
ers of our staff.” Finally, in its decision, it expresses 
its own satisfaction with what it has done and orders 
it put in effect. 

There may be a record justifying all this. So far 
as there is, it is a record developed by the Commission 
itself through its staff. Shippers had little to contrib- 
ute and that fact isn’t altered by saying that they were 
invited to have their say. The important point is that, 
for good or for bad, the decision orders into effect what 
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the Commission thinks ought to be made effective 
rather than what any considerable body of railroad 
men or shippers think ought to be done. 


We believe, however, that the most serious criti- 
cism to be aimed at the decision is the strong implica- 
tion contained in it that the Commission may rightly use 
its power over transportation rates to heal what it con- 
siders to be economic dislocations. This is all the more 
disturbing in view of the fact fhat, in the past and 
repeatedly, the Commission has disavowed any inten- 
tion to do anything like that or any right to attempt it. 
Such expressions on its part go back to the minimum 
grain rate cases. 


One of its most specific statements on the point 
was quoted in the brief filed in the instant cases on 
behalf of the Central Territory Rate Conference and 
others. The quotation, from the Commission’s decision 
in Commonwealth of Kentucky vs. A. & W., 213 I. C.C., 
297, showed the Commission as saying: 


“Tt is not one of our functions to regulate rates for 
the purpose of influencing the location of industry or 
the growth of population in any particular section of 
the country, for the act which we administer ‘does not 
attempt to equalize fortune, opportunities, or abilities.’ ” 

There have been changes in the law since the Com- 
mission said that. It points out, in the decision under 
discussion, that the transportation act of 1940 forbade 
discrimination as between areas and regions. Never- 
theless, in an earlier case, the so-called Ann Arbor case, 
the United States Supreme Court said that the fact 
that the Hoch-Smith resolution told the Commission 
that it should, in making adjustments of rates in ac- 
cordance with the law, “give due regard .. . to the 
natural and proper development of the country as a 
whole,” had not made any change in the existing law 
—had in fact, been merely “in the nature of a hopeful 
characterization of an object deemed desirable” by 
Congress—and that, in considering those matters in 
reducing rates on California fruit, the Commission had 
erred. 


















































E DO NOT intend to read the law to the Commis- 

sion. We have written what we have written merely 
to indicate that the course on which the Commission ap- 
parently has embarked in this decision is a reversal of 
direction. What brought it about, we do not know. It 
is obviously in keeping with the general trend of fed- 
eral “social planning,” but we hesitate to accept any 
such intent as the reason for it because we are reluctant 
to believe that the Commission has finally started down 
the sociological road already well worn by other less 
venerable and less meticulous federal agencies. 

It has been said that, perhaps, the Commission 
took this course so as to prove its impracticability. In 
other words, it is possible that it promulgated the de- 
cision in the hope that the storm of protest would 
prove to those who have been insistent that it embark 
on a course of social pseudo-dictatorship that it just 
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can’t be done. The idea is ingenious even if the implied 
reasoning is devious. At least we know there are men 
on the Commission smart enough to figure out such 
a thing. 

Well, devious or not, we have it in our hearts to 
hope that the second explanation is the right one. If 
the overt consideration of the economic questions in 
the Commission’s decision does really represent a re- 
versal in its thinking, we believe it should frankly have 
admitted that reversal and have explained its reason 
for making it. Such an explanation might have brought 
forth even more direct criticism; but at least it would 
have removed uncertainty. 


Army Transport in Europe 


Restoration of the inland transportation system of Europe 
to what it was before World War II would be “the work of a 
generation,” and six to eight months would be required for 
providing enough transportation in the war-ridden countries to 
supply ‘‘the bare necessities of life” to their inhabitants, said 
Major General Frank S. Ross, army chief of transportation in 
the European theatre of operations, in a press conference May 
23 at the War Department’s Pentagon building near Washing- 
ton, D. C., where he was a visitor shortly after having returned 
to the United States for a short stay. He said, at the press 
conference, that he intended to go back to his base of opera- 
tions in Europe about ten days later. 

General Ross disclosed that a total of about 34,000 freight 
cars, “semi-fabricated” in the United States, had been assem- 
bled and put in service on U. S. army-operated rail lines in the 
European theatre. About 21,000 of these cars, he said, had 
been assembled in England and ferried across the English 
Channel to France, and the others had been assembled in 
France. He explained that these freight cars were much smaller 
than those in use on American railroads; that they were two- 
axle cars, not built as sturdily as standard rail equipment; that 
the box cars were made of “veneer wood,” and that the service 
life of these cars would be only three or four years. He said 
that when he left France, a total of about 1,800 locomotives 
from the United States had been landed in France, and that 
these, too, were much smaller than those ordinarily seen in 
the United States, weighing only 82 tons when filled with water 
and coal, as against an average weight of 150 tons of locomo- 
tives in use in this country. 

Asked what his estimate of future requirements of rolling 
stock to rehabilitate the railroads of Germany would be, Gen- 
eral Ross said that such an estimate would have to await com- 
pletion of surveys by industrial experts as to how much of 
Germany’s own productive capacity could be restored and as to 
how many cars the Germans themselves might be able to build. 
He said that the army transportation corps, in connection with 
the rehabilitation of German transport facilities, intended to 
use German labor to the greatest extent possible, and that as 
rapidly as the Germans were found capable of taking over the 
normal transportation functions, they would be permitted to 
do so, but would remain under U. S. military supervision. 

He indicated that the transportation problem in France 
was being worked out satisfactorily. He said an estimate had 
been made that the inventory of freight cars in France at the 
beginning of the war totaled 450,000 (this figure, he believed, 
included many cars that were “very old’), and that there were 
now about 245,000 freight cars in France, of which 165,000 were 
fully operated. The French were using their own facilities to 
effect repairs on the remainder of their rolling stock, he said. 
He noted that French and German railroads interchanged 
freight cars before the war. The French railroads were “pretty 
well rehabilitated” as to road bed, but there was still much 
work to be done on restoration of bridges, he said. 


Asked what were the most critical problems in restoration 
of transportation facilities in Germany, General Ross said that 
these problems involved principally rolling stock, barges, ter- 
minals, warehouses, and rebuilding of bridges. He said it would 
take “until late fall’ to remove demolished bridges and other 
debris from the Rhine before navigation on that waterway 
could be resumed. 


When the armistice was signed, he said, the U. S. army 
transportation corps was directly supervising about 14,000 miles 
of railroad in western Europe, most of which was double-track 
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line. Some additional trackage had been turned over to the 
French and was being operated by them, he said. 

He described as “positively phenomenal” the volume of 
gasoline that had been pumped through pipelines built by the 
army corps of engineers to supply the front lines, and noted 
that thereby much rail and motor equipment had been released 
for other service. 

To questions as to how long the army transportation corps 
might have to remain in Europe, General Ross said that this 
corps would be taken out of Europe when redeployment of the 
troops was completed, except for such part of the corps as 
would normally be required to maintain a flow of supplies to 
the army of occupation. Until such redeployment was com- 
pleted, he said, the transportation corps in Europe would prob- 
ably be “a little busier” than it was a year ago. 

He said he himself “believed in” the palletizing of cargo, 
though there were many who criticized this method of ship- 
ment. The principal criticism, he said, probably was that pal- 
letizing failed to take advantage of ‘‘all the cubics in a ship.” 
He added that palletizing had the advantages of making pos- 
sible the ready handling of shipments and the rapid movement 
of quantities of supplies so organized that each pallet load was 
calculated to meet the supply needs of one army unit. On one 
— or be placed a load of 3,000 to 4,000 pounds, he 
observed. 


A. T. C. Achievements 


With V-E day, headquarters of the communications zone, 
European ‘Theater, is revealing more of the achievements of 
the army’s Transportation Corps. 

Over 18,500,000 net tons of supplies were hauled by the 
corps’ Military Railway Service during the 11 months from 
D-day to V-E day. The daily tonnage rose from an average of 
3,000 tons during pioneering in Normandy to 125,000 tons dur- 
ing the period of the Rhine crossing. 

The corps’ Motor Transport Service, which started operat- 
ing truck convoys from the Normandy beaches on June 17, 
1944, had carried a net load of 3,169,744 tons when V-E day 
arrived. 

A record haul of 15,000,000 gallons of gasoline was made 
during March by the eight truck companies composing the 
467th Q. M. Battalion Mobile (TC). 


TRANSPORT OF WAR PRISONERS 


“Prisoners of war are not pampered or given special privil- 
eges by the railroads while being transported in this country,” 
John J. Pelley, president of the Association of American Rail- 
roads, said May 24. 

Ordinarily, Mr. Pelley said, prisoners of war were moved 
in separate trains designated for this purpose, and were fed 
from army kitchen cars. At times, he stated, small groups 
were carried in regular trains, and when this was done, instruc- 
tions were in effect to provide the prisoners with box lunches 
in the cars in which they were held under military guard. The 
purpose of these instructions, he explained, was to segregate 
the prisoners from the traveling public. 

Mr. Pelley pointed out that the army’s standing orders re- 
quired lowest class accommodations for prisoners of war being 
moved by rail, except when, in the-public interest, it was neces- 
sary to do otherwise. 


BRIDGE NAMED AFTER PRESIDENT 

A railroad bridge being completed across the Missouri 
River at Kansas City by the Chicago, Milwaukee, St. Paul & 
Pacific Railroad and the Rock Island Lines will be called the 
President Harry S. Truman Bridge, in honor of the President. 
The Kansas City Chamber of Commerce will sponsor a civic 
meeting and luncheon May 23 to mark the dedication of the 
new bridge. H. A. Scandrett and J. D. Farrington, of Chicago, 
chief executives of the railroads, will address the luncheon 
meeting, which will be attended by other officials of the rail- 
roads, officers of other railroads, city officials and business 
leaders of Kansas City, Mo., and Kansas City, Kan. 

An announcement of the event by the two railroads says 
the bridge is designed for the heaviest types of locomotives 
and shortens the route of both railroads into the Kansas City 
union station. 


NORTH WESTERN DIESEL-ELECTRIC LOCOMOTIVES _ 
Two 5,400 horsepower diesel-electric freight locomotives 
will go into immediate daily freight operation between Chicago 
and Council Bluffs, President R. L. Williams of the Chicago 
and North Western Railway Co. announced May 24. The new 
locomotives, first of their kind to see service on the railway, 
were built by General Motors’ electro-motive division, and will 
be capable of moving heavier tonnage over greater distances in 
quicker time than any other North Western locomotives now in 
service, Mr. Williams said. 
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May 26, 1945 


Class Rate Decision 


I. C. C. Orders Temporary Reductions and Increases in 
Class Rates—Uniform Classification and New 
Scale of Class Rates to Follow 


By J. C. SCHELEEN 


Pending establishment of a uniform freight classification 

for the entire country, and a scale of class rates for ap- 
lication in connection therewith for the entire country except 
the Mountain-Pacific territory, the Commission, by decision in 
No. 28300, Class Rate Investigation, 1939, and No. 28310, Con- 
solidated Freight Classification, has required the railroads to 
make “interim” changes in class rates, effective August 30. 

The order requires present class rates in and between 
southern, western trunk-line, and southwestern territories, and 
between those territories, on the one hand, and official (eastern) 
territory, on the other, to be reduced 10 per cent, subject to 
certain minima, and present class rates within official (eastern) 
territory to be increased 10 per cent. ‘ 

The Commission’s decision, filling more than 300 mimeo- 
graphed pages, including appendices, was made public late 
May 19. The following statement, signed by W. P. Bartel, secre- 
tary, was issued by the Commission: 


The Interstate Commerce Commission today issued its report and 
order in the above-entitled investigations concerning railroad classifica- 
tion of freight in all parts of the United States, and concerning the 
class rates of all common carriers by railroad subject to the interstate 
commerce act, except in mountain-Pacific territory. The investigation 
was conducted under the cooperative plan with the state commissions. 
Decision was reached May 15, 1945, by a vote of 9 to 2, Commissioners 
Mahaffie and Patterson .concurring in part, and Commissioners Porter 
and Barnard dissenting. Representing the cooperating committee, 
State Commissioners Scott of South Carolina and Doherty of South 
Dakota agree with the conclusions and Commissioner Meins of Massa- 
chusetts agrees only in part. 

At present there are three major freight classifications. As a 
result of the present investigation the railroad freight classifications 
are found to be unreasonable and unduly prejudicial as a whole and 
to the extent that they are not uniform. The railroads are given 90 
days in which to signify whether they will undertake to submit for 
the Commission’s approval a uniform freight classification for the 
entire country. 

In addition to the findings with respect to classification all of the 
present railroad class rates under investigation (east of the Rocky 
Mountains) are found unreasonable, and certain railroad class rates 
are found unduly prejudicial. 

As a temporary measure of relief, and for an interim period until 
a uniform classification of freight can be established, all of the present 
class rates in and between southern, western trunk-line, and south- 
western territories, and between those territories on the one hand and 
official (eastern) territory on the other, are required to be reduced 
10 per cent, subject to certain minima. All of the present class rates 
within official (eastern) territory are required to be increased 10 per 
cent. This will greatly reduce the differences in the levels of the class 
rates in the various class-rate territories, and will bring to a minimum 
the undue prejudice. The minimum charge per shipment on: less-than- 
carload shipments moving at class rates is increased from 55 to 75 cents. 
These interim changes are ordered to become effective August 30, 1945. 

As a measure of permanent relief, a scale of class rates for uniform 
application in all the territories covered by the investigation in No. 
28300 (embracing the entire country except mountain-Pacific territory) 
is prescribed as reasonable for application in connection with the 
uniform freight classification to be established. 


Summary of Findings 


The Commission divided its report into three parts and sum- 
marized its findings in each part as follows: 


Part I 


Upon investigation in No. 28310 into descriptions of articles, car- 
load minimum weights, and ratings in official, Illinois, southern, and 
western classifications applicable to transportation of property through- 
out the United States, in interstate or foreign commerce, by railroad, 
by water, or partly by railroad and partly by water, found: 

1. That the present official, Illinois, southern, and western classi- 
fications, insofar as the ratings named therein are concerned, as a whole, 
are and for the future will be unjust and unreasonable, in violation of 
section 1 (4) and (6) of the interstate commerce act. 

2. That the present official, Illinois, southern and western classi- 
fications, insofar as the ratings named therein are concerned, as a whole, 
because of the substantial number of differences in such ratings, result 


and will result in undue and unreasonable preference and advantage 
and in undue and unreasonable prejudice and disadvantage, in violation 
of section 3 (1) of the act. ; 

3. That to make the classification fair and reasonable it is essential 
that the grouping of analagous articles and those with similar trans- 
portation characteristics, shall be made according to accepted and 
recognized principles of classification, and that scales of class rates be 
maintained providing different rates for the several classes of property, 
which shall bear a just and reasonable relation each with the others. 

4. That it is impossible, without a basic unity in classification 
ratings throughout the country, to maintain a just and reasonable rela- 
tion between the class rates on commodities moving in carload and less- 
than-carload lots, or as between competing commodities moving at class 
rates. 

5. That the establishment of a uniform classification of property 
for transportation, with reference to which class rates of respondents 
are or may be made or prescribed, will be just and reasonable; and to 
the extent the classifications established by respondents are different 
and non-uniform, to that extent their existing classifications, as em- 
braced within the Consolidated Freight Classification, are. and will be 
for the future, unjust and unreasonable in violation of section 1 (4) and 
(6) of the act. 

6. That the findings as to uniformity are not intended to prevent 
establishment of exceptional classification ratings provided they are 
justified individually upon their own merits, do not violate the act, are 
not inconsistent with the national transportation policy, and do not 
tend to impair the general requirement of uniformity of classification. 

7. That the general basis of the official classification, including the 
percentage relation between the classes, would be just and reasonable 
for application uniformly by respondents, and should be established by 
them within a reasonable time. 

8. That it is just and reasonable that a uniform classification should 
be established containing (a) classes, intermediate between the several 
classes in the official classification, corresponding to the columns pre- 
scribed in finding 1 in Eastern Class Rate Investigation, 164 I. C. C. 314, 
373; 171, I. C. C. 481, 499; .(b) the present regular classes which are 
multiples of class 1 (class 100); and (c) additional classes lower than 
the lowest class in the official classification. And that these classes in 
the uniform classification should be 30 in number ranging from class 
400 to class 13. 

9. That substantial uniformity exists in the present classifications 
as to descriptions of articles and carload minimum weights. 

10. Respondents are given reasonable opportunity to initiate a law- 
ful uniform classification before the Commission undertakes the task; 
respondents are expected to advise the Commission within 90 days 
from the service of this report whether they will undertake to make 
and tender a uniform classification based upon the findings herein. 
Jurisdiction retained to make such further order in the premises as may 
be proper in the event respondents decline to make and tender a uniform 
classification or omit to respond within the time specified. 

11. That the uniform classification must be closely connected with 
the class scale or class scales of rates to be applied, to insure proper 
preservation of revenue for the carriers and that the rates shall be 
just and reasonable and otherwise in conformity with the act. 


Part Il 


Upon investigation in No. 28300 into lawfulness of interstate class 
rates, determined by ratings in official, Illinois, southern, and western 
classifications, applicable to transportation in interstate or foreign com- 
merce of property by common carriers by railroad, by water, or partly 
by railroad and partly by water, subject to the interstate commerce act, 
and the charges resulting therefrom, between all points in the United 
States except those in mountain-Pacific territory, found: 

1. That the intraterritorial class rates (except as they apply to 
rail-and-water coastal service or relate to short-or weak-line arbitraries) 
applicable within official, Illinois, southern, southwestern, and western 
trunk-line territories, are, and for the future will be, unjust and 
unreasonable, in violation of section 1(4) and 5(a) of the act. 

2. That the interterritorial class rates in issue in this proceeding 
applicable between official, Illinois, southern, southwestern, and western 
trunk-line territories, are, and for the future will be, unjust and 
unreasonable, in violation of section 1(4) and 5(a) of the act. 

3. That the relation between the interterritorial class rates applica- 
ble from southern, southwestern, and western trunk-line territories to 
official and Illinois territories, on the one hand, and the intraterritorial 
class rates applicable within official and Illinois territories, on the 
other hand, makes, gives, or causes, and for the future will make, 
give, or cause, undue and unreasonable preference and advantage to 
official and Illinois territories‘as a whole and the shippers and receivers 
of freight located therein, and subjects, and for the future will subject, 
southern southwestern, and western trunk-line territories, as a whole, 
and the shippers and receivers, of freight located therein, to undue and 
unreasonable prejudice and disadvantage, in violation of section 3(1) 
of the act. 

4. That a just and reasonable basis of class rates, not unjustly 
discriminatory or unduly preferential or prejudicial, to be observed by 
respondents with respect to the traffic described in findings 1, 2, and 3 
immediately preceding, will be the following: 

(a) The application, as a maximum for class 1, of the scale of rates 
shown in Appendix 10. 

(b) The rates herein prescribed are to be applied to the distances 
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over the shortest possible rail routes by which carload traffic can be 
interchanged between carriers without transfer of lading. 

(c) Class rate scales, other than class 1, shall bear percentage rela- 
tions to the class 1 rates, as found to be just, fair, and reasonable in 
Part I hereof. Rule prescribed for the disposition of fractions. 

(d) Key point class rates based on the scale herein found reasonable 
may be established subject to our approval between points where such 
rates were prescribed by us in the prior general class rate revisions. 

(e) Such class rates shall apply to the ratings of commodities taking 
class rates as the same shall be rated in the uniform classification 
found to be just, fair, and reasonable in Part I hereof. 

(f) Such revised uniform class rates and classification ratings shall 
be made applicable simultaneously. 


Part III 


Pending establishment of the rate revision and classification unifica- 
tion contemplated by the findings in Part I and Part II hereof, certain 
readjustments in the existing basis of class rates are required which 
will be just and reasonable and will bring to the minimum the prefer- 
ences and prejudices found to be unlawful, as completely as it is 
practicable now to eliminate such violations. It is found that, on 
and after the effective date of the order to be entered in this proceeding: 

1. The existing interstate class rates applicable to freight traffic 
moving at the classification ratings within southern, southwestern, and 
western trunk-line territories and interterritorially between those terri- 
tories, and also between those territories and official territory, will be 
unjust and unreasonable unless reduced 10 per cent, subject to specified 
distance rates as minima; but no changes in existing exception rates 
or column rates, or in groupings in connection with the present class 
rates, are contemplated by this finding. 

2. Simultaneously as part of the adjustment, the existing applicable 
interstate class rates for freight traffic moving at classification ratings 
within official territory (including Illinois territory) should be increased 
10 per cent as maxima, in the manner specified in the report, and as so 
increased the class-rate scales will be just and reasonable; this finding 
is based in part upon the finding that the revenue needs of the carriers 
in official territory with respect to their class-rate traffic are greater 
than is the case as to class-rate traffic of the carriers in the other terri- 
tories described. . 

3. The present minimum charge per shipment on less-than-carload 
shipments moving at class rates in the territory included in No. 28300, 
is less than a just and reasonable minimum charge to the extent that 
it is less than 75 cents; and 75 cents is a just and reasonable minimum 
charge on such shipments. 


Scale of First Class Rates 
Appendix 10, referred to in finding 4(a) of part II of the 
summary, follows: 


Appendix 10 


Scale of First Class Rates (Class 100) 


Prescribed for application in all territory covered by No. 28300. 
Miles 


Rate Miles Rate Miles Rate 
5 40 420 128 1350 260 
10 43 440 131 1375 263 
15 46 460 134 1400 266 
20 48 480 137 1425 269 
25 50 500 140 1450 272 
30 52 520 143 1475 275 
35 54 540 146 1500 278 
40 56 560 149 1525 281 
45 58 580 152 1550 284 
50 60 600 155 1575 287 
55 61 620 158 1600 290 
60 62 640 161 1625 293 
65 63 660 164 1650 296 
70 64 680 167 1675 299 
75 65 700 170 1700 302 
80 66 720 173 1725 305 
85 67 740 176 1750 308 
90 68 760 179 1775 311 
95 69 780 182 1800 313 
100 70 800 185 1825 316 
110 72 825 189 1850 319 
120 74 850 193 1875 322 
130 76 875 196 1900 324 
140 78 900 199 1925 327 
150 80 925 203 1950 330 
160 82 950 207 1975 332 
170 84 975 210 2000 334 
180 86 1000 213 2025 337 
190 88 1025 217 2050 340 
200 90 1050 221 2075 342 
210 92 1075 224 2100 344 
220 94 1100 227 2125 347 
230 96 1125 231 2150 349 
240 98 1150 234 2175 351 
260 102 1175 237 2200 353 
280 106 1200 .240 2250 357 
300 110 1225 244 2300 361 
320 113 1250 247 2350 365 
340 116 1275 250 2400 368 
360 119 1300 253 2450 372 
380 122 1325 257 2500 375 
400 125 
Classes 


The Commission’s finding with respect to what classes 
should be established, referred to in finding 8 of part I of the 
summary, follows: 

That it is just, fair and reasonable that a uniform classification 
should be established which should contain (a) classes, intermediate 
between the several classes in the official classification, corresponding 
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to the columns prescribed in finding 1 in Eastern Class Rate Investiga- 
tion, 164 I. C. C. 314, 373; 171 I. C. C. 481, 499; (b) the present regular 
classes which are multiples of class 1 (class 100); and (c) additional 
classes for commodities which should take lower ratings than the low- 
est class in the official classification. And that these classes in the uni- 
form classification should be as follows: Classes 400, 300, 250, 200, 175, 
150, 125, 100, 92.5, 85, 77.5, 70, 65, 60, 55, 50, 45, 40, 37.5, 35, 32.5, 30, 27.5, 
25, 22.5, 20, 17.5, 16, 14.5, and 13. 


In its ultimate findings in part II of its report, the Commis- 
sion said a just and reasonable basis of class rates would be the 
following: 


(a) The application as a maximum for class 1 (class 100) of the 
scale of rates shown in appendix 10. 

(b) The rates herein prescribed are to be applied to the distances 
over the shortest possible rail routes by which carload traffic can be 
interchanged between carriers without transfer of lading. 

(c) That the scales of class rates for each class, other than class 1 
(class 100), shall bear the percentage relations to class 1 (class 100) 
rates found in part I hereof to be just, fair, and reasonable for the 
classes in the uniform classification. Appendix M to Western Trunk 
Line Class Rates, 164 I. C. C. 1, 282, contains a table which shows 
the percentages of class 100, below 100, herein found reasonable; and 
shows the rates which will result from applying these percentages to 
any given rate from 30 cents to $4. The rates shown in this table should 
be applied in establishing the rates for classes below 100. For classes 
above 100 fractions of a cent should be disposed of by dropping those 
less than one-half and by increasing those of one-half cent or more to 
the next whole cent. 

(d) Key point class rates based on the scale herein found reason- 
able may be established subject to our approval between points where 
such rates were prescribed by us in the prior general class rate re- 
visions. 

(e) That such class rates shall apply to the ratings of commodities 
taking class rates as the same shall be rated in the uniform classifica- 
tion found to be just, fair, and reasonable in part I hereof. 

(f) That such revised uniform class rates and classification ratings 
shall be made applicable simultaneously. 


Classifications “‘Outmoded” 


In its discussion of the classification of freight, the Com- 
mission said that the situation created by the existing diversity 
of ratings and classes in the several classifications, the lack of 
uniformity in percentage relations between the classes, and the 
designation of classes in the classifications by different numbers 
or letters had combined to compel the establishment of count- 
less exceptions that had shorn the ratings in the classifications 
of much of their usefulness and proper function This, it said, 
was shown by the fact that the volume of traffic, particularly 
in carloads, moved at class rates subject to ratings in the 
classifications was relatively small both intra- and interterri- 
torially, and was considerably less than that moved at rates 
under exceptions 

“It is clear that the existing classifications are outmoded 
and should be revised,” it said, adding: 


Although classification is not an exact science, no convincing 
reason appears why the same principles of classification should not 
be applied in every territory, to the same article of commerce, or why 
substantially the same weight should not be accorded to those principles, 
in determining the rating of the article for movement anywhere in 
the country. 

The alleged differences in conditions in various portions of the 
country, referred to by those opposing a uniform classification, and 
considered by them as insurmountable obstacles to uniformity, are 
principally competition, variations in territorial rate levels, and differ- 
ences in the composition of traffic. Competition may exist between 
dissimilar articles used for the same purpose, between shippers in 
different territories, and between transportation agencies. None of 
these forms justify diverse ratings in different territories. Exceptions 
to the classification may be essential in order that competition between 
shippers or with other forms of transportation may continue, but in 
the process of providing classification ratings it is improper to give 
such competition any weight.... 

While exceptions to classifications are not in issue in this pro- 
ceeding, it is difficult to understand how a particular rating on a 
given article or description of traffic is justified for application through- 
out an entire present classification territory, but is not extended to an 
adjoining territory. It would be unusual if the justifying conditions 
ended abruptly at the territorial boundaries... . 

From the standpoint of classification of freight for the ascertain- 
ment of class rates that are themselves on a lawful basis, no sound 
reason has been adduced by respondents or other opponents why there 
should not be complete unification of the ratings throughout the 
country. The fact that uniformity has progressed to the present degree 
is proof that it should be practicable as to all articles. ... 


Discussion of Costs 


After a long discussion of rail transportation costs in the 
different territories, the Commission said that the comparisons 
of territorial costs it reviewed in the report showed that there 
was “little significant difference” in the cost of furnishing trans- 
portation in the south as compared to the east, excluding the 
Pocahontas territory. It said that on the basis of the 1939 traf- 
fic and cost figures, the costs for the east, including New Eng- 
land but excluding Pocahontas, were approximately the same 
as the costs for the south, excluding the state of Kentucky. 

The Commission observed that rates within, and to and 
from, mountain-Pacific territory were not in issue in No. 28300, 
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but it made the comment that the establishment of the uniform 
classification found reasonable by it in this proceeding for the 
entire country would necessarily make changes in the measure 
of the class’ rates on certain articles within, and to and from, 
mountain-Pacific territory. 

“Whether an investigation concerning class rates within, 
and to and from, that territory will be necessary in order to 
apply the uniform classification, and in order to harmonize 
such class rates with the class rates herein provided, will be 
later determined,” it said. 

In its conclusions with respect to the class rate situation, 
the Commission said that discretion and flexibility of judgment 
within reasonable limits had always attended the use of costs 
in the making of rates; that costs alone did not determine the 
maximum limits of rates, neither did they control the contours 
of rate scales or fix the relations between rates or between 
rate scales; that other factors along with costs must be con- 
sidered and given due weight in these aspects of rate-making, 
but that “out-of-pocket costs, however, should ordinarily estab- 
lish the floor of all rates.” , : 

“Applying the foregoing principles to the issues in this 
proceeding,” it continued, “there is no doubt that, based on cost 
of service considerations, the differences in levels, schemes, and 
progressions of scales that presently occur in the several terri- 
torial class-rate structures hereunder review are not justified.” 


Advantage for Official Territory 


Describing official territory as the greatest consuming ter- 
ritory in the country and as the market that nearly all manu- 
facturers desired to reach, the Commission said that, in ship- 
ping to official territory, manufacturers in the other territories 
not only had the disadvantage of location, but were subjected 
to an additional burden in those instances where they must pay 
class rates on a much higher level than their competitors in 
official territory. 

‘This situation,” it continued, “reacts to the disadvantage 
of manufacturers in the other territories, and to the advantage 
of those in official territory, tends to restrict the growth and 
expansion of the manufacturers in the other territories, and, to 
some extent, to prevent the establishment of new manufacturing 
plants in those territories. 

“It is clear that the method of distribution of the rate 
burden between types of traffic now observed in southern, south- 
western and western trunk-line territories has resulted in rates 
so high that they have prevented the free movement of traffic 
at the rates in issue. This result is fully proved by the fact 
that numerous lower exception and commodity rates which 
move the great preponderance of this traffic and produce the 
great preponderance of the revenues in those territories, have 
been established. .. .” 

The Commission said that one of the expressed purposes 
in the prescription of class rates was to provide class-rate sys- 
tems that would actually move a substantial volume of traffic, 
but that the evidence before it indicated that in most of the 
territories, namely, in southern, southwestern and western 
trunk-line, this purpose had not been accomplished. 


Rail-Water Rates 


The Commission said the evidence in the class rate case 
was insufficient to enable it to determine the general question 
of arbitraries that might be added to the basic rates for the 
benefit of short or weak rail lines. 

Rail-water rates were technically included in the investi- 
gation, it said, but, it added, “at the present time the common 
carrier water service along the coast has been suspended on 
account of the exigencies of war.” 

“For that reason,” it continued, “we have not had the op- 
portunity to hear from the water lines concerning their future 
interest in such rates. Both of these matters, therefore, will be 
reserved for later consideration.” 


Interim Revision 


In reference to its interim class rate revision, the Commis- 
sion said that from the very nature of the proceedings the com- 
prehensive basis of just and reasonable rates could not at this 
time be established in connection with a uniform classification 
such as it had found to be required as just, fair and reasonable, 
until that classification was brought into being. 

“The comprehensive rate revision and classification unifica- 
tion and revision should be accomplished simultaneously, if 
possible,” said the Commission. “From our prior experience 
with extensive rate readjustments and classification proceed- 
ings, and from the record in this proceeding, we know that 
necessarily considerable time must elapse before the respond- 


_ ents can formulate and tender for our approval a classification 


which will conform to our finding with respect to justness, fair- 

ness, and reasonableness. The many complexities inherent in a 

task of such character and magnitude are inevitable.” 
Continuing, the Commission said: 


The shipping public and rate-making authorities of the States should 
be afforded opportunity for participation in the undertaking as far as 
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their interests are concerned. And, as shown by the record, and as 
within our common knowledge, there is at the present time a shortage 
of men who may be devoted to such task by the respondent carriers, 
public authorities, including this Commission, and by shippers and their 
organizations. This latter condition is a direct consequence of the with- 
drawal of such experts from their former employment for active par- 
ticipation in the war. 

~ We find, however, that in the circumstances it is possible and 
practicable to make certain readjustments in the existing basis of class 
rates, predicated upon the continued application of the existing classi- 
fications, which will be just and reasonable, which will have the effect 
of bringing to the minimum the preferences and prejudices which we 
have found to be unlawful, as completely as it is practicable now to 
eliminate such violations. This finding is based upon the peculiar cir- 
cumstances of the present time, largely the result of the war, and be- 
cause time will be needed to effectuate a classification revision and appli- 
cation of a scale or scales of class rates as our findings in part I and 
part II hereof contemplate. The adoption of the simple and direct 
method of rate revision which we are about to outline will conserve 
time, and will obviate many tariff publishing difficulties without com- 
plete revision of the classifications before us and the determination and 
prescription of new scales of rates based thereon. 


**Interim’’ Findings 


Our general conclusions and findings heretofore made have empha- 
sized the importance and desirability of bringing the several intra- 
territorial freight rate structures under consideration closer together 
in level and more upon the same pattern or scheme. We have also em- 
phasized the importance and desirability of removing as many differences 
as possible between the interterritorial rates of the respondents and 
the intraterritorial rates which they maintain. The basis which we shall 
now outline is in harmony with that objective, and will approach, as a 
preliminary step, the uniformity of class rate structure which we have 
previously found will be just, fair, and reasonable. 

We find and determine that the basis hereinafter outlined will re- 
sult in rates which, until a complete revision in harmony with our 
previous findings is possible, will be just and reasonable. 

We find and determine that on and after the effective date of the 
order to be entered herein, the existing and current interstate class 
rates applicable to freight traffic moving at the classification ratings 
within southern, southwestern, and western trunk line territories as 
those territories have heretofore been described in this report, and inter- 
territorially between those territories, and also between those terri- 
tories and official territory, as hereinbefore described, will be unjust 
and unreasonable unless reduced 10 per cent, subject to the class 1 
scale shown at the end of this paragraph as minima for class 1 rates, 
and subject to the qualifications hereinafter indicated. This reduction 
is to be made by using the present current applicable class 1 rates as 
a base, and reducing them 10 per cent, subject to observance of the rates 
in the distance scale set out hereinafter as minima. The rates on all 
the other classes in each class-rate system are to be correspondingly 
reduced by observing the same percentage relations to the class 1 rates 
thus reduced that such classes bear to the currently applied class 1 
rates. No changes in existing exception rates or column rates are con- 
templated by this finding. No increase in any existing class rates is to- 
be made under this finding within the southern, southwestern, and 
western trunk line territories, and interterritorially between those terri- 
tories, and also between those territories and official territory. In deter- 
mining resulting rates, fractions of a cent should be disposed of by 
dropping those of less than one-half cent and by increasing those of 
one-half cent or more to the next whole cent. We do not contemplate 
that groupings in connection with the present class rates shall be 
changed as a result of this finding. In applying the scale of minimum 
rates, the distances between groups or blocks of stations upon which 
the present class rates are based are to be observed, rather than the 
actual distances to or from such station, when differing therefrom. 


Table of Minimum Class 1 (Class 100) Rates 





Miles Cents Miles Cents Miles Cents Miles Cents 

5 40 220 94 825 189 1,600 290 
10 43 230 96 850 193 1,625 293 
15 46 240 98 875 196 1,650 296 
20 48 260 102 900 199 1,675 299 
25 50 280 106 925 203 1,700 302 
30 52 300 110 950 207 =1,725 305 
35 54 320 113 975 210 1,750 308 
40 56 340 116 1,000 213 «1,775 311 
45 58 360 119 1,025 217 1,800 313 
50 60 380 122 1,050 221 1,825 316 
55 61 400 125 1,075 224 1,850 319 
60 62 420 128 1,100 227 = 1,875 322 
65 63 440 131 1,125 231 1,900 324 
70 64 460 134 1,150 234 1,925 327 
5 65 480 137 1,175 237 1,950 330 
80 . 6 500 140 1,200 240 1,975 332 
85 67 520 143 1,225 244 2,000 334 
90 68 540 146 1,250 247 2,025 337 
95 69 560 149 1,275 250 2,050 340 
100 70 580 152 1,300 253 4= 2,075 342 
110 72 600 155 1,325 257 2,100 344 
120 74 620 158 1,250 260 2,125 3A7 
130 76 640 161 1,375 263 2,150 349 
140 78 660 164 1,400 266 2,175 351 
150 80 680 167 1,425 269 2,200 353 
160 82 700 170 1,450 272 2,250 357 
170 84 720 173 1,475 275 2,300 361 
180 86 740 176 1,500 278 2,35u 365 
190 88 760 179 1,525 281 2,400 368 
200 90 730 182 1,550 284 2,450 372 
210 92 800 185 1,575 287 2,500 375 


‘Official’? Increase 


We find and determine that simultaneously as a part of the adjust- 
ment hereinbefore outlined the existing applicable interstate class rates 
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for freight traffic moving at classification ratings within official territory 
(including Illinois territory) should be increased 10 per cent as maxi- 
mum scales, superseding the intraterritorial official class-rate scale here- 
tofore prescribed or authorized by us, subject to the qualifications here- 
inafter indicated, and that as so increased those scales will be just and 
reasonable as maxima. The increase of maximum class rates applicable 
within official territory is to be made by using the present current appli- 
cable class 1 rates as a base, and increasing them 10 per cent. The rates 
on the other classes should be correspondingly increased by observing 
the same percentage relations to the maximum class 1 rates as thus in- 
creased that such classes bear to the currently applied class 1 rates. No 
changes in existing exception rates or column rates are contemplated by 
this finding. The same provision with respect to disposition of fractions 
of a cent, as to groupings, and as to the ascertainment of distance here- 
inbefore stated with respect to the reductions within and between other 
territories and between those territories and official territory, shall in 
like manner apply to the increases in the maximum class-raet scales 
within official territory herein found to be just and reasonable. This 
finding as to the justness and reasonableness of the intraterritorial offi- 
cial class rates is based in part upon a consideration of the returns from 
operation of the various respondents in the several territories as re- 
ported to us, which we have considered pursuant to stipulations of rec- 
ord. From those returns and the whole record we find and determine 
that the revenue needs of the carriers in official territory with respect 
to their class-rate traffic are greater than is the case as to the class-rate 
traffic of the carriers in the other territories described. 

The respondents maintain flat minimum charges for each less-than- 
carload shipment which may be and sometimes are stated and embodied 
in a rule of the governing freight classifications, and in other instances 
in varying measure are published in freight tariffs of the respondents or 
in exceptions to the classifications. The minimum charge provided by 
the various classifications is uniformly 55 cents. While this proceeding 
of investigation does not extend to rules of the classification, the mini- 
mum charge stated therein is in the nature of a rate, and is so published 
as a matter of convenience. We therefore find and determine that the 
minimum charge upon class-rate shipments in the territory included in 
Nod. 28300 is within the scope of this investigation. 

From the record we find and determine that in many instances when 
commodities transported take class rates, the respondents have extended 
the service of picking up and delivering shipments and perform such 
service under the applicable class-rate charge without additional charge 
therefor. We also find and determine that such pick-up and delivery 
service has been extended in scope largely since our findings and orders 
in the various proceedings hereinbefore recited which prescribed or ap- 
proved the class rates in issue in this proceeding. We find and deter- 
mine from the evidence of record in this proceeding, that when such 
service is performed the applicable class rate with the existing minimum 
charge as stated does not yield the out-of-pocket costs incident to the 
transportation service which it purports to cover. We further find that 
to the exetnt the minimum charge per shipment is less than 75 cents, 
it is below a just and reasonable minimum rate and charge. Upon the 
record as it stands, and predicated upon the adjustments for the interim 
period hereinbefore found to be just and reasonable, we determine and 
find that the minimum charge per shipment, whether pick-up and deliv- 
ery service is afforded or not, whenever such charge is below 75 cents, 
is below the minimum of a just and reasonable rate and charge and that 
75 cents is and will be a just and reasonable minimum charge to be 
made. 

The foregoing findings and determinations are made as of the 
date when the order to be entered herein becomes effective. Inasmuch 
as these proceedings will necessarily be held open upon our docket, and 
as our power to suspend, modify, or set aside our orders is recognized 
by the act, we do not now prescribe a specified period of time during 
which these findings as to the interim adjustment shall continue in 
force, but make them as continuing until our further order. 


Other Matters 


In certain states the applicable intrastate class rates are held to 
a basis prescribed by us in orders entered in proceedings under section 
13(3) and (4) of the act. No especial consideration has been given 
to such intrastate rates in this proceeding. If any modification of our 
outstanding orders seems necessary, it should be sought by appropriate 
action as contemplated by our general rules of practice. 

Our outstanding orders will be modified to the extent necessary to 
enable the carriers which are bound thereby to publish and file schedules 
embodying such increases and decreases; and authority will be given 
by appropriate order under section 6 of the act for the publication of 
simple forms of supplements to existing schedules to effectuate such 
increases and decreases. If carriers need relief under the provisions 
of section 4 of the act, we will give prompt consideration to applications 
therefor. 

During the pendency of this proceeding the membership of the 
cooperating committee of state commissioners was changed by the 
withdrawal of Commissioners McConnaughey, of Ohio, and Murphy, of 
South Dakota, upon their retirement from their respective State Com- 
missions. Commissioner Doherty was assigned to replace Commissioner 
Murphy, and he and Commissioner Scott heard the argument. After 
the argument, Commissioner. McConnaughey retired and was succeeded, 
in the spring of 1945, by Commissioner Meins, of Massachusetts. Copies 
of this report have been studied by all three of these cooperating com- 
missioners and we are authorized to say on their behalf that Commis- 
sioners Doherty and Scott agree with the conclusions and that Commis- 
sioner Meins agrees only in part. 


The report showed that Commissioner Johnson, director of 
the Office of Defense Transportation, participated in disposition 
of the proceeding. 

Mahaffie’s Views 


Commissioner Mahaffie, concurring in part, concurred gen- 
erally in that portion of the report dealing with No. 28300, but 





TRAFFIC WORLD 


said he did not agree with the findings made therein under 
section 3 of the act. He said he also concurred in the ad interim 
adjustment. With that portion of the report requiring a per- 
manent readjustment of class rates, he said he did not agree. 
Continuing, he said: 

In a country so vast as this with its widely varied resources and 
differing transportation needs it seems to me a mistake to try to compel 
general equality in rates except to the extent equality is justified by 
transportation conditions. I think the effort to do so must necessarily 
fail. But I am afraid the process of finding out whether it can be 
done will be painful and costly. The prejudicial findings on which 
the new adjustment is largely predicated are calculated, if carried to a 
logical conclusion, to lead to a rigid rate structure based on mileage. 
While this may seem on its face to be equitable its accomplishment 
would entail radical industrial and agricultural readjustments. I doubt 
if the country should be required to incur the expense of making them. 


Patterson 


Commissioner Patterson, concurring in part, said he thought 
there should be an ad interim class rate revision in connection 
with which an increase in official territory class rates, as con- 
templated by the majority report, should be tentatively ap- 
proved, subject to protest and suspension, but that “such 
increase may not be required.” He said he found no justifica- 
tion for the action of the majority in entering a minimum- 
rate order. He said he did not subscribe to the “ultimate 
findings’of the majority. In his opinion, any attempt to pre- 
scribe the rates to apply in connection with a uniform classi- 
fication which was not yet in existence was premature. 

Dissenting Opinions 

Commissioner Porter, dissenting, wrote a long opinion. He 
summarized his objections in an introductory paragraph, which 
follows: 

I favor bringing together much more closely than they are now 
the respective class-rate structures of the country. But I am forced 
to dissent from the majority report, first, because of its one-sided and 
inadequate statement of a number of the important facts; second, 
because the class-rate uniformity called for by the findings of the 
majority, under which the same set of class rates is to be applied 
throughout the country from Portland, Maine, to El Paso, Tex., and 
from Bismarck, N. D., to Miami, Fla., and the manner in which it is 
to be accomplished, not only are without adequate support upon the 
record and ignore the standards of rate-making consistently followed 
by this Commission throughout its 58-year history, but in my opinion 
ignore and are contrary to the best interests of the shipping public, 
as well as of the railroads, in each of the territories affected; and third, 
because the interim steps in rate changes contemplated by the majority 
fall below the relief to which the southern and western shippers are 
presently entitled. A permanent rate basis need not await a uniform 
classification, which in my opinion will not be realized for at least 
another 10 years, but can and should be established now. 


Commissioner Barnard, dissenting, said he was of the 
opinion that the record did not support or warrant the findings 
and conclusions reached by the majority. In the course of his 
dissent, he said he was unable to find in the record sufficient 
evidence to support the claim of the Southern Governors Con- 
ference that the class rate structures within the south and be- 
tween the south and official territory had restricted industrial 
growth of the south and had favored and stimulated the growth 
of industry in the north. On the contrary, he said, the evi- 
dence showed that the south had progressed industrially during 
the last decade much more rapidly than any other section of 
the country. 

However desirable a uniform system of class rates might 
be, said he, if in order to accomplish that uniformity it be- 
came necessary to disrupt the existing rate structures without 
sufficient evidence as to the propriety of such uniformity, and 
without the rates involved having been condemned, the end did 
not justify the means employed and such action could not have 
his support. 


Existing Classification Uniformity 


Included in the majority opinion was a table showing the 
degree of uniformity that now existed in ratings throughout 
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the country and as between classification territories, omitting 


article items and sub-items on which any one of the three major 
classifications failed to provide a rating. According to that 
table, out of a grand total of 20,878 ratings, 12,554 ratings, or 
60.13 per cent of the total, were uniform in all three classifi- 
cations, and only 2,782 ratings, or 13.33 per cent were unlike 
in any two classifications. It was shown that in the three 
major classifications 80 per cent of the “any quantity” ratings, 


85.08 per cent of the less-carload ratings, and 36.27 per cent [| 


(or 3,868 out of a total of 10,664) of the carload ratings were 
uniform. 


In the discussion leading up to this table, the majority | 


reviewed the progress that had been made toward obtaining 
uniformity of ratings, from the time of its annual report (1887) 


to the time of the Consolidated Classification Case (1919), 54 J 


I. C. C. 1, out of which grew the consolidation of the three 
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classifications previously published separately into one publi- 
cation, and since that time to the present. 

It discussed, variations as between territories in the l.c.l. 
ratings and the “still greater” variations in carload ratings, 
adding, as examples of the latter, that ‘‘on items rated class 35 
in official, the ratings in southern and western both range 
from classes 17% to 55; on items rated class 40 in southern, 
the ratings in official range from classes 27% to 70, and in 
western, from classes 27% to 85, and in southern, from classes 
30 to 55.” 

“Broken down by character of ratings,” it said, ‘‘official, 
southern and western average percentages of class 100 are, re- 
spectively, any-quantity, 112.81, 108.68 and 112.81; less- carloads, 
87.02, 86.95 and 87.21; and carloads, 49.40, 50.26 ‘and 50.75.” 

Even where the ratings were the same in the classifica- 
tion territories, the rate effect differed substantially because 
of the variances in territorial rate levels, it said. Elaborating 
on that point, it submitted, in tabular form, a comparison of 
the rates for certain mileages under first class and various 
percentages thereof in the different territories. That table 
showed that articles rated first class (100) in W. T. L. zone III 
and southwestern territory moved 50 miles at a rate of 65 cents, 
200 miles at a rate of $1.23 and 800 miles at a rate of $2.63, 
and that the corresponding rates for like distances on first 
class shipments were, respectively, 53 cents, 97 cents and $2.10 
in W. T. L. zone 1, 47 cents, 80 cents and $1.60 in official, and 
62 cents, $1.12 and $2.22 in southern territory. 


Class Traffic Volume 


“While in all territories, except the south, the greater part 
of less-carload tonnage moves subject to ratings in the classi- 
fications,” said the majority, “it is generally conceded that as 
to carload traffic the exceptions have superseded the classifica- 
tions in large degree. . . . The volume of traffic in all territories 
which moves under rates subject to exception ratings greatly 
surpasses that subject to the classification ratings. 

Carrying out the point that actual movements of freight 
under class rates constituted a small part of the total, the 
Commission inserted in the report a table based on a study 
of a tabulation of waybills for September 23, 1942, showing 
distribution of carload traffic as between class rates, exception 
rates and commodity rates, intraterritorially and between ter- 
ritories. This study showed that in official, southern, W. T. L., 
southwestern and mountain-Pacific territories, respectively, only 
5.8 per cent, 1.8 per cent, 0.6 per cent, and 1.7 per cent of the 
carload traffic moved under class rates, while within those 
same territories, respectively, the percentages of the total 
moved under the commodity rates were 76.7, 92.2, 99.2, 93.2 and 
98.3. In interterritorial movements, according to the study, the 
largest movement on class rates was from official territory to 
southwestern territory, in which case 22.5 per cent moved on 
class rates, 52 per cent on exception ratings and 25.5 per cent 
on commodity rates; but the average movement on class rates 
from all territories to all territories was only 4.1 per cent of 
the total, while the movement on commodity rates from and 
to all territories averaged 85.2 per cent and the movement on 
exception rates averaged 10.7 per cent of the total. 


Revenue Objections 


“Probably the principal objection of respondents to a uni- 
form classification,’ the majority said, ‘is their apprehension 
that its achievement may adversely affect their revenues. Suf- 
ficient revenue to maintain and operate the carriers are of 
course essential, but their needs should not be satisfied by 
practicing undue preferences and prejudices in ratings such as 
are shown by the evidence. The revenues required should be 
provided by rate levels high enough to produce funds for their 
needs, and not by resort to increases in classification ratings 
that cause unlawfulness. The aim for uniformity is not merely 
for the sake of uniformity, but to remove the resulting unjust 
differences in rates.” 

In its discussion of class rates, the Commission observed 
that the traffic moved under such rates on September 23, 1942, 


accounted for only 6.3 per cent of the total revenue, while - 


traffic on exception rates provided 16.1 per cent and traffic on 
commodity rates 77.6 per cent of the total revenue. 

The majority, in its extensive discussion of the cost study, 
showing the relative cost of rendering transportation service 
in the various territories, prepared by Ford K. Edwards, the 
Commission’s head cost analyst, referred to a table included in 
the cost study showing relative territorial cost indexes (1939) 
for all carload traffic for hauls of 100, 300 and 500 miles. 

“It will be noted from the table that, based on identical 
loads and hauls of 300 miles, the fully distributed costs in the 
south are 4 per cent below those for the east, including the 
Pocahontas territory,” said the majority. “Based on the actual 
average loads the fully distributed costs for the south are 1 
per cent below those for the east, excluding the Pocahontas 
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territory, and 6 per cent above the costs for the east, including 
the. Pocahontas territory. Based on identical loads, the fully 
distributed costs for the west are 6 per cent above those for 
the east, excluding the Pocahontas territory, and 13 per cent 
above those for the east, including the Pocahontas territory. 
Based on actual average loads the fully distributed costs for 
the west are 8 per cent above those for the east, excluding 
the Pocahontas territory, and 15 per cent above those for the 
east, including the Pocahontas territory. .. .” 

The majority said that ‘whatever errors may exist in the 
Edwards studies, they have not had the effect of overstating 
or understating the carriers’ costs in the aggregate to any 
appreciable degree.” 

It stated that cost studies of the character of those intro- 
duced in the record in this proceeding had not been before 
it in its previous class rate investigations. 

“While perfection has not been attained,” it said, “we 
are convinced that the studies made and presented by members 
of our staff as evidence in this proceeding possess sufficient 
attributes of accuracy to enable us to rely upon them in reach- 
ing our conclusions. Respondents have not supplied us with 
any better ones, although they have, through their criticisms 
and suggestions, enabled us to make a better analysis and 
appraisal ef those introduced by members of our own staff.” 


Points to New Law 


The Commission discussed the legal basis for its conclu- 
sions as to the discriminatory character of the class rates and 
classifications as between territories, saying that there had 
been added to section 3(1) of the act, by the transportation 
act of 1940, the words ‘“‘region, district, territory,” which there- 
tofore had prohibited discrimination against “a person, company, 
firm, corporation, association, locality, port, port district, gate- 
way, transit point, or particular description of traffic.” The 
Commission said it was clear that the main purpose Congress 
had in mind in so amending the act was to bring about a 
greater degree of equalization, harmony and uniformity in the 
different regional or territorial rate structures of the country. 

Dealing with motor carrier contentions that railroad L. C. L. 
traffic was not bearing its proper share of the transportation 
costs, the Commission said that analysis revealed “unmistak- 
ably” that such traffic was not yielding its out-of-pocket costs 
plus constant expenses solely related to this traffic, plus the cost 
of collection and delivery, in any territory except possibly in 
the southern where the margin of difference between revenues 
and these expenses was slight. 


Porter’s Analysis of Findings 


Commissioner Porter, in his dissent, said that the findings 
by the majority having to do with the permanent adjustment 
of class rates contemplated ‘“‘a uniform scale of class rates 
throughout the portion of the country east of the Rocky Moun- 
tains, which is to approximate 115 per cent of the basic scale 
of first-class rates prescribed in the eastern revision as increased 
by the general increases of 1938,” and that these findings also 
contemplated a uniform classification throughout the country, 
based on the official classification, with intermediate and addi- 
tional classes added, and percentage relations of classes other 
than first class to the first-class rates on the basis of those 
in official territory. 

The majority’s findings dealing with the temporary or in- 
terim adjustment, he said, contemplated: (1) A reduction of 
10 per cent in the existing interstate class rates within southern, 
southwestern and western trunk line territories, and interterri- 
torially, subject to a distance scale of class rates that was about 
115 per cent of the eastern scale, as minima; (2) an increase 
of 10 per cent in the existing interstate class rates within official 
territory, and (3) that the new intra- and interterritorial class 
rates be governed by the existing classifications and in the man- 
ner now provided for. 


Sees Obstacles Ahead 


Noting that about 40 per cent of the more than 20,000 rat- 
ings in the respective classifications had not yet been unified, 
he said that “now, suddenly, in the midst of a world war, when 
the railroads, the shippers, and the regulating bodies have been 
drained of manpower ... the majority demand prompt re- 
vamping of nearly half of the total classification ratings affect- 
ing many thousands of important articles, among which are 
the most controversial and difficult in the art of commodity 
classification.” He added that if the war effort was not to be 
retarded, “we might as well face the truth that the difficult 
job of classification uniformity can not be completed for many 
years to come.” He saw room for doubt whether uniform classi- 
fication on all articles of transportation would ever be practi- 
cable, and feared that many complaints to the Commission and 
defeat of the principal objective sought—uniformity in trans- 
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portation charges for like services under similar conditions 
throughout the country—would result from a classification 
“hurriedly put together.” 

Commissioner Porter disagreed with the majority’s finding 
that the pattern of the official classification best comported 
with the requirements of the act, etc., contending that there 
was no greater merit in the official than in any of the other 
classifications. He said there was no evidence in the record 
dealing with any individual rating and therefore no support 
for any change in a single rating. He added that the “pattern” 
od = classification seemed to him worse than no pat- 
ern a ; 


Criticizes Class Rate Findings 


Arguing against the action of the majority as to uniform 
class rates, Commissioner Porter said, after extensive discus- 
sion, that it was plain that the consist ‘of the traffic was vastly 
different in official territory than it was in either southern or 
western, and that the chief difference lay in the much larger 
proportion and volume of the high grade, more remunerative 
traffic in official than in either of the other territories. The 
natural advantages of the eastern roads, he said, meant that 
they could, by reason of the more profitable traffic, render 
adequate service to the public with a lower rate level on other 
traffic, such as class-rate traffic, than could the southern and 
western roads. If, he continued, this natural advantage was to 
be taken away from the eastern lines and class rates were to 
be made uniform in all the territories east of the Rockies by 
increasing the eastern rates about 15 per cent and reducing 
those in the other territories to that level, “the ultimate result 
will be either that the eastern roads will make unreasonably 
large profits, which through divisions of the interterritorial 
rates they will be expected to share liberally with the southern 
and the western roads, and the official territory shippers and 
consumers will be called upon to help carry the burden thus 
thrust upon them by the relatively low rates on raw materials 
in the south and the west, or the latter rates, as well as a num- 
ber of other exception and commodity rates in the west and 
south, will have to be increased so as to provide the southern 
and western roads with sufficient revenue to enable them to 
continue and render adequate service .. . 


Cost Study Criticism 


“Qne is required to guess from the text of the report the 
reasons which impelled the majority to prescribe a uniform 
scale of rates throughout this area,” he continued, “because 
the basis or bases for this finding are not clearly stated. The 
emphasis placed upon it in the report indicates that the cost 
evidence is the principal basis for the finding. . . . The cost 
evidence does not afford a basis for a finding of the actual 
or relative costs of class-rate traffic in the various terri- 
tories. . Either the Commission has been grossly misin- 
formed by dozens of sworn witnesses in the last half century, 
or this cost study is practically worthless for the purpose of 
fixing rates. . . . It is so full of estimates and assumptions that 
even if it purported to show the costs of transporting class- 
rate traffic, which it does not, it would be unsafe to base the 
prescription of class rates or class-rate relations upon it... . 


“Aside from the cost study, which as stated is utterly 
inadequate for the purpose, the record embodies not one word 
of evidence in support of the findings that the official territory 
rates are unjust or unreasonable under section 1, and even the 
cost study indicates that carload traffic in the east is being 
handled at a profit. . . . Excepting only the motor carriers .. . 
not a single party to this proceeding has gone on record as 
favoring an increase in the eastern rates and none of the evi- 
dence was directed toward that end... .” 


Commissioner Porter, referring to contentions of the South- 
ern Governors Conference that the south had been and would 
continue to be injured by the class rate adjustment unless class 
rate uniformity was brought about, said that “the evidence 
is overwhelmingly to the contrary,” and noted industrial growth 
in the south from 1929 to 1939. 


Suggested Findings 


He said it might be expected, if eastern class rates were 
increased by 10 per cent, “and especially by 15 per cent,” 
either that much of the present class rate traffic in official 
territory would be accorded exception or commodity rates on 
about the same level as the existing class rates, or that there 
would fall into the lap of the Commission a swarm of mer- 
itorious complaints against “the resulting wholesale violations 
of the discrimination provisions of the act.” He added: 


I would find that the present class rates in official territory, other 
than in New England and in Michigan Zone C, are below a maximum 
reasonable level by about 6 per cent, and that the existing class rates 
in the South and the West here in issue are unreasonable, (a) intra- 
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territorially, to the extent that they exceed or may exceed the official 
territory rates as so increased by more than 10 per cent in the southern 
region, except the Florida peninsula, and in western trunk line Zone I, 
and by more than 21 per cent in western trunk line Zones II and III, 
in the Southwest, and in the Florida peninsula; and (b) interterritor- 
ially, between all territories, to the extent that they exceed or may 
exceed the resulting destination territory basis in each instance. The 
eastern scale, increased as above and sufficiently extended, should be 
straightened out so as to remove the irregularities caused by the gen- 
eral percentage increases of 1938, and the progression in its longer 
reaches should be slightly increased, before its use as a basis for the 
reasonable rates which would thus result. As so changed, the eastern 
rates would be little different from what they were until recently 
as a result of the general increases authorized in Ex Parte No. 148, 
Increased. Railway Rates, Fares and Charges, 1942, 248 I. C. C. 545, 
258 I. C. C. 455. The eastern roads could be expected to establish such 
increased rates voluntarily, and no such violent disturbance of rate 
relations within official territory would result as must be expected 
under the basis prescribed in this report. 


Childe Dissatisfied 


C. E. Childe, member of the late Board of Investigation 
and Research—Transportation, who was a signatory to the 
board’s report on interterritorial freight rates recommending 
that Congress enact a clear mandate to the Commission to bring 
about establishment of a uniform classification and a uniform 
scale of class rates (see Traffic World, April 3, 1943, p. 799), 
in comment on the Commission’s class rate decision, said that 
newspaper headlines “erroneously stated that the south and 
west had won a freight rate parity with the east.” The changes 
with respect to present class rates, ordered into effect August 30 
pending establishment of a uniform classification and rates in 
connection therewith, said he, would not “establish a parity of 
rates.” 


Mr. Childe, who is now transportation consultant to the 
Senate special committee on small business, continuing, said: 


After these revisions are made, class rates within southern terri- 
tory will average 14 per cent higher, the rates in southwestern terri- 
tory, 32 per cent higher,.and the rates in western trunk line territory, 
from 5 to 32 per cent higher than the eastern class rates. For example, 
the first class rates (which apply on numerous articles of clothing, food, 
household and office furniture and appliances, etc., in less than car- 
load lots), applying for a distance of 500 miles, are, in cents per hun- 
dred pounds, at present: In eastern territory, 122; southern territory, 
173; southwestern territory, 196; western trunk line territory, 156 to 
196. The new rates prescribed by the Commission, to become effective 
August 30, are respectively: eastern, 134; southern, 156; southwestern, 
176; western trunk line, 140 to 176. Interterritorial rates will also be 
higher than the rates within the east. Separate freight classifications, 
with numerous inequalities of ratings and relationships, will remain 
in effect in the eastern, southern and western territories. 

The Commission holds, however, that the south and west are law- 
fully entitled to the same class rate levels as the east, that higher rate 
levels in the south and west are injurious to those areas, and that some- 
time in the future, after further hearings and investigations, there 
should be established a uniform scale of class rates throughout the 
whole area of the United States east of the Rocky Mountains, and that 
a uniform freight classification should be given nation-wide application. 
The railroads are told to submit within 90 days, for the Commission’s 
consideration, proposals for such a uniform classification. 


Sees Other Rate Inequalities 


The Commission’s decision applies only to railroad traffic on which 
the present classification ratings and class rates are charged. This is 
a small proportion—less than 10 per cent—of the total traffic, but it 
represents traffic particularly affecting small shippers and consumers, 
on which the highest levels of freight rates are charged, such as 
merchandise traffic in less-than-carload lots and miscellaneous carloads 
on which, because of small volume of traffic or lack of competition 
between carriers, the railroads have refused to make reductions below 
the high class-rate levels. More than 90 per cent of the rail tonnage 
moves on rates lower than the class rates, which are called ‘‘commodity 
rates,’’ ‘‘column rates,’’ and ‘‘exceptions to classification.’’ The levels 
of these rates vary widely within and between the different rate terri- 
tories. Inequalities in these rates are a greater handicap to the south 
and west than are the inequalities of the class rates. These discrimina- 
tions will not be cured by the Commission’s decision. 


Nevertheless, new and small business enterprises, farmers and con- 


sumers in the south and west will be distinctly benefited by lessening 
of the discriminations in the class rates and by the promise held forth 


in the Commission’s decision of eventual elimination of these discrimi- 


nations. 


The general findings and conclusions of the Commission, that q 


the maintenance of higher rates in the south and west than in the east | 


is not justified, will be valuable as precedents in further proceedings 
involving rates on other traffic, and should result finally in much closer 
appoach to uniform territorial and interterritorial rate levels through- 
out the United States. 


‘Merely the Beginning” 
It should be understood, however, that the readjustments ordered 


by the Commission are merely the beginning, rather than the end of the | 
struggle of the south and west for freight rate parity. Much will de- | 
pend upon the classification ratings, rate levels and relationships which | 
will finally be established by the Commission and how soon they may | 
be made effective, and, more important than this, on the extent to | 


which the principle of uniformity is applied to the great volume of 
traffic which moves on rates other than class rate traffic. Commissioner 
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Porter has expressed, in a dissenting opinion, the view that many years 
may elapse before final decision is reached. There is a possibility, also, 
that even the temporary revision of rates ordered to become effective 
August 30, may be delayed by further petitions to the Commission or 
by injunction proceedings in the courts. 
Urges Action By Congress 

The restoration of postwar industry, the disposal and reconversion 
of government surplus war plants and property, and the maintenance 
of full employment throughout the country would be rgeatly advanced 
by early adjustment of freight rate discriminations. The Board of 
Investigation and Research, created by Congress in 1940 to study the 
transportation problem, recommended to the President and Congress, 
in 1943, that uniform levels of class rates and a uniform freight classi- 
fication be established throughout the United States, and pointed out 
ways in which these results could be accomplished within three years. 
In other reports, the board stated that freight rate discriminations 
“are at the heart of the nation’s transportation problem’’ and recom- 
mended the adoption by Congress of a legislative rate policy, relating 
rates to the cost of the transportation service, giving each transporta- 
tion agency the opportunity to operate with the greatest possible econ- 
omy and efficiency, and abolishing all injurious discriminations. The 
board recommended that a permanent government agency, including 
an advisory board of representatives of the public, be created to make 
continuous studies and reports of the transportation situation and 
recommendations for the protection of the public interest. It was also 
recommended that a public transportation counsel be created to rep- 
resent the general public interest in proceedings before regulatory 
bodies and see that rates were promptly readjusted in accordance 
with sound principles of public policy. The final reports of the board 
were made last September, and bills are pending in Congress to carry 
out the board’s recommendations. It would now seem appropriate for 
Congress to give consideration to the board’s legislative recommenda- 
tions, as a means of hastening the achievement of the parity which the 
Commission has found should be given the south and west. 


Comment in Congress 


Representative Bryson, of South Carolina, indicating ap- 
proval of the Commission’s decision, told the House May 21 
that he hoped the decision would make unnecessary further 
consideration of his bill, H. R. 1272, one of the so-called uniform 
freight rate bills. 

Representative Patrick, of Alabama, referring to the Com- 
mission’s decision, said “this action of high authority has come 
as the answer to a long and sincere prayer from the south- 
land.” He expressed thanks to Governor Arnall, of Georgia, 
and other southern governors “whose work was so important 
in getting justice done under this legislation,” the reference 
being to rate discrimination provisions of the transportation act 
of 1940. 

Arnall Charges Evasion 


Governor Arnall, of Georgia, sent a telegram to President 
Truman and to Attorney General Biddle charging that railroads 
were making commodity rates to take the place of class rates to 
circumvent the Commission’s class rate decision. He urged the 
Department of Justice to investigate and make public its find- 
ings. At the department it was said there was no comment on 
the message. 


Vogtle Says South Will Survive Shock 


The south will “absorb this shock and continue its hereto- 
fore remarkable progress,” says A. W. Vogtle, vice-president, 
traffic and sales, DeBardeleben Coal Corporation, Birmingham, 


Commission’s decision in No. 28300 and No. 28310. 


rate system apart and put it together again—and in a different 

pattern (representing political theory—not business experience), 

involving both reductions and increases in rates; but in a sum 

total to produce a carrier revenue sufficient to maintain ade- 

quate transportation, without which we could not reach mar- 
» kets at all,” at another point he assumes the question as “now 
4 removed from the field of politics . . .” In the latter connec- 
» tion he said that “we should henceforth strive above everything 
») else to eliminate such unwarranted sectional strife .. .” 


The proposed revision would have little meaning on “our 
traffic to the north,” he said, because nearly everything from 
“our territory” competitively capable of entering northern 
— now enjoyed the northern freight rate level. He con- 
inued: 

“The reduction to the south, applicable to substantial traffic 
) volume, means a greater monetary reduction on northern manu- 
>» factured goods and on mid-west food products than on south- 

ern products to these home markets of the south; and, of course, 
» Our southern producer must absorb this difference, which is a 
™ backward step in that desirable self-sufficiency of the south 
™ through diversified manufacture and increased food production 
for our home markets.” 

_It might be assumed, he said, that the low classification 
ratings on the high grade less-than-carload freight would be 
cancelled, adding that there would undoubtedly be a review 
of “our low commodity rates such as: raw materials generally 
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to our manufacturing points; coal and coke for our industries; 
cotton for our textile mills; pulpwood for our paper plants; 
logs for our wood processing industries; fertilizer for our farms; 
sand, gravel and slag for our good roads—and these commodi- 
ties and brick and lumber for construction otherwise; and lime, 
pig iron, ore, scrap iron, sulphuric acid, etc. within the south, 
as well as the rates on citrus fruits, fresh fruits, fresh vege- 
tables, and other southern products of farm and orchard mar- 
keted in the north.” 

At this point he spoke of the fact that the south would 
“absorb this shock,” adding it was important, as the south faced 
several years of revolutionary freight rate change, “with its 
unpredictable effect on markets and sources of raw materials” 
that in all management planning of plant location, sales and 
purchases, the traffic manager should participate, supplying 
current information as to these continuing rate changes, their 
extent, and when effective. 

The situation called for shipper and carrier cooperation, 
he said, and that “we must never for a moment forget that the 
south’s past growth and future development is definitely and 
inseparably linked with the well-being of our railroads.” 


Healy Discusses Industrialization 


Thomas P. Healy, general solicitor, New York Central, 
chairman of the committee appointed by the eastern lines to 
present their case before the Commission at the hearings, said: 

“The tendency will be to increase the tempo of the indus- 
trialization of the south, which has been growing faster than 
the similar effort in any other section of the country.” 

He added that the south has lower commodity rates than 
the east, obtained from the Commission by the southern rail- 
roads as a means of assisting the industrial development of the 
section. He said that it was the contention of the eastern rail- 
road men that the disadvantage of the south in class rates was 
counterbalanced by its advantage in commodity rates. He said 
he thought he had succeeded in proving that to the Commission. 
He contended that the south now would get, as a result of this 
decision what it had sought throughout the 58 years of the 
Commission’s existence—“an equal class rate, mile for mile.” 

“The southerners want to push this industrialization par- 
ticularly in connection with the Tennessee Valley Authority and 
their other great power resources,” said he. 


Car Interchange with Seatrain 


The entire Commission, by an order in No. 25728, Hoboken 
Manufacturers Railroad Co. vs. Abilene & Southern et al., and 
No. 25878, New Orleans & Lower Coast Railroad Co. vs. Akron, 
Canton & Youngstown, et al., has denied a petition of the 
Atlantic Coast Line and 14 other railroads for modification of 
the second ordering paragraph of the Commission’s order of 
October 13, 1941, in these proceedings, by striking therefrom 
language dealing with the measure of compensation (per diem) 
to be paid for cars by Seatrain and the period of Seatrain’s 
responsibility for such cars. 


The part the petitioning railroads asked to have stricken 
reads as follows: “including the current rate of $1 per car 
per day; provided, however, that such per diem shall be pay- 
able by Seatrain Lines, Inc., only for such period as the cars 
are in its possession.” The petitioners noted that the Supreme 
Court of the United States had upheld the Commission’s deci- 
sion of October 13, 1941, in the Seatrain car interchange cases 
(see Traffic World, Feb. 3, p. 263), and that it had now become 
necessary to give consideration to the manner of effecting com- 
pliance with the Commission’s order. They said that obstacles 
to revision of the railroads’ car service and per diem codes so as 
to admit car-using water lines were the specification in the 
order of a per diem rate of $1, although the railroads as of 
February 15 had adopted for use among themselves a per diem 
rate of $1.15, and the provision of the order that “per diem 
shall be payable by Seatrain Lines, Inc., only for such period 
as the cars are in its actual possession.” 

“An additional objection to the provision,” the railroads 
said, “is that it would invite such a water line to discriminate 
between its connecting railroads in the promptness of its ac- 
ceptance of cars and in the celerity of transporting freight for 
shippers using different rail routes to the port.” 

They asked the Commission to modify the order of Octo- 
ber 13, 1941, so as to permit the use of whatever per diem 
rate might be current from time to time among the railroads, 
and so as not to forbid the application of the railroads’ per diem 
rule 15 with respect to cars interchanged with Seatrain. They 
suggested, in their petition, that a broad revision of the rail- 
roads’ codes of services and per diem rules might be necessary 
to govern the admission of “water carriers of the Seatrain 
type” to the country’s car pool, adding that it was “generally 
reported” that other north Atlantic and Gulf water lines were 
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considering the inauguration of Seatrain-type operations, since 
the Seatrain patent had expired. 

In its reply to the railroads’ petition, Seatrain expressed 
willingness to pay a per diem of $1.15 or whatever the “current 
rate” of per diem might be for the time the cars were in its 
possession. It said modification of the order by striking the 
proviso that per diem should be paid by Seatrain only for such 
period as the cars were in its actual possession would be un- 
warranted, for the reasons, among others, that it would operate 
unjustly to Seatrain “since it would transfer to it (Seatrain) 
an expense borne by the railroads in connection with freight 
interchanged with other water carriers.” 


New Haven Reorganization 


‘ In its sixth supplemental report in Finance No. 10992, New 
York, New Haven & Hartford Railroad Co. Reorganization, the 
Commission, on further consideration, has reapproved the reor- 
ganization plan of the New Haven as it relates to the purchase 
price of the Old Colony Railroad Co. property under the limita- 
tions of section N(2) and N(3) of the plan, approved by the 
Commission’s reports and orders of July 13, 1943, and Feb- 
ruary 8, 1944, pursuant to section 77 of the bankruptcy act. 
Petitions of the Pennsylvania Railroad Co. and of the protective 
committee for bonds of the Old Colony Railroad Co. for fur- 
ther hearing were denied. The proceeding, said the Commis- 
sion, included the Old Colony Railroad Co., Hartford & Con- 
necticut Western Railroad Co., and Providence, Warren & 
Bristol Railroad Co., secondary debtors. 

Said the Commission: 


Upon further consideration and taking into consideration the prior- 
lien claim of the principal debtor’s estate, the uncertainty to which some 
of the items comprising the non-operating assets of Old Colony are sub- 
ject, the results of the segregation and severance studies, the probable 
future segregated earnings, and the advantages of the settlement of 
pending claims; considering also the general public interest; we con- 
clude and find that the price to be paid for Old Colony properties, fran- 
chises, and assets upon the terms, and conditions and under the limita- 
tions, set forth in the modified plan of reorganization approved by us in 
our report and order of October 6, 1942, as modified and corrected by 
our reports and orders of July 13, 1943, and February 8, 1944, should 
be approved. 


The value of Old Colony properties and assets, said the 
Commission, should not be determined solely by mathematical 
calculations since it was essentially a matter of judgment based 
on a consideration of intangible as well as tangible elements 
and a general knowledge of system requirements. Continuing, 
the Commission said: 


In our report of October 6, 1942, we approved as fair and equitable 
a purchase price of $7,697,033 face amount of reorganization securities 
comprised of $4,398,305 first and refunding bonds, and $3,298,728 income 
bonds. In this connection we note the statement of the circuit court of 
appeals in its opinion of January 2, 1945, that ‘‘this formal finding might 
perhaps suffice if the Commission had stated the reasons which lead it 
to reduce by some $10,000,000 face value of the new securities its prior 
valuation * * *.’’ It is true that the modified purchase price is much 
smaller in face amount of reorganization securities than the purchase 
price approved in our report of February 18, 1941. It will be seen, how- 
ever, that if the probable market value of the total amount of reorgani- 
zation securities first approved by us as a fair and equitable price be 
computed at the rates assigned such securities by the expert testimony 
of record, an aggregate market value of $5,140,000 would result as com- 
pared with an aggregate market value of $5,277,966 (computed at the 
same rates) for the total amount of reorganization securities found by 
us as a fair and equitable price in our report of October 6, 1942. 


Commission Reports 


(An asterisk before the docket number means that the report will not 
be printed in full in the permanent series of Commission reports. Mimeo- 
graphed copies of such reports in full may be obtained by prompt appli- 
cation to the Commission.) 


“Cinders, Coal” 


I. and S. No. 5296, Clay or Shale Cinders in the South- 
west. By the Commission, division 2. Proposed tariff change 
in the commodity description, “cinders,” to “cinders, coal,” 
found to result in increased rates on haydite, in carloads, in 
southwestern and western trunk-line territories and between 
those territories except where commodity rates were in effect 
specifically on haydite. Resultant rates found unjust and un- 
reasonable and in some instances to produce unauthorized 
departures from the long-and-short-haul provision of section 4 
of the interstate commerce act. Suspended schedules ordered 
canceled, and the proceeding discontinued without prejudice 
to the filing of new schedules in conformity with the division’s 
conclusions. “Haydite,” the division pointed out, is a trade 
name of a patented commodity manufactured from particular 
kinds of clay or shale. The division said the records supported 
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the conclusion that rates somewhat lower than those proposed 
by the respondents would be reasonable on haydite, and that 
it was the division’s opinion that rates on this commodity 
should not exceed by more than 20 cents a ton of 2,000 pounds 
the so-called normal rates on sand and gravel. 


Philippine Hardwood 


No. 29064, Cadwallader-Gibson Co., Inc., et al., vs. Alabama 
Great Southern Railroad Co., et al., embracing also I. and S. 
No. 5307, Apitong Lumber, Pacific Coast to South. By the 
Commission, Chairman Rogers. Rates charged on red lauan, 
white lauen, and tanguile (Philippine hardwood) lumber, in 
carloads, July 29, 1941, to March 18, 1942, from Long Beach, 
San Francisco, and Los Angeles, Calif., and Seattle, Wash., 
to certain destinations in North Carolina and Florida, found 
applicable in certain instances and inapplicable in others. Ap- 
plicable rates not shown to have been or to be unreasonable. | 
Complaint dismissed. Rates proposed on apitong (Philippine | 
hardwood) lumber from Pacific coast points to various destina- | 
tions in southern territory, found just and reasonable. Order 
of suspension vacated and suspension proceeding discontinued. 


PLANE PROPELLOR RATINGS 


The Commission in No. 29052, Henry L. Stimson as the 
Secretary of War vs. Akron, Canton & Youngstown Railway 
Co., et al., has denied the petitions of the defendants for re- 
consideration (see Traffic World, March 10, p. 580), and of the 
complainant for reconsideration as to unlawfulness in the past 
and reparation, the latter having been concurred in by letter 
of the Bureau of Supplies and Accounts of the Navy Depart- 
ment. The Commission, division 3, had found ratings on airplane 
propellors and propellor blades, in carloads and less than car- 
loads, between points in the United States, not to have been 
unreasonable in the past, but found carload ratings unreasonable 
for the future, and prescribed reasonable ratings. 


Commission Motor Reports 


(An asterisk before the docket number means that the report will not 
be printed in full in the permanent series of motor carrier reports of the 
Commission. Mimeographed copies of such reports in full may be ob- 
tained by prompt application to the Commission.) 


* 61598, Sub. 22, Smoky Mountain Stages, Inc.—Extension 
—Hayesville, N. C. Certificate granted, Commissioner Lee con- 
curring, in part. Passengers and their baggage, and newspapers, 
mail, and express in the same vehicle, between Hiawasse, Ga., 
and Hayesville, N. C., and return, serving all intermediate 
points. 

*MC 103944, Sub. 22, Jim L. Ferguson Common Carrier 
Application. Certificate denied, Commissioner Lee dissenting. | 
Refined petroleum products, namely, gasoline, kerosene, casing- | 
head or natural gasoline, and petroleum distillate fuel oil, in| 
bulk, in tank trucks, between points in Texas on and west of 
U. S. highway 83, on the one hand, and, on the other, points / 
in New Mexico. 

*MC 31220, Daniels Motor Freight Service, Inc., Warren, O., 
embracing also Same, Sub. 4. On further hearing in MC 31220, 
findings in prior report, 42 M. C. C. 819, affirmed and certificate, | 
to the exetnt the proceeding was reopened, denied. General 
commodities, including household goods, (1) between points in 
nine states and the District of Columbia, over irregular routes, 
and (2) between Youngstown, O., and Sharon, Pa., on the one 
hand, and, on the other, New York, N. Y., and points within 
the immediate surrounding area, over specified regular routes. 
In Sub. 4, except as already authorized, certificate granted. 
(1) Iron and steel artciles, aluminum forgings, machinery and 
parts thereof, electrical supplies and equipment, and automatic? 


er 


sprinkler systems including tools and materials necessary for 
their installation, from points in Ohio and Pennsylvania within 

20 miles of an dincluding Youngstown, O., to points in Mary- 

land and New Jersey, and specified points in New York and” 
Pennsylvania, with return of tools and machinery used in in-! 
stalling automatic sprinkler systems and rejected or damaged} 
shipments of the aforementioned commodities to points of 

origin, and (2) lacquer, gums, drilling and cutting compounds, 

empty cable reels, rivets, metal hose, slate flour, and machinery! 
and equipment used in the operation and maintenance of steel 

mills, from points in the destination territory to points in the 

origin territory described in (1), all over irregular routes. 

MC 70947, Sub. 4, Mt. Hood Stages, Inc., Bend, Ore. Cer- 
tificate granted. Passengers and their baggage, and express 
and newspapers in the same vehicle with passengers, between 
Boise, Ida., and Salt Lake City, Utah, and return, over a speci- 
fied route, serving all intermediate points. 

*MC 76118, Sub. 3, Harry R. Cook, Jonesboro, Ark., em- 
bracing also Sub. 4. Certificate granted, with) conditions. In 
truckloads of 20,000 pounds or more, over irregular routes, in 
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Sub. 3: (1) Rice and rice products, (a) from De Witt, Newport, 
Jonesboro, Stuttgart, and Carlisle, Ark., to Louisville, Ky., and 
points in the lower Michigan peninsula, and (b) from DeWitt 
and Newport, to points in Mo., Ia., Ill., Ind., and O., (2) food- 
stuffs for human consumption, from all points in Illinois to 
points in Arkansas, exeept as already authorized, (3) canned 
goods, from Osceola, Ozark, and Fayetteville, Ark., to Louis- 
ville, all points in O., Ind., Ia., and the lower Michigan penin- 
sula, Ill., and Mo., and (4) onion sets, from points in Cook 
county, Ill., to all points in Arkansas, except as already author- 
ized; and in Sub. 4, rice and rice products, from Amick Rice 
Mill, Ark., south of Jonesboro, to Louisville, Ky., and points 
in Til., Ind., Ia., Mich., Mo., and O. 


MERCHANTS CARLOADING PERMIT 


In FF-40, Merchants Carloading Co., Inc. Freight For- 
warder Application, the Commission has denied a petition, as 
amended, of Acme Fast Freight, Inc., protestant, asking for 
reopening, reconsideration, and hearing. The Commission had 
granted Merchants authority to forward commodities generally 
from specified New York and New Jersey points to points in 
26 states, and had postponed the effective date of its order 
to May 19 (see Traffic World, May 5, p. 1168). 


GRAIN EXEMPTION FOR EXPORT 


The Commission, division 3, has denied a petition of the 
Kansas-Missouri River Mills for exemption of grain products 
for export from the provisions of service order No. 242-B, that 
related to demurrage charges on box cars (see Traffic World, 
March 17, p. 653). 


UNCONTESTED FINANCE CASES 


Report and order in F. D. No. 14921, Rio Grande Southern Railroad 
Co. receiver certificates, granting authority to issue not exceeding 
$60,000 of receiver’s certificates to be delivered at par and accrued 
interest to the Defense Supplies Corporation to evidence a loan or 
loans in like amounts to be used to rehabilitate the railroad properties, 
provided that the receiver shall not issue his certificate in excess of 
$38,200 until he has filed in this proceeding a certified copy of each 
order of the court authorizing and approving the making of any 
additional expenditures. Approved. , 

Report and order in F. D. No. 14911, Aberdeen & Rockfish Railroad 
Co. securities, granting authority to issue not exceeding $80,300 of 
4% per cent cumulative preferred stock consisting of 803 shares of the 
par value of $100 a share, and $90,000 of first-mortgage 314 per cent bonds; 
the stocks and bonds to be sold at 98 and accrued dividends and interest 
respectively, and the proceeds applied to the redemption of outstanding 
preferred stock and the purchase and redemption of outstanding bonds. 
Approved. 

Report and order in F. D. No. 14919, Chesapeake & Ohio Railway 
Co. equipment trust certificates, granting authority to assume obliga- 
tion and liability in respect of not exceeding $2,500,000 of Chesapeake 
& Ohio railway equipment trust of 1945 15% per cent serial equipment- 
trust certificates to be issued by the Manufacturers Trust Co., as 
trustee, and sold at 100.209 per cent of par and accrued dividends in 
connection with the procurement of certain equipment. Approved. 


COMMISSION ORDERS 


No. 29029, Safety Guard Q Manufacturing Co. vs. A. T. & S. F. et al. 
Effective date of order of December 4, 1944, further postponed to July 2. 

No. 29011, Corporation Commission, State of Oklahoma vs. Midland 
Valley et al., and No. 29011, Sub. 1, Allied Steel Products Corp. et al. 
vs. A. T. & S. F. et al. Order of January 25, further modified to 
become effective August 1, on not less than 30 days’ notice, instead of 
July 2. 

No. 29015, San Francisco & Napa Valley Railroad vs. Sou. Pac. et al. 
Secretary of War permitted to intervene, and his petition for reconsider- 
ation accepted and filed in proceeding. Reopened for further hearing. 

Ex Parte 104 Part 2, Practices of carriers affecting operating reve- 
nues and expenses, terminal services, Corn Products Refining Co. Effec- 
tive date of order of April.2, extended to July 2. 

MC-F 2737, Yellow Transit Co., issuance of stock. Application dis- 
missed. 

Fourth Section Applications 18323 et al., Class rates in midwest 
and southwest. Reopened and assigned for further hearing (only insofar 
as they deal with rate situation described in petition filed by D. Q. 
Marsh) in connection with I. & S. 5331, Returned containers in W. T. L. 
and southwest, on May 29, at 9:30 o’clock, a. m., at Cosmopolitan Hotel, 
Denver, Colo., before Examiner Snider. 

No. 29038, Sioux Steel Co. vs. A. T. & S. F. et al., and I. & S. 5285, 
Grain storage bins, east to Pacific Coast. Petition of complainant for 
reconsideration, denied. 

No. 29092, Texas Rice Mills Traffic Bureau vs. A. T. & S. F. et al 
Petition of complainant for reopening and reconsideration, denied. 

No, 28716, Morton Salt Co. vs. Alton et al., MC-C 302, Same vs. A. E. 
Adams, dba Adams Transfer & Storage Co. et al., MC-C 302, Sub. 1, 
Same vs. Will C. Barrett Feed and Poultry Co. et al., MC-C 278, Salt, 
Kansas to Colorado and Wyoming points, MC-C 322, Salt, Hutchinson, 
Kan., to points in Kansas and Missouri, |. & S. M-1568, Eggs, salt, 
Kansas points to Kansas and Missouri points, |. & S. M-1702, Salt, rates 
and rules, Kansas to Iowa points, |. & S. M-1835, Salt, Kansas to Kan- 
sas City, Mo., 1. & S. M-2008, Salt, Lyons, Kan., to Minnesota, Missouri, 
North Dakota and South Dakota, and |. & S. M-2044, Hutchinson Cider 
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and Vinegar Works, 
argument. 

MC-C 461, Joseph Vigilante, revocation of certificate. 
discontinued. 

No. 28800, Blytheville Chamber of Commerce et al. vs. Aberdeen and 
Rock Fish et al., and No. 28655, Memphis Cotton Exchange et al. vs. 
C. R. I. & P. et al. Order of December 5, 1944, as modified by order of 
April 9, insofar as said order, as modified, requires establishment of 
rates on cotton, in carloads, to destinations in official territory, further 
modified to become effective July 19, on not less than 20 days’ notice, 
instead of June 19, on not less than 30 days’ notice. 

No. 29191, Hamilton Manufacturing Co. vs. C. B. & Q. et al. De- 
fendants’ petition for subpoena for production of documentary evidence, 
denied. 

No. 29263, Franklin Limestone Co., Inc., vs. A. G. S. et al. Com- 
plainant’s petition to dispense with briefs and proposed report and set 
case for oral argument, denied. 

MC-F 2600, C. W. Falwell, Jr., control; Falwell Fast Freight, Inc., 
purchase, W. B. Draper, and Evans Line, Inc. Reopened for recon- 
sideration. 

MC-F 2720, Harold L. Raymond, purchase, Marguerite A. Robinson 
and Sam Robinson, Jr. Application dismissed. , 

FF 128, Clipper Carloading Co., application. Applicant granted 
leave to file a petition for reopening and reconsideration on or before 


June 15. Effective date of permit and order of March 16, postponed 
to July 20. 


Salt, Kansas to Colorado. Reopened for oral 


Proceeding 


MOTOR FINANCE CASES 

MC F-2691, George D. Joyner et al.—Control; R. C. Motor Lines, 
Inc.—Lease—Mabel W. Helms. Lease by R. C. Motor Lines, Inc., of 
Jacksonville, Fla., of certain operating rights of Mabel W. Helms, 
doing business as Helms Transfer Co., of Monroe, N. C., and acquisi- 
tion of control of said operating rights by George D. Joyner, B. S. 
Reid, and B. R., E. W., and J. T. McCormick, all of Jacksonville, 
through said lease, approved and authorized, subject to conditions. 

MC F-2703, Kenneth Hargis et al.—Control; Hargis Truck Line, Inc. 
—Purchase—Keeshin Motor Express Co., Inc., and Dickens Motor 
Freight, Inc. Purchase by Hargis Truck Line, Inc., of Tell City, Ind., 
of certain operating rights of Keeshin Motor Express Co., Inc., of 
Chicago, Ill., and Dickens Motor Freight, Inc., also of Chicago, and 
acquisition of control of said operating rights by Kenneth, Matthew, 
and Ethel Hargis, also of Tell City, through said purchase, approved 
and authorized, subject to condition. 

MC F-2700, Ralph T. Reynolds—Control; Reynolds Transportation 
Co.—Purchase—Meyer Transit Co., Inc. Purchase by Reynolds Trans- 
portation Co., of Clarksburg, W. Va., of operating rights and property 
of Meyer Transit Co., Inc., of Davis, W. Va., and acquisition of control 
of said operating rights and property by Ralph T. Reynolds, also of 
Clarksburg, through said purchase, approved and authorized, subject 
to conditions. 

MC F-2674, G. F. Tresher and F. H. Tresher—Control; St. Johns 
River Line Co.—Lease—Henry Goodall and Timothy Goodall. Lease by 
St. Johns River Line Co., of Jacksonville, Fla., of the operating rights 
of Henry Goodall and Timothy Goodall, partners doing business as 
Bee Line Transfer Company, of Tampa, Fla., and acquisition of control 
of said operating rights by G. F. Tresher and F. H. Tresher, through 
said lease, approved. ; 

MC F-2615, Geo. W. Wiederspan et al.—Control; Ford Van Lines, 
Inec.—Purchase—Donald P. Lair. Purchase by Ford Van Lines, Inc., 
of Lincoln, Neb., of the operating rights of Donald P. Lair, doing 
business as Lair Van & Storage Co., also of Lincoln, and acquisition of 
control of said operating rights by Geo. P. Wiederspan, all of Lincoln, 
through said purchase, approved and authorized, subject to condition. 
Application for temporary authority under section 210a(b) denied. 

MC F-2766, MC F-2810 and MC F-2814, respectively entitled: Claude 

B. Olney et al.—Purchase—Dalby Motor Freight Lines, Incorporated; 
Texas-Arizona Motor Freight, Inc.—Lease—Claude B. Olney et al; L. F. 
Miller and F. D. Miller—Purchase—Dalby Motor Freight Lines, Incor- 
porated; L. F. Miller and F. D. Miller—Purchase—Dalby Motor Freight 
Lines, Incorporated. Applications for authority under section 210a(b) 
of (1) Texas-Arizona Motor Freight, Inc., of El Paso, Tex., and (2) L. 
F. Miller and F. D. Miller, doing business as Miller & Miller Motor 
Freight Lines, of Wichita Falls, Tex., for temporary operation of 
portions of motor-carrier properties of Dalby Motor Freight Lines, Inc., 
of Lubbock, Tex., granted with conditions. The application under 
section 210a(b) in No. MC F-2810, insofar as its seeks authority for 
temporary operation of motor-carrier properties authorized to be leased 
by the Commission’s order of May 8, 1945, in No. MC F-2680, be, and 
it is hereby, denied. 
MC F-2621, Clarence Tarbet—Purchase—Rodocker Motor Service, 
Inc. Purchase by Clarence Tarbet, doing business as Tarbet Trucking, 
of Muncie, Ind., of the operating rights of Rodocker Motor Service, Inc., 
of Chicago, Ill., approved and authorized, subject to condition. 

MC F-2696, Illinois-Colorado Cargo Carriers, Inc.—Merger—T & M 
Transportation Co. Merger into Illinois-Colorado Cargo Carriers, Inc., 
doing business as Illinois-Colorado Express, of Denver, Colo., of the 
operating rights and property of T & M Transportation Co., also of 
Denver, approved and authorized, subject to conditions. 

MC F-2745, Melvin McNeal Grantham—Purchase—Loyd Bond. Peti- 
tion filed May 5 for approval under section 210a(b) of the temporary 
operation by Melvin McNeal Grantham, doing business as Grantham 
Motor Lines, Clarksdale, Miss., of certain motor-carrier properties of 
Loyd Bond, doing business as Bond Motor Lines, Jackson, Miss., 
granted May 24, and lease of said properties by the former authorized, 
with conditions. Petition denied insofar as it seeks issuance of order 
nunc pro tune. Order of May 3 vacated. 

MC F-2755, Consolidated Freightways, Inc.—Issuance of Note. Au- 
thority granted Consolidated Freightways, Inc., of Portland, Ore., to 
issue an unsecured installment promissory note of face amount not 
exceeding $369,500, in renewal of an outstanding note and to provide 
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funds for acquisition of additional stock of Freightways Terminal Co., 
and to purchase terminal equipment, subject to condition. 

MC F-2838, Watkins Motor Lines, Inc.—Lease and Purchase—Estes 
Investments, Inc. Application for authority under section 210a(b) of 
Watkins Motor Lines, Inc., of Thomasville, Ga., for temporary opera- 
tion of a portion of the motor-carrier rights of Estes Investments, Inc., 
of Bradenton, Fla., granted May 24, with conditions. 

MC F-2824, Fred Olsen, Jr.—Purchase—John S. Stemper. Applica- 
tion for authority under section 210a(b) of Fred Olson, Jr., doing 
business as Olson Motor Service, of Milwaukee, Wis., for temporary 
operation of motor-carrier rights of John S. Stemper, doing business as 
J. S. Cartage Co., also of Milwaukee, denied May 24. 

MC F-2763, Othal P. Wells—Control; Wells Truckways, Ltd.—Pur- 
chase—Colorado-Arizona Express, Inc. Application for authority under 
section 210a(b) of Wells Truckways, Ltd., of El Monte, Calif., for 
temporary operation of a portion of the motor-carrier rights of Colorado- 
Arizona Express, Inc., of Denver, Colo., denied May 24. 

MC F-27705, J. Will Spurgin—Control; Keystone Freight Lines— 
Purchase—L. B. Tindall et al. Purchase by Keystone Freight Lines, 
of Tulsa, Okla., of certain operating rights and property of L. D. 
Tindall, Earl Powers, and W. H. Mayo, partners dba O. C. & E. 
Motor Freight Lines, of Okemah, Okla., and acquisition of control of 
said operating rights and property by J. Will Spurgin, also of Tulsa, 
through said purchase, approved and authorized, subject to conditions. 


FINANCE APPLICATIONS 

MC F-2853, W. H. Elliott, dba Devers Truck Line, Metropolis, IIl., 
asks authority to purchase certain operating rights of L. A. Tucker 
Truck Lines, Inc., Cape Girardeau, Mo. 

MC F-2854, Southern Pacific Transport Co., Houston, Tex., asks 
authority to lease, with option to purchase, certain operating rights and 
property of Carroll Moore, Rockport, Tex. 

Finance No. 14936, Virginian Railway Co., asks authority to acquire 
a right of joint use of, and to use jointly, the Mill Creek branch of 
the Glen Jean subdivision of the Chesapeake & Ohio Railway Co. in 
Fayette and Raleigh counties, W. Va., permission for construction of 
which was granted the C. & O. in Finance No. 14817 (see Traffic World, 
Feb. 24, p. 468). 

Finance No. 14940, McCloud River Railroad Co., asks authority to 
issue 12,000 shares of common capital stock without par value to be 
exchanged for 12,000 shares of common capital stock of a par value of 
$100 each. The applicant said it desired to adjust its capital structure 
so as to more accurately reflect the value of its common capital stock. 
It said its account of investment in roadway and property now included 
an item for land amounting to $824,067, whereas the actual value of 
that land was but $43,567. Saying that there was, therefore, an over- 
statement in its investment account amounting to $780,500, which was, 
of course, included in its assets, the applicant added that its assets 
were presently overstated by $780,500. 

MC F-2851, Kenosha Auto Transport Corporation, Kenosha, Wis., 
asks authority to lease, for a five-year period, operating rights of Service 
Driveaway Corporation, of Dallas, Tex., as a motor common carrier 
of automotive vehicles between designated points and areas in Michigan 
and points in Texas, Missouri and specified parts of Oklahoma, and 
between Missouri and Oklahoma points and points in several eastern 
and midwestern states, for a consideration of 2 per cent of the gross 
revenue from the leased operations and a minimum rental of $250 a 
month. 

MC F-2852, Kenosha Auto Transport Corporation, Kenosha, Wis., 
asks authority to purchase operating rights of Anthony Woitysiak, 
Detroit, Mich., as a motor common carrier by truckaway or driveaway 
methods of automotive vehicles between designated points in Michigan 
and points in a specified part of Nebraska, for $3,000. 

MC F-2855, Southern Pacific Transport Co., Houston, Tex., asks 
authority to lease, with option to purchase, certain operating rights 
and property of John R. Luker, Mrs. Anne Josephine Luker, and Luker 
heirs, dba Luker Truck Line, Stockdale, Tex. 

MC F-2856, L. J. Navy, Huntington, W. Va., motor common carrier 
authorized to transport malt beverages between designated points in 
Ky., Pa., Ind., O., and W. Va., asks authority to acquire control, 
through purchase of stock, of Grubb Motor Freight, Inc., Huntington, 
W. Va., holder of operating authority with respect to general commodi- 
ties between specified points in Ky. and W. V. 

MC F-2857, J. A. Whiting, president of Tamiami Trail Tours, Inc., 
Tampa, Fla., a motor bus line, asks authority to acquire ‘control, 
through purchase of stock, of Georgia-Florida Coaches, Inc., of Douglas, 
Ga. The application set forth the contention that, in view of the fact 
that Tamiami Trail Tours and Georgia-Florida Coaches are members 
of the Trailways system of bus lines, the Trailways system would be 
strengthened by approval of the instant application ‘‘in a territory 
where Florida Motor Lines has a virtual monopoly and where the 
Greyhound monopoly is growing by virtue of its current attempt to 
acquire Florida Motor Lines.’’ 


PETITIONS FOR REHEARING, ETC. 


MC-F 2816, Sondell Coleman, A. Louis Buch, and Raymond Buch, 
dba Buch Express, lease, Metropolitan Transportation Co., Ine. Buch 
Express asks for authority temporarily to operate’ motor carrier prop- 
erties of Metropolitan Transportation Co., Inc. : 

W-738, Wathen & Co., common carrier application. Applicant asks 
that provisions of paragraph (e), rule 101, if applicable, be waived in 
order to permit filing of a petition for reconsideration and clarification 
of order of March 21, on or before June 15. 

FF 128, Clipper Carloading Co., freight forwarder application. Appli- 
cant asks for leave to file a petition for reopening and reconsideration 
of permit and order of March 16. 

MC F-2788, L. R. Strickland, control; Strickland Transportation Co., 
Inc., lease; Dallas & Ft. Worth Motor Freight Lines, Inc., and J. P. 
Tarry. Miller & Miller Motor Freight Lines ask for hearing, and that 
application be denied. 
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MC-F 2629, Evanston Fireproof Warehouse et al., control, Allied 
Van Lines, Inc. Applicants ask for dismissal of application. 

No. 28722 and Subs. 1 to 5, Coastal Produce Association et al. vs. 
A. C. L. et al. Complainants ask for reopening, reargument and recon- 
sideration by entire Commission. 

No. 28905, Florida Planters, Inc., et al. vs. F. E. C. et al. Com- 
plainants ask for reopening, reargument and reconsideration by entire 
Commission. 


Railroad Abandonments 


Kane & Elk 


The Kane & Elk Railroad Co., in Finance No. 14945, has 
asked the Commission for authority to abandon three miles of 
line between East Kane, McKean county, Pa., and James City, 
Elk county, Pa. This line, said the applicant, was all of its 
remaining line and its application involved a complete abandon- 
ment, although it did not include surrender of its corporate 
charter, rights of way, and grade crossings. The K. & E. said | 
the line had not operated since 1930, that all industries along 
the line had been dismantled, and that the War Production | 
Board had ordered it to sell its rails. All territory formerly 
served by the line, said the K. & E., has been otherwise ade- 
quately served by way of improved highways and railroads 
at Kane, Pa. It added that on November 30, 1939, the Commis- 
sion approved a recommendation to consider the Kane & Elk 
Railroad Co. abandoned. 


Yosemite Valley 
The Pacific Coast Railroading Association, in No. 14688, 


Ns 


Yosemite Valley Railroad Co. Trustee Abandonment, has filed 7 


a petition to intervene in which it opposes the granting of the 
Y. V.’s application unless the decision and certificate contains 
a condition that the line should be sold to any responsible 
person, firm, or corporation offering to purchase it for continued 
operation and willing to pay not less than the net salvage 
value. The association said it proposed to, and desired to be 


ioe. 


afforded an opportunity to, acquire the line proposed to be aban- 7 


doned and to organize a corporation for the carrying out of | 


its proposal (see Traffic World, April 28, p. 1095). ! 


Motor Minima in East, Midwest 


Associated Transport, Inc., in a supplemental petition for | 


rehearing and reconsideration in MC C-360, Minimum Class 


Rate Restrictions—Central and Eastern States, said that a” 
two-day traffic study made by it to determine the effect of 7 


the ‘Commission’s order in that proceeding (see Traffic World, 
‘March 31, p. 807, and May 19, p. 1305) had shown that appli- 
cation of the minimum class rate “stops” set forth in the 
order of the Commission would have produced a reduction in 
revenue of Associated Transport, Inc., amounting to $3,291.66 
for the two days (March 6 and 9), equivalent to 7.1 per cent 
of the carrier’s total revenue for the two days. 

“This study, of course, included all shipments which moved 


in the involved areas and did not just include the shipments J 


affected by class rate restrictions,” Associated Transport said. 
“Therefore, it is apparent that in order to offset this loss, a 
general increase of 7 per cent on all traffic (in affected terri- / 
tory) would have to be made. Such an increase would only 


leave our revenue position where it is today. In this connection 


it is also important to bear in mind that Associated is still 


operating at a loss. For the first quarter of 1945 the operating 4 


loss was $182,887. 


“The general increase of 24% cents per cwt. on less-truck- 4 


load and 1 cent per cwt. on truckload shipments, which is now 
in effect in the major part of the territory here involved, will 
produce an increase in revenue of not more than 3% per cent, 


and this small increase is sorely needed by Associated on the | 


basis of our present revenue need. : 


“The magnitude of this loss must make clear to the Com- |¥ 


mission that this order, if allowed to become effective, would|™ 


mean bankruptcy for Associated... . 


“In preparation for an assumed rehearing of this case, |” 


Associated has already laid the groundwork for a comprehensive © 
cost study. This study we are confident will meet: the Com-) 


mission’s demands as to specific costs rather than general aver- 7 


ages. Conferences have been held with the cost section of the 
Commission so that our study will, at least to the greatest 
possible extent, be in conformity with the cost studies as de- 


PERO ee: 


NG 


veloped by the cost section of the Commission. This compre-|” 


hensive study will require considerable time and effort and) 
with the present manpower shortage a longer time will be 
required to complete it. It is our belief that such a study} 


4 
' 


cannot be completed for proper presentation to the Commis: 7 
sion under 90 days.” 

Associated asked that the date for rehearing be made not 
sooner than 90 days from May 21. 
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Bus-Rail Affiliation Question 


Examiner William L. Fulton, of the Commission’s Bureau 
of Motor Carriers, Section of Finance, in a proposed report in 
MC F-2593, Greyhound Corporation—Control; Central Grey- 
hound Lines, Inc.—Control and Merger—Enders Bus Lines, Inc., 
has recommended denial of the application of Central Grey- 
hound, Cleveland, O., for authority to acquire control of Enders 
Bus Lines, Inc., Benton Harbor, Mich., through purchase of 
capital stock, and to merge Enders’ operating rights and prop- 
erty into Central Greyhound, and has also recommended de- 
nial of the Greyhound Corporation’s application for authority 
to acquire control of such operating rights and property through 
the merger. 

The examiner proposed that the Commission should find: 

(a) That Central is affiliated with the New York Central Railroad 
Co., a carrier by railroad subject to part I of the act, and that the 
proviso of section 5(2)(b) is accordingly applicable to the instant 
transaction ; 

(b) That the record is devoid of evidence showing how the transac- 
tion considered will enable the New York Central Railroad Co. to 


use service by motor vehicle to public advantage in its operations and 
will not unduly restrain competition. ... 


Greyhound Corporation, said the examiner, owned 55 per 
cent of Central Greyhound’s class B voting stock. The remaining 
45 per cent of that stock, continued the examiner, was owned 
by the New York Central Railroad Co., which also had an 
option until September 30, to purchase 100,000 of the 200,000 
shares of Central’s class A common stock now owned by Grey- 
hound Corporation. Those 100,000 shares, said the examiner, 


had been deposited under the option agreement. Continuing, 
the examiner said: 


The holders of the elass B common stock have exclusive voting 
rights except in the event that all or any part of eight quarterly divi- 
dends upon the preferred stock shall be in default, in which event 
the preferred stock shall have exclusive voting rights. Paragraph 8, 
article fourth, of Central’s articles of incorporation provides that, at 
all meetings of the stockholders in which the class B stock has exclusive 
voting rights for the election of directors, that stock may be voted 


cumulatively. Thus the railroad company, although a minority stock- © 


holder, is assured of representation upon Central’s board of directors. 
At present, four of the members of Central’s nine-man board are officers 
of, or otherwise identified with, the railroad company. The latter also 
is represented on the executive committee of the directors. Representa- 
tives of the railroad company participate in the meetings of the directors 
and of the executive committee. 


With respect to the question whether Central Greyhound 
was “affiliated” with New York Central, within the meaning 
of section 5(6) of the interstate commerce act, the examiner 
said that no attempt had been made by the applicants to show 
how the instant transaction would enable the railroad to use 
service by motor vehicle to public advantage in its operations, 
as required by the proviso of section 5(2) (b) in the event 
Central Greyhound was affiliated with the railroad. Continuing, 
the examiner said: 

“When consideration is given to the substantial block of 
Central’s voting stock owned by the railroad, the terms under 
which payment therefor has been made, its option to purchase 
one-half of the outstanding class A stock, its representation of 
four out of nine directors on Central’s board, and on the board’s 
executive committee, and their present active participation in 
governing the affairs of Central, and the restrictive clauses in- 
serted in Central’s articles of incorporation, it is the examiner’s 
opinion that Central is clearly affiliated with the railroad within 
the meaning of section 5(6).” 


Liberty Motor Authority 


Examiner Charles Riegner, in a proposed report in MC 
222, Sub 9, Liberty Motor Freight Lines, Inc., Extension— 
Alternate Routes, has recommended that the Commission deny 
the applicant’s request for authority to transport by motor 
vehicle general commodities, with certain exceptions, between 
various points in Connecticut, Massachusetts, New York, New 
a Delaware, Pennsylvania, and Illinois, over 40 regular 
routes. 

The examiner said the facts in the instant proceeding were 
Substantially similar to those in Riss & Co., Inc., Extension of 
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Operations, 41 M. C. C. 626,-and that a similar conclusion was 
warranted. In the Riss & Co. case, the Commission concluded 
that public convenience and necessity did not require the pro- 
posed operation, saying that although the applicant had relied 
on certain operating economies as proof of public convenience 
and necessity, it had presented no estimate with respect to the 
value of these savings over any given period of time. 

Liberty Motor Freight Lines, Inc., said the examiner, was 
presently authorized to operate over an extensive network of 
routes between points in the considered territory, adding that 
the extensive additional authority sought in the instant pro- 
ceeding should not be granted in the absence of a clear and 
definite showing that it was required by the public convenience 
and necessity. Such a showing had not been made, said the 
examiner. 

The examiner noted that the applicant had pointed out that 
the use of certain of the proposed routes would result in a 
substantial savings of miles in distance and hours of running 
time while other routes would result in little or no savings of 
miles traveled but would enable the applicant’s vehicles to 
avoid certain congested highways or municipal areas. The ap- 
plicant, however, continued the examiner, presented no esti- 
mate with respect to the amount of the expected savings over 
any given period of time, nor did it show the manner in which 


the traffic was now moving or the probable use of, the pro- 
posed route. 


Motor Proposed Reports 


(Recommended orders in proposed motor reports, at expiration of 20 
days from date of service of reports {unless otherwise stated), become 
effective unless exceptions have been filed within the 20-day period or 
exceptions have been seasonably filed by other parties, or the order has 
been stayed or postponed by the Commission. State in which applicant 
has home office is shown in “black face’’ type, with name of town or 
city following.) 


New York (Minneola)—MC 103613, Sub. 1, Harry C. Wal- 
ler, Irving C. Waller and Asher B. Waller, extension. Certifi- 
cate proposed. Flowers and plants, from points in Nassau 
county, N. Y., to points in Conn., Del., Md., Mass., N. J., N. Y., 
Pa., R. I., and the District of Columbia, over irregular routes. 

lowa (Glidden)—-MC 89985, Sub. 1, Chas. D. Kruse, ex- 
tension. Denial of certificate proposed. Livestock, grain, and 
emigrant movables, from Glidden and points within 16 miles 
thereof, to Omaha, Neb., and livestock, grain, emigrant mov- 
ables, lumber, feed, seed, lubricating oil in containers, coal, 
agricultural machinery, and agricultural implements and parts 
in the reverse direction, over irregular routes. 


PETROLEUM ASPHALT TO NICHOLS, MO. 


No. 29144, Union Asphalts & Roadoils, Inc., vs. Missouri 
Pacific Railroad Co. (Guy A. Thompson, trustee) et al. By 
Examiner Leonard Way. Recommended that the Commission 
find the applicable rate of 27 cents a 100 pounds charged for 
the transportation of petroleum asphalt and road oils, in tank- 
car loads, shipped from Wichita, Kan., to Nichols, Mo., between 
May 15, and August 15, 1942, not in excess of the applicable 
rate on those commodities from the same origin to Strafford, 
Mo.; not in violation of section 4(1) of the interstate commerce 
act, and not shown to have been unjust or unreasonable. Rec- 
ommended that complaint be dismissed. The examiner said the © 
applicable rates on asphalt and road oils from Wichita to 
Nichols and Strafford, respectively, shown in the same tariff, 
including the general increase, were 27 and 28 cents a 100 
pounds, based on 80 per cent of the rates on refined oils from 
and to the same points, prescribed in Refined Petroleum Prod- 
ucts in the Southwest, 171 I. C. C. 381 and 174 I. C. C, 745. 


ANTHRACITE AND SERVICE ORDERS 

Acting Deputy Solid Fuels Administrator Dan H. Wheeler 
has announced that mor® stringent procedures will be invoked 
hereafter to prevent the shipment of anthracite having an ex- 
cessively high ash content. 

“This means that shippers to avoid the risk of a two- 
month suspension of railroad service, should take every pre- 
caution against shipping fuel that does not measure up to 
requirements,” Mr. Wheeler said. “It is most important, in 
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view of the limited amount of anthracite that will be avail- 
able to consumers next winter, that they be supplied with hard 
coal having a heating value unimpaired by excessive ash.” 

The Interstate Commerce Commission, Mr. Wheeler said, 
had advised the Solid Fuels Administration that henceforth 
“it will be the Commission’s general policy to vacate service 
orders placed upon request of S. F. A. W. against shippers of 
excessively high ash coals only after the orders have been in 
effect for a period of not less than 60 days.” 


MULTIPLE CAR SERVICE ORDER 


By amendment No. 7 to service order No. 68, which sus- 
pended the operation of rules 24 and 34 of Consolidated Freight 
Classification No. 14, as amended, and of other tariff provisions 
permitting freight cars to be used otherwise than subject to 
the established carload minimum weight, the Commission, 
division 3, has ruled that the provisions of the order and all 
amendments shall apply to intrastate transportation. It also has 
made the expiration date of the order and amendments Janu- 
ary 31, 1946, at 12:01 a. m., unless otherwise changed. Amend- 
ment No. 7 was made effective May 31, at 12:01 a. m. 


TANK CAR DEMURRAGE ORDER 


The Commission, division 3, has issued amendment No. 5 
to revised service order No. 263, extending until August 1, at 
7 a. m., the expiration date of the revised service order, dealing 
with demurrage charges on tank cars. It said amendment No. 5 


would be effective June 1, at 7 a. m. (See Traffic World, 
April 21, p. 1034.) 


Refrigerator Car Demurrage 


murrage on Refrigerator Cars (see Traffic World, May 19, p. 
1315) was issue’ as a part of the general effort to conserve car 
supply, Director Clinger, of the Commission’s Bureau of Service, 
said the refrigerator car supply was “tight and getting tighter 
in California and Texas,” and that increased westbound move- 
ment was expected. The second revised order, Mr. Clinger said, 
broadened the list of conditions on which demurrage charges 
on refrigerator cars now applied. 

Issuing the second revised order to be effective from May 
25, at 7 a. m., to December 1, at 7 a. m., the Commission, divi- 
sion 3, said that refrigerator cars were being delayed unduly 
while held for reasons in addition to those specified in the pre- 
ceding orders, namely, for orders, bill of lading, payment of 
freight charges, reconsignment, diversion, reshipment, inspec- 
tion, and forwarding directions. These, the division said, were 
in addition to the delays caused by holding such cars for load- 
ing and unloading, as set forth in the first revised order. Such 
delays, the division added, impeded and diminished the use, 


control, supply, movement, distribution, exchange, interchange, 
and return of such cars. 


Without changing the schedule of demurrage charges ap- 
pearing in the original and first revised service orders (see 
Traffic World, Oct. 7, 1944, p. 917), which charges applied on 
each car held for loading or unloading that was not loaded or 
unloaded within the free time, the second revised order directed 
that the charges would further apply, after expiration of the 
free time allowed by the applicable tariffs, on a refrigerator 
car held also for orders, bill of lading, and the other afore- 
mentioned additional purposes, and would also apply to such a 
car that was not released within the free time, whether for 
domestic shipment or for transshipment by water. 


Pertinent portions of the second revised order follow: 


It is ordered, that: 

Demurrage charges on refrigerator cars. (a) After the expiration of 
the free time allowed by tariffs lawfully on file with this Commission, 
the demurrage charges on a refrigerator car held for orders, bill of lad- 
ing, payment of freight charges, reconsignment, diversion, reshipment, 

- inspection, forwarding directions, loading or unloading which is not 
loaded, unloaded, or released, within the free time shall be $2.20 per 
car per day or a fraction thereof for the first two (2) days; $5.50 per 
car per day or a fraction thereof for the third day; $11 per car per day 
or a fraction thereof for the fourth day; $22 per car per day or a fraction 
thereof for the fifth day; and $44 per car per day or a fraction thereof 
for each succeeding day. 

(4) Domestic and transshipments. Except as provided in paragraph 
(b) (3) on and after the effective date of this order the provisions of this 
order shall apply to detention to any refrigerator car held for orders, 
bill of lading, payment of freight charges, reconsignment, diversion, re- 
shipment; inspection, forwarding directions, loading or unloading at any 
inland point or at any port, whether for domestic loading or unloading 
or for transshipment by water. The number of days a refrigerator car 
has been held prior to the effective date of this order shall determine the 
charges applicable on that refrigerator car on the first full demurrage 


day and all subsequent demurrage days occurring after the effective date 
of this order. 


The commission, Division 3, issued third revised service 
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order No. 180, Demurrage on Refrigerator Cars, effective 
May 25 to December 1, superseding second revised service order 
No. 180. The third revised order provides that, when demurrage 
dentention occurs, for which charges are or may be lawfully 
provided by tariffs, on a refrigerator car held for orders, bill 
of lading, payment of freight charges, reconsignment, diversion, 
reshipment, inspection, forwarding directions, loading or un- 
loading, the demurrage charges prescribed in the original order 
and amendments thereto shall be applicable in lieu of such 
tariff charges. The third revised order also defines the term 
“refrigerator car’ as meaning freight equipment described 
under the caption Class R—refrigerator car type, in the Official 
Railway Equipment Register. 


POTATO ICING RESTRICTIONS 


Under revised service order No. 300, Icing Restrictions on 
Potatoes, Director Clinger, of the Commission’s Bureau of Serv- 
ice, has issued general permit No. 2, effective May 23, through 
June 30. Under the general permit railroads are permitted: 


On cars billed on or after the effective date of this permit, to pro- 
vide initial icing only at the first regular icing station available en 
route after cars are loaded and billed, on any refrigerator car loaded 
with potatoes originating at any point in the states of Florida, Georgia 
or South Carolina; on any refrigerator car rolling on the effective date 
of this permit, loaded with potatoes originating at any point in the 
states of Florida, Georgia or South Carolina, to provide initial icing 
only at a regular icing station en route. 


IRISH POTATO SHIPMENTS 


All but one of the eight sections of the country from which 
permits for the shipment of Irish potatoes had been required 
have now been eliminated, according to amendment No. 3 to 
sixth revised service order No. 259, effective May 22, at 12:01 
a.m., to June 1, at 12:01 a. m. (see Traffic World, May 19). 
By that amendment, the Commission, division 3, eliminated 
section No. 3, embracing Aroostook county, Me. 

Status of each of the Irish potato permit sections, accord- 
ing to amendment No. 3, is as follows: 


Section No. 1: Eliminated. 


(Was Malheur county in Oregon and 
certain counties in Idaho.) 


Section No. 2: Eliminated. (Was certain counties in Oregon and 
California.) 

Section No. 3: Eliminated. (Was Aroostook county in Maine.) 

Section No. 4: Eliminated. (Was state of Colorado.) 

Section No. 5: Eliminated. (Was certain counties in Minnesota.) 

Section No. 6: Eliminated. (Was certain counties in North Dakota.) 

Section No. 7: Eliminated. (Was certain counties in Michigan.) 

Section No. 8: The county Kern in the state of California. 


The Office of Defense Transportation has issued general 
order O. D. T. L-4, amendment 6, with respect to motor trans- 
portation of Irish potatoes from designated areas, amending 
appendix A to O. D. T. L-4, as amended, by eliminating there- 
from the paragraphs reading as follows, effective May 22: 


Area No. 1: The state of Idaho except the county of Idaho and all 
counties north thereof in the state of Idaho, and the county of Mal- 
heur in the state of Oregon. 

Area No. 3: The county of Aroostook in the state of Maine. 

Area No. 6: The counties of Alcona, Alpena, Antrim, Arenac, Bay, 
Benzie, Charlevoix, Cheboygan, Claire, Clinton, Crawford, Emmet, Glad- 
win, Grand Traverse, Gratiot, Ionia, Iosco, Isabella, Kalkaska, Kent, 
Lake, Leelanau, Manistee, Mason, Mecosta, Midland, Missaukee, Mont- 
calm, Montmorency, Muskegon, Newaygo, Oceana, Ogemaw, Osceola. 
Oscoda, Otsego, Ottawa, Presque Isle, Roscommon, Saginaw, and Wex- 
ford in the state of Michigan. 


REFRIGERATOR CAR PERMITS 


C. W. Taylor, manager, refrigeration car section, Associa- 
tion of American Railroads, as agent for the Commission, has 
issued general permit No. 6, under his order No. 231, author- 
izing railroads to disregard entirely the provisions of that order 
insofar as they apply to the loading or movement of refrigerator 
cars loaded with shelled peanuts. The general permit is effective 
from May 19 to October 1. 


COTTON PERMIT AGENT 
Under service order No. 249, Movement of Cotton Under 
Permits, Director Clinger, of the Commission’s Bureau of Serv- 
ice, has appointed L. H. Michaux, of Greenwood, Miss., as permit 
agent vice T. R. Gregory, deceased. 


PORTABLE HOUSE RATE PROTEST 


Texas Pre-Fabricated House & Tent Co., Dallas, Tex., has 
asked the Commission to suspend Southwestern Lines Freight 


Tariff 196, D. Q. Marsh’s I. C. C. 3667, effective May 31, and © 
Southern Pacific Lines (T. & N. O.) tariff 809-C, I. C. C. Tex. 

454, effective date unknown, in so far as they cancel basis F 
rating on portable wooden houses shown in item 10-M, supple- 
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ment 27, Southern Pacific Lines (T. & N. O.) tariff No. 809-B, 
1. C. C. Tex. 212. 

Saying that its trade territory included Alabama, Florida, 
Georgia, Indiana, Kentucky, Louisiana, Mississippi, North Caro- 
lina, South Carolina, Tennessee, Virginia, and West Virginia, 
the petitioner added that it had recently obtained a “rather 
large contract” at Charlestown, Ind., and that any increase in 
the rate on portable houses to that point would have to be 
borne by the petitioner and would result in damage to it to 
whatever extent the rate was increased. 


Suspended Tariffs 


(Designation of a tariff below does not mean that all schedules in it 
have been suspended. Suspension orders contain many schedules not 
reproduced here. Details of such orders are published in The Daily 
Traffic World and Bulletin and The Traffic Bulletin.) 


In I. and S. M-2539, the Commission suspended from 
May 20, until December 20, the operation of certain schedules 
published in Supplement No. 19 to joint tariff MF-I. C. C. No. 12 
issued by Middlewest Motor Freight Bureau, Agent, Kansas 
City, Mo. The suspended schedules proposed to make Anderson 
Motor Service Company’s local commodity rates between points 
in four middlewestern states and points in central territory 
subject to an increased minimum charge a shipment of 105 
cents a 100 pounds. 

In I. and S. M-2540, the Commission suspended from May 
22, until December 22, the operation of certain schedules pub- 
lished in Supplement No. 32 to joint tariff MF-I. C. C. No. 70, 
and others, issued by Central and Southern Motor Freight 
Tariff Association, Inc., Agent, Louisville, Ky. Under the sus- 
pended schedules joint rates for account of the Cleveland, Co- 
lumbus & Cincinnati Highway, Inc., would have been subject to 
a minimum rate of fifth class and would have been restricted to 
apply only on traffic originating at points on that line, inter- 
changed at Cincinnati with five named carriers, and destined to 


points on the lines of those five carriers, and on traffic moving 
in the reverse direction. 


In I. and S. 5343, the Commission on its own motion, sus- 
pended from May 23, until December 23, the operation of 
schedules as published in Supplement No. 35 to Agent J. R. 
Peel’s tariff I. C. C. No. 3601. The suspended schedules pro- 
posed to reduce the proportional rates on grain and grain 
products, in carloads, from Minneapolis, Minn., group origins 
to various destinations in Louisiana, without observing the pro- 
visions of section 4 of the interstate commerce act. 


In I. and S. 5344, the Commission suspended from May 24, 
until December 24, the operation of certain schedules as set 
forth in Supplement No. 478 to Railway Express Agency’s tariff 
I. C. C. No. A-3, also its tariff I. C. C. No. 4700. The suspended 
schedules proposed to increase the switching charges on carload 
express shipments to and from War Department installations 
at Cincinnati, O., Fort George G. Meade, Md., Montgomery, 
Ala., Philadelphia, Pa., and Cowan, Pepper and Wysor, Va. 


Absorbent Cotton Rate Protest 


Johnson & Johnson, of New Brunswick, N. J., has pro- 
tested to the Commission concerning proposed increased clas- 
sification ratings on cotton, absorbent, or absorbent cotton 
waste and cotton swabs, published in items 14 and 15 on page 
24 of supplement No. 23 to National Motor Freight Classifica- 
tion No. 7, issued by C. F. Jackson, agent, in his MF-I. C. C. 
No. 14, to become effective June 5. 

By means of the protested schedule, said the petitioner, 
the rating on absorbent cotton or absorbent cotton waste, in 
bales, barrels or boxes, would be increased to 1% times first 
class, less truckloads, and second class on a volume minimum 
weight of 20,000 pounds. The rating on cotton swabs, in boxes, 
that was characterized by the protested schedule as a new item, 
would be increased 2% times first class, less truckloads, and 
1% times first class on a volume minimum weight of 10,000 
pounds, said the petitioner. Apparently, continued the peti- 
tioner, no specific provision was made by the protested sched- 
ule for a classification rating for the future on cotton swabs, in 
bales or barrels. 

The proposed increases, said the petitioner, would be un- 
warranted and unjustifiable, adding: 


As an example of the actual rates which would be produced by the 
protested schedule, between points where the present first-class rate 
is $1 per 100 pounds the increase, based on the change in classification 
rating on cotton swabs, less truckloads, would make the less-truckload 
rate $2.50 per 100 pounds, or a net increase of $1.50 per 100 pounds; 
and the increase, based on the change in classification rating on ab- 
sorbent cotton, less truckloads, would make the less-truckload rate 
31.50 per 100 pounds, or a net increase of 50 cents per 100 pounds. 
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Neither the shippers nor the consuming public were in a 
position to absorb freight rate increases of the magnitude pro- 
posed, said the petitioner, adding that the carriers’ proposal was 
“clearly inflationary and out of step with the national hold-the- 
line policy.” 


I. C. C. Valuation Data Uses 


Robert A. Lacey, director of the Commission’s Bureau of 
Valuation, has made available a statement showing the prin- 
cipal classes of valuation data on file with the bureau, the prin- 
cipal uses made by the Commission of such data, and the many 
uses made of valuation records by the railroads. 

Commenting on this tabulation, Mr. Lacey said it should 
be helpful to transportation people concerned with valuation, 
adding that in the case of the railroads many of them made 
use of the valuation records in the ways indicated in the state- 
ment, although it was not necessarily to be understood that 
such usage was universal among railroads. 

Principal classes of data in the bureau’s records, according 
to the statement, included (1) basic or primary “elements. of 
value”; (2) supporting data collected from records covering 
the entire lives of the carriers and their predecessors; (3) 
audited statements of property changes and their costs; (4) 
current cost data together with construction indices and guide 
prices compiled annually, depreciation studies, land values and 
other data necessary to determinations of present-day ‘“ele- 
ments of value”; (5) data with respect to the non-use of facili- 
ties because of overexpansion of plant, loss of traffic, and other 
causes; and (6) physical characteristics of all railroads, such 
as maximum and ruling grades and curvature. 


The Commission, said the statement, used the data, among 
other things, as an aid in passing on proposed reorganization 
plans and on applications for loans to and issues of securities 
by railroads. It said that valuation data by mortgage divisions 
were used in the consideration of proposed mergers, consolida- 
tions, reorganizations, and refinancing; that valuation data 
were being employed in ex parte rate decisions, and that in 
cases involving the division of rates, the relationship of the 
values of the properties involved was important. Other uses of 
valuation data by the Commission were given as follows: In 
fixing and checking the reasonableness of compensation to be 
paid by carriers for the use of joint facilities, terminal com- 
panies, and so forth; in cost finding studies and reports of the 
Bureau of Transport Economics and Statistics; for compilation 
of rates of depreciation and original cost to be used by rail- 
roads in accounting for depreciation in accordance with the 
Commission’s requirements; for compilation of original cost to 
be used by railroads in setting up new investment accounts 
after reorganizations, consolidations, mergers, and so forth; 
for consideration in connection with determination of proper 
switching charges; and for supplying valuation data to states, 
counties, cities, financial institutions, other corporations, and 
the general public, more than 200 of such requests having been 
complied with in 1944, 

The statement listed the following principal uses of valua- 
tion data by railroads: 


1. For protecting the company interests in connection with tax 
assessments made by the various taxing bodies and the preparation of 
income tax returns. 


2. For arriving at proper insurance schedules covering properties 
that are insured from year to year. 

3. For protecting the company interests in rate cases and in cases 
involving division of rates. 

4. For arriving at proper rentals to be paid in connection with 
leasing property to others, or leasing property from others. 

5. For arriving at a proper basis covering the use of joint facilities 
with other railroad companies, including the use of important terminal 
stations. 

6. For acquisition of properties from other railroads, individuals 
and corporations other than common carriers. 

7. For making estimates as to the cost of trackage rights. 

8. For supplying ledger values provided for under the accounting 
classification of the Commission to be used in the abandonment of 
properties, sale of properties, and retirements which are made in con- 
nection with other property changes. 

9. For development of data to comply with the requirements of 
the depreciation order of the Commission and to check data supplied 
by the Commission for depreciation accounting purposes. 

10. For protecting the company interests in meeting the demands 
of public authorities for the elimination of grade crossings. 

11. For preparing data to be used in complying with requirements 
of state commissions. 

12. For preparing estimates to be used as a basis on which to 
secure the approval of new construction projects from time to time 
by the management, 

13. For working up data to be used in formulating plans of re- 
organization, mergers, consolidations, etc. 

14. For the establishment of original cost of owned properties to 
be used as a check of the original cost supplied by the Commission for 
opening the books of new companies after reorganization. 
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15. For preparing data to be used in making application for loans 
from the government. 


16. For determining the proper accounting as between cost of pro- 


perty and operating expense charges in connection with property 
changes. 


17. The valuation records are the only records available which 
show the railroad management what physical property the company 
actually owns from time to time divided between the various kinds of 
property, such as equipment, structures, tracks, lands, etc. 


The Bureau of Valuation recently released an index cover- 
ing the Commission’s valuation reports on railroads and pipe 
lines, showing the name of the company, valuation docket num- 
ber, volume where reported, and page number, and embracing 
the operating companies and any lessors involved (see Traffic 
World, May 12, p. 1239). The index listed upwards of 1,280 
railroad names and some 75-pipe-line company names. 





Government Freight Question 


The Attorney General has furnished the Commission an 
opinicn on the question whether shipments of freight destined 
to private companies consisting of materials for use in perform- 
ing contractors’ obligations under cost-plus-a-fixed-fee contracts 
with the United States Government are “freight transported for 
the United States, for any department, bureau or agency 
thereof,” within the meaning of those words in section 3(2) of 
the interstate commerce act, as aménded. 

It was his opinion, the Attorney General said, that in the 
case of a contractor who was exclusively engaged in work cov- 
ered by cost-plus-a-fixed-fee contracts with the United States 
of the type mentioned in the opinion, where freight destined to 
the contractor was transported on a government bill of lading, 
or where such freight was transported on a commercial bill of 
lading and the Government accepted title to the freight, such 
freight might properly be regarded as “transported for the 
United States” within the meaning of those words in section 
3(2) of the act, as amended. 

The opinion was transmitted to the Commission through 
the White House in response to a letter from the Commission 


to President Roosevelt, dated March 20, requesting an opinion 
on the subject. 


Under authority of section 3(2), the Attorney General re- 
cited, the Commission had prescribed regulations that permitted 
carriers to extend credit to shippers for unpaid freight charges 
in a period of 48 hours and, under certain circumstances, in a 
period of 96 hours. Some companies that were exclusively 
engaged in work covered by contracts with the United States, 
the Attorney General continued, had found it difficult or im- 


possible to comply with the 96-hour requirement of the Com- . 


mission’s regulations. These contracts, he said, were cost-plus- 
a-fixed-fee contracts. Continuing, the Attorney General said: 


The underlying purpose of section 3(2) appears to be to prevent 
unjust discrimination. Where a contracting officer for the Govern- 
ment has authorized a shipment to be made on a government bill of 
lading and the shipment is so made, the Government alone is liable 
for the freight charges. See standard form of government bill of lad- 
ing No. 1103, paragraph one of ‘‘Conditions.’’ In such a case the tran- 
saction clearly falls within the term ‘‘freight transported for the United 
States’’ as used in section 3(2) of the interstate commerce act. 

It is understood that in some other cases shipments to the con- 
tractor of materials for use in fulfilling the contract are made on com- 
mercial bills of lading, f. 0. b. the contractor’s plant. It is assumed 
that in these cases the government does not accept title to the materials 
until after arrival. Whenever the government accepts title to the ma- 
terials it becomes obligated to pay the contractor not only for the 
materials but also for the transportation charges on them. Under the 
contract these transportation charges are paid by the government as 
separate items of cost. The government finally bears the whole cost of 
the transportation and ultimately receives the benefit of the transpor- 
tation and of any credit extended in connection with it. If, therefore, 
under the facts stated, credit were extended by a carrier beyond the 
96-hour period it would not appear to give the contractor any undue 
advantage or unduly to discriminate in his favor. Hence, it would seem 
that under these circumstances an extension of credit in connection 
with freight charges is in accordance with the purpose of the statute. 

This view is supported by the interpretation placed by Attorney 
General Moody on the language of section 22 of the interstate commerce 
act (25 Op. 408). Section 22 provided that nothing in the act shall pre- 
vent the carriage, storage, or handling of property free or at reduced 
rates ‘‘for the United States.’’ In that case the government was engaged 
in having certain irrigation systems constructed for it by contract. 
Carriers expressed their willingness to transport at one-half of their 
regular rates materials and machinery ‘‘used by the United States, or 
by parties contracting with the United States, for work upon the irri- 
gation systems.’’ The Attorney General held that the transportation 
of the materials by the carriers would be ‘‘for the United States’’ with- 
in the meaning of section 22 of the statute, provided the. government 
received the whole benefit of the reduced rate or concession. The At- 
torney General stated (p. 409): 

“It is therefore immaterial whether the property transported be- 
longed to the United States at the time of shipment or whether it ever 
subsequently became the property of the United States in he particu- 
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lar shape in which it was shipped. It is sufficient that it entered into 
the construction of a public work of the United States, and that the 
cost of its transportation was a part of the final cost of that work 
to the United States.”’ 


Accordingly, it is my opinion that in the case of a contractor who 
is exclusively engaged in work covered by cost-plus-a-fixed-fee con- 
tracts with the United States of the type mentioned in this opinion, 
where freight destined to the contractor is transported on a govern- 
men bill of lading, or where such freight is transported on a commercial 
bill of lading and the government accepts title to the freight, such 
freight may properly be regarded as ‘transported for the United 
States’’ within the meaning of these words in section 3(2) of the inter- 
state commerce act, as amended. 


Kentucky Law and Rate Complaint 


Whether one company has the right, under Kentucky state 
law, to maintain a complaint for recovery of overcharges on 
freight shipments under an assignment of overcharge claims 
to it by another company (the shipper for whom the property 
was transported), when such assignment provides for payment 
to the assignee of a percentage of the amount that might be 
recovered, is a question raised in a brief filed with the Com- 
mission on behalf of Great Central Transport Corporation and 
Lecrone-Benedict Ways, Inc., as defendants in MC C-411, 
Freight Transportation Engineers, Inc., vs. Great Central Trans- 
port Corporation et al. 

In this complaint, according to statements in its own brief, 
the complainant assails the rates charged by the defendant 
Great Central Transport Corporation for transportation of 27 
shipments of empty wooden boxes for shipping ammunition or 
powder, from Owensboro, Ky., to Detroit, Mich. The com- 
plainant said that, in filing this complaint, it acted under an 
assignment to it by the Murphy Box Co., the shipper for which 
the transportation was performed, of the latter’s right and 
title to the overcharges alleged and sought to be collected. It 
noted that it had filed suit in federal court in Chicago “to stay 
the running of the statutes and secure an order from the court 
to file its case before the Interstate Commerce Commission 
for a finding, then proceed further in court.” 

Defendants Great Central and Lecrone-Benedict, in their 
brief, said that the vice president and treasurer of the Murphy 
Box Co. had testified that it had been his company’s custom 
to submit freight bills (for auditing) to Freight Transportation 
Engineers “on terms of 40 per cent of recovery,” and that this 
was the sole consideration for the services of Freight Trans- 
portation Engineers. They said it had been testified that the 
reason for joining Lecrone-Benedict Ways as a party defendant 
was that complainants believed Lecrone had taken over Great 
Central Transport Corporation under authority granted by the 
Commission in MC F-2207. 

“The assignment upon which complainant herein is basing 
its right to bring these proceedings,” the defendants said, ‘was 
made in Kentucky, and therefore its validity and enforce- 
ability should be determined according to the laws of the 
state of Kentucky. 

“Section 372.060 of Chapter 372 of the Kentucky Revised 
Statutes provides that champertous contracts and conveyances 
shall be void, and section 372.120 provides that neither party 
to such a contract shall have any right of action therein.” 

(One dictionary defines “champerty” as “the maintenance 
of a party in a suit on condition that, if successful, the property 
is to be shared.’’) 

The defendants contended, therefore, that “it is-at once 
apparent from the facts in the instant case that the assignment 
upon which complainant is basing its right to bring the com- 
plaint herein was and is champertous and therefore void, and 
for that reason, Freight Transportation Engineers, Inc., has 
no cause for complaint herein.” 

Great Central and Lecrone-Benedict also averred that the 
complainant had failed to meet its burden of proof because 
it had not established the rates claimed to be applicable to 
each shipment or proved the correctness of such claimed ap- 
plicable rates. 


Switching at Corn Products Plant 


R. G. Raasch, on behalf of the Santa Fe and 12 other rail- 
roads served by him as agent and attorney, has filed a petition 
with the Commission in Ex Parte 104, Practices of Carriers 
Affecting Operating Revenues and Expenses, Part II, Terminal 
Services—Corn Products Refining Co., asking for postponement 
for 90 days from June 1 of the Commission’s order in this pro- 
ceeding (see Traffic World, April 14, p. 968) requiring The Belt 
Railway Co. of Chicago, the Alton and the Indiana Harbor Belt 
Railroad Co. to cease and desist on or before June 1 from the 
practice found to be unlawful in the Commission’s report, in 
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May 26, 1945 


connection with switching services performed at the plant of 
the Corn Products Refining Co. at Argo, Il. 

The petitioners represented by Agent Raasch averred that 
enforcement of this order would “disrupt practices of the rail- 
roads serving the plant of Corn Products Refining Co. which 
have been in effect 35 years.” They contended that the time 
remaining until the effective date of the Commission’s order 
was not sufficient to enable them to ascertain what substitute 
arrangements and practices could be provided to comply with 
the order. Moreover, they declared, a proposed tariff for nation- 
wide application, defining the extent of the services of switch- 
ing and spotting cars at industrial plants throughout the coun- 
try that were covered by the rail linehaul rates and the cir- 
cumstances under which additional charges should be made, had 
been worked out, which if published and permitted to become 
effective would apply at Chicago industries, including Corn 
Products Refining Co. 

“It would produce confusing and unwarranted results if, 
in advance of determination with regard to said tariff, inter- 
ested respondents were required to change their practices in 
serving the plant of the Corn Products Refining Co. to conform 
to the Commission’s order herein and then to change them 
again if and when said tariff should be published and become 
effective.” 

The petitioning railroads therefore said they were hopeful 
that additional time might be allowed “for the filing of a peti- 
tion for reconsideration or reargument or for rehearing or 
further hearing,” and that meanwhile the effective date of the 
Commission’s order should be postponed. 


Bus Line “Monopoly” Question 


The Florida Motor Lines Corporation, in a memorandum 
brief in MC F-2436, The Greyhound Corporation—Control— 
Florida Motor Lines Corporation, has set forth contentions in 
opposition to the view expressed by Examiner Irving J. Raley 
in his proposed report in this proceeding (see Traffic World, 
Dec. 30, 1944, p. 1683) that “the joining of Florida Motor’s 
present practical monopoly of bus transportation in Florida 
with the Greyhound system would further the latter’s approach 
to a nationwide monopoly without substantial compensating 
advantages to the public.” The examiner recommended dis- 
approval of the proposed acquisition of control of Florida Mo- 
tor Lines by Greyhound. 

In its brief, Florida Motor Lines said the monopoly issues 
“created by the examiner” were issues on which no testimony 
had been taken, and that therefore the Commission had granted 
a petition of Greyhound for further hearing on these issues, and 
that such further hearing had been held April 5 and 6. 

Florida Motor Lines declared that in its interstate carriage 
within Florida its operations were largely competitive with 
other carriers and other systems, that such operations did not 
constitute a “virtual” or “practical” monopoly, and that the 
minor parts of its interstate operations within Florida that was 
exclusive in nature was only partially exclusive and had so 
developed “as a direct result of the provision of state laws 
specifically recognizing and requiring regulated monopolies in 
transportation as the preferred instrumentality for public 
service.” 

“Tt must be apparent to the Commission,” Florida Motor 
Lines said, “that no assumption in stating the issues and no 
findings on such issues to the effect that Florida Motor Lines 
Corporation is a ‘virtual’ or ‘practical’ monopoly in interstate 
carriage in Florida can occur without doing violence to the 
facts and imposing a great hardship and injustice on this com- 
pany which stands free of any criticism whatever of control of 
routings or improper preferences between interstate connecting 
carrie®s. .. .” 

“The law and the Commission recognize that transactions 
may be of great public benefit although offensive to the anti- 
trust division of the Department of Justice,” said The Grey- 
hound Corporation in its brief in MC F-2436 and the case 
joined therewith, MC F-2437, The Greyhound Corporation— 
Issuance of Stock. 

Referring to the examiner’s conclusion that Greyhound was 
approaching the status of a nationwide monopoly, Greyhound 
said that its whole future was at stake and that “a confirmation 
of the examiner’s views would virtually be an edict ‘freezing’ 
Greyhound and prohibiting any further expansion or integra- 
tion of the Greyhound System.” 

“It is true that competition is the life blood of the American 
economy,” Greyhound continued. “This, however, does not mean 
competition within the bus industry, but competition in the 
transportation industry for the traffic in question, and it is also 
true that American industry does not stand still. It either moves 
forward or it disintegrates and dies. If Greyhound is to be 
‘frozen,’ it can no longer look to the leadership that is required 
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for its continued success, because that type of leadership is 
not attracted to a stagnant business.” 

Greyhound said the men who founded it sincerely believed 
a achievements had been of inestimable benefit to the 
public. 

“Henry Ford put an automobile within the reach of most 
people,” it continued. “He became rich in the process, but does 
this minimize the public benefits which have resulted from his 
accomplishments? Should the public and their representatives 
be any less appreciative, because Greyhound has been a finan- 
cial success, of the benefits that have resulted from the integra- 
tion of the Greyhound System?” 

Greyhound said it was not and did not approach being a 
monopoly; that, though it was a leader in the bus field, it did 
not and could not dominate the bus industry; that the advan- 
tages that had accrued to the industry and the public from the 
integration and geographical coverage achieved by Greyhound 
were innumerable and substantial; that it was in the interest 
of the public to permit the normal continuance of the develop- 
ment of the Greyhound System and its extension to areas such 
as Florida, which it did not now serve, by acquisitions of exist- 
ing lines, and that specific economies, improvements in service, 
and increased efficiency would result from the incorporation 
of Florida Motor Lines into the Greyhound System “without 
disturbing established channels of traffic or affecting existing 
competition.” It said there was nothing in the declaration of 
policy in the interstate commerce act or in section 5 thereof 
that was inconsistent with the further extension and integration 
of the Greyhound System, but that, in fact, the entire history 
of this legislation pointed to a definite intent on the part of 
Congress to encourage consolidations and discourage competition 
in the motorbus field as well as in the railroad industry. 

Tamiami Trail Tours, Inc., Virginia Stage Lines, Inc., and 
Safeway Trails, Inc., joining in a brief, said that it was “vitally 
important for the Commission to recognize Greyhound’s step 
by step approach to a monopoly and to prevent it in its inception 
rather than to allow the monopoly and then wait for the 
consequences before taking corrective measures.” They said 
that every acquisition by Greyhound that put that company in 
control over traffic that could come to competitive carriers 
postponed the date when competitors of Greyhound could arise 
and grow to the point where they could likewise operate on a 
“mass production” basis without fear of retribution or disfavor 
from their Greyhound competitor. 

“It is one thing for the Greyhound Corporation to acquire 
a badly operated or bankrupt bus line, and quite another for 
it to acquire one that is efficient and up-to-date and is rendering 
satisfactory service,” they said, “for in the former case there 
will necessarily be an immediate benefit to the public using 
the routes acquired, while in the latter case not only is the 
benefit to the public using the routes acquired questionable, but 
there is an additional handicap placed upon competition of 
Greyhound which tends to weaken. and lessen their financial 
strength to serve the public.” 


Forwarder Status of P. C. W. A. 


“If the exemptions in section 402(c) are to be construed so 
as to include a conglomeration of shippers such as that em- 
braced in the membership of this association (the Pacific Coast 
Wholesalers Association) then the future holds little hope for 
the freight forwarding industry,” said the Freight Forwarders 
Institute in a brief in Ex Parte No. 160, Investigation of Status 
of Pacific Coast Wholesalers Association (see Traffic. World, 
May 19). This proceeding was instituted by the Commission 
to determine whether the respondent association, engaged in 
pooling of 1. c. 1. shipments for its members, had the status of 
a freight forwarder subject to regulation by the Commission 
under part IV of the act. 

The association, in a brief filed earlier with the Commis- 
sion, said it had not sought or obtained a permit to operate as 
a freight forwarder because it regarded its activities as exempt 
from regulation under provisions of section 402(c) (1) of the act. 

The Freight Forwarders Institute took the position that 
the exemption from regulation provided in part IV with respect 
to consolidation of 1. c. 1. shipments by groups of shippers was 
designed to cover consolidation of “homogeneous” traffic. It 
said that the respondent association at its inception had con- 
cisted of a small group of firms, all of which were engaged in 
the receipt and distribution of automotive supplies, but that 
‘its present personnel shows no such limitation,” and that its 
possible breadth of membership seemed to be all-embracing. 
The institute contended that the association was “merely a 
cloak” to cover the freight forwarding operations of G. A. 
Olson, general manager of the association, and it included in 
its brief the text of letters of the P. C. W. A. and other data to 
support its claim that the association and Olson were holding 
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themselves out to provide forwarder service to the public and 
thus were subject to regulation under the act. 

Problems of freight forwarders, the institute said, were 
increased a hundredfold if they were compelled to compete, at 
their own rates, with ‘‘a service which affords a receiver an 
actual saving of around 50 cents per 100 pounds rendered under 
the guidance of an individual who grossed $66,000 from the 
operation in 1944.” Continuing, it said, in part: 


There are, of course, two basic reasons why such savings, and 
profits, may be realized. The first is that this alleged association avoids 
all expense incident to regulation such as the filing of tariffs, the prepa- 
ration of periodical reports and the like, and most important of all, 
it limits its activities to the first three brackets of freight, content 
to leave to the regular and regulated forwarders the freight in the 
lower brackets.... 

Congress has . . . specifically placed freight forwarders within the 
contemplation of the national transportation policy. As its key objectives 
that policy declares for ‘‘sound economic conditions’’ and the prevention 
of ‘‘destructive competition.’’ Those are empty phrases, indeed, if 
perpetuation of the conditions brought to light by this investigation 
are countenanced and no pious avowals of shipper cooperation can 
serve to hide that fact. 

The freight forwarder industry now subject to complete regulation 
is not to be understood as being opposed to legitimate pool car opera- 
tions or the legitimate pooling of freight by natural shippers or groups 
of shippers. ... But the industry does object to the continued activities 
of alleged associations such as this respondent, which have and owe 
their existence not to the normal desire of shippers of homogeneous 
freight to engage in legitimate pooling but to the fact that a shrewd 
operator, escaping the expehse and onus which goes along with the 
conduct of a public business under regulation, is able to effect consider- 
able savings and reap inordinate profits. ... Congress may not fairly be 
charged, by enacting section 402(c), with setting up permissive ma- 
chinery to emasculate the very -industry it was bringing under 
regulation. 


The institute asked the Commission to find (1) that the 
activities of the respondent association and of Olson, its man- 
ager, singly or collectively, were the activities of a freight for- 
warder as defined in the act, and (2) that such activities had 
been conducted without a permit or authority from the Com- 
mission and were hence unlawful. It said the Commission 
should order the respondents and each of them to cease and 
desist from such violation of the law and should “take such 
action as it may deem proper in respect of penalties for such 
violation.” 


Household Goods Movers’ Plea 


Lack of consistency in charges assessed by Commission- 
licensed brokers of household goods transportation against 
household goods carriers placed such carriers at the mercy of 
the brokers and forced the carriers to “compete against one 
another for business which, even if carried at the normal tariff 
rate, is not too profitable,” said the Independent Movers & 
Warehousemen’s Association, Inc., in a petition in which it 
asked the Commission hold a hearing “for the purpose of ex- 
ploring the nature and characteristics of brokerage operations, 
their relationship and effect upon carrier operations and pro- 
posals to regulate such brokerage operations.” 

At the outset, in its plea for this investigation, the associa- 
tion said that the approximately 400 interstate motor carriers 
comprising its membership had been “grievously prejudiced by 
the issuance by the Commission of brokerage licenses to non- 
carriers.” 

“The members of the petitioner, many of whom perform 
services which have the appearance of brokerage,” it con- 
tinued, “propose nothing more than that the Commission shall 
investigate these practices (by brokers of household goods 
transportation) and promulgate rules, regulations and require- 
ments which will, at once, make more effective the regulation 
of brokers and promote the national transportation policy.” 


The association noted that under decisions of the Commis- 
sion, a broker, as distinguished from a freight forwarder, might 
collect his charges from the carrier rather than the shipper, 
and that the law was violated in cases in which the broker 
returned to the shipper any part of the fee received from the 
carrier. It added: 


The charges assessed against carriers have resulted in a decline 
in revenue received with consequent damaging effect on the earnings of 
such carriers and the type of service which they are and will be capable 
of rendering to the public. Further, the broker may, by the solicitation 
of business, exercise a direct and significant control over the operations 
of carriers, thereby converting a public service into a private service 
arranged for the benefit of the broker.... 

Accordingly, until the act is amended it is respectfully submitted 
that this Commission may meet the threat to the entire national 
transportation policy by prescribing reasonable rules and regulations 
with respect to: (a) Manner of solicitation by broker; (b) advertising 
and holding out by brokers; (c) charges by brokers. 

. And such other reasonable regulations and requirements which may 
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apprise the shipping public that: (1) The broker does not perform 
the actual transportation service; (2) the broker represents the carrier 
and not the shipper since the charges are collected from the carrier; 
(3) the charges made by brokers necessarily add to the cost of trans- 
portation service; (4) the broker assumes no responsibility with respect 
to the safe movement of the merchandise delivered over to the carrier 
for transportation. 

It is also suggested that brokers be required to file schedules or 
tariffs of rates and charges so that the public and carriers may be 
apprised of whatever charges may be made. And the requirement 
should _ be clear and specific that brokers may not enter into permanent 
arrangements of whatever duration with any single carrier and must 
file regular and periodic reports of transactions with all carriers... . 


Truck Service Cessation Cases 


Describing the decision and order of the Commission, divi- 
sion 5, as “unique and strange, to say the least,” the complain- 
ants and interveners in MC C-395, On-Time Transfer Co., et al. 
vs. Oliver L. Buckingham, et al., doing business as Buckingham 
Transportation Co., et al., have petitioned the Commission to 
vacate and set aside division five’s order dismissing the com- 
plaint in the proceeding, and have asked for reconsideration 
and entry of an order “conforming to the evidence and the 
law.” 

The Commission, division 5, had found not warranted the 
entry of an order requiring the Buckingham Transportation 
Co., of Rapid City, S. D., and others, to comply with all terms 
and conditions in certificates held by them and with the pro- 
visions- of section 216(b) of the interstate commerce act, by 
which motor common carriers of property were required to 
provide adequate transportation service and facilities, and dis- 
missed the complaint (see Traffic World, April 14, p. 967). 

Said the petitioners: 

“The division finds that the essential allegations of the 
complaint are sustained by the evidence and the law, where- 


a 


Lit 


after it dismisses the complaint. The explanation of the patently 7 
anomalous and malodorous situation manifested thereby is that ~ 
the division ignored the inducive and primary findings of fact | 


it made and applicable provisions of substantive law, and 
premised its decision and order on alleged factual circum- 
stances and matters wholly evidentially extraneous to the case 
and indisputably not proved of record herein.” 

Continuing, the petitioners said: 


After finding in its report herein that defendants ‘‘discontinued 


operations between Omaha and Denver and between Lincoln and Chi- | 


cago, in, or prior to, December, 1943,’’ that the terms.and condition of 
the respective certificates appertaining to such operations, as well as the 
mandate of section 216(b) of the act, affirmatively required that de- 
fendants ‘‘shall render reasonably continuous and adequate service to 
the public’ in pursuance of and consistent with the authority granted 
in and by said certificates, and that defendants’ ‘‘discontinuance of 
operations between Omaha and Denver and between Lincoln and Chi- 
cago must be construed to be a-‘wilful’ failure to comply with the terms 
and conditions of the . . . certificates and with the provisions of sec- 
tion 216(b) of the act,’’ the division thereafter held and decided that 
the complaint should be dismissed because it, the division, was not 
“‘warranted’’ in requiring defendants to comply with lawful orders 
of the Commission and the mandate of section 216(b) of the act. 


By the division’s own admission, asserted the petitioners, 
its decision and order were premised on the allegations and 
statements set forth in the defendants’ petition for further 
hearing. Aside from such admission, continued the petitioners, 
the “alleged circumstances and facts” to which the division 
referred might readily be identified as being merely “allega- 
tions and self-serving statements” appearing the defendants’ 
petition dated December 22, 1944. 


“Apart from the infirmities hereinbefore considered,” said ~ 
the petitioners, “it seems reasonably evident that if the order | 
of division 5 herein is permitted to stand, motor carriers | 
throughout the nation may henceforth understand that affirma- ~ 
tive statutory mandates of part I of the act and orders and © 
requirements of the Commission entered pursuant thereto, are | 


no longer binding or controlling as a carrier may unilaterally 


determine or decide that circumstances confront it which, for q 


reasons sufficient to it, indicate the desirability of refraining 





from doing something which by law or order of the Commis- 7 
sion it otherwise would be required to do, or in engaging in | 
operations in a manner different than otherwise prescribed or © 


required.” 


Ss. P. & S. SIGNAL SYSTEM 


In a return to the Commission’s order of March 19 direct- ~ 


ing the Spokane, Portland & Seattle Railway Co. and “all other © 
interested parties” to show cause why the S. P. & S. should © 
not be required to install an adequate block signal system on 7 


that part of its line extending between Wishram, Wash., and 4 
Bend., Ore., the S. P. & S. and the Oregon Trunk Railway— 
the latter a wholly-owned subsidiary of the former—have rep- 7 
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resented to the Commission that the low traffic density and 
restricted speed of trains on the line in question does not justify 
the installation and operation of a continuous automatic block 
signal system, that the operation of a manual block system on 
the line is not feasible because it would require additional 
operators “who could not possibly be secured at this time,” but 
that a system of “station protection signals’ now being installed 
will meet the Commission’s recommendations for establishment 
of an adequate block signal system. 

The respondents asked that the Oregon Trunk, owner and 
operator of the line between Wishram and Bend, except a por- 
tion between South Junction and Metolius owned by the Union 
Pacific, be named as respondent in these proceedings instead of 
the S. P. & S., whose main line, it was stated, extended from 
Portland, Ore., to Spokane, Wash. They noted that the Com- 
mission’s order referred to two train collisions on the line be- 
tween Wishram and Bend. The respondents said the War 
Production Board last year had denied an application for au- 
thority to install station protection signalling as initially re- 
quested, but that ‘“‘a later supplemental application was made 
and authority was finally secured to install the station protec- 
tion signals which are now covered by contract.” Such signals, 
they said, would be installed at each of nine passing sidings 
between Wishram and Bend that were of sufficient length to 
hold through trains. 


Motor Irregular Route Inquiry 


The Irregular Common Carriers Association of Ohio has 
filed a brief as “amicus curiae” in MC C-246, Transportation 
Activities of Brady Transfer & Storage Co., a proceeding in 
which the Commission, division 5, invited expressions of views 
by interested parties as to distinctions between regular and 
irregular-route motor carrier services, in connection with the 
issuance of a tentative report by the division, setting forth 
principal characteristics of irregular-route service (see Traffic 
World, April 14, p. 977, and April 28, p. 1101). 

“It has already been conceded,” said the Ohio association, 
“that an irregular carrier may, by the very nature of normal 
expansion and growth in consequence of diligent exercise of 
irregular authority, establish terminals, periodicity and routes 
inimical to the monopolistic aspirations of the regular route 
operators. When such rewards have been lawfully acquired 
by its industry a regular route operation authority may be 
applied for and after great expense, laborious preparation and 
after surviving the prodigious objections and attacks of the 
powerful regular route operators such an irregular operator 
may obtain a regular route operating authority. 

“It is urged therefore that a successful irregular route 
operator is, in effect, penalized at the moment when its service 
to the public has achieved its greatest value both to the public 
and itself. .. . Many faithful and efficient public servants lack 
the means necessary to achieve the authority their service to 
the public has entitled them. Carriers who first were granted 
regular route authority may, solely by reason of their prior 
applications, exercise monopolistic control with the vices thereto 
pertaining. Theoretically. the rules and procedure are emi- 
nently fair; practically, they are fair ‘for the few and very 
few.’ It is hoped that an equitable and practical solution may 
evolve from the vexatious perplexities with which irregular 
route operators are currently beset.” 


B. & O. Operation to Detroit 


The Brotherhood of Locomotive Engineers and the Brother- 
hood of Railroad Trainmen, joining in a brief in Finance 
No. 14891, Baltimore & Ohio Acquisition of Trackage Rights, 
have expressed opposition to the application of the B. & O. in 
that proceeding for authority to acquire trackage rights over 
the New York Central between Toledo, O., and Detroit, Mich., 
for through passenger, mail and express train operation, to 
supersede an existing joint-operation agreement with the Pere 
Marquette that will expire June 7 (see Traffic World, April 14, 
p. 978, and April 28, p. 1102). 

As grounds for their opposition to the application, the two 
brotherhoods stated their contentions that the proposed track- 
age rights acquisition would work an undue hardship on the 
employes of the Pere Marquette, the B. & O. and, to some 
extent, the New York Central; that it would result in hard- 
Ship and inconvenience to the public of the state of Michigan, 
particularly the city of Flint, Mich., and to the traveling public 
generally; that it would result in “destroying the fairly even 
balance of the burden on interstate commerce to and from 
the city of Detroit, and the northern, central and western 
parts of lower Michigan, and that it had not been proved that 
1: would result in more economical operation. 
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Consummation of the proposed transaction, the brother- 
hoods said, would do away with the jobs of 22 Pere Marquette 
train and enginemen operating the runs and would result in the 
laying off of about 65 or 70 other employes, including car 
inspectors, coach cleaners, office help, etc., at Detroit. 

“These people,” the unions continued, “are experienced 
and have built up seniority over a period of approximately 
40 years, throwing the burden (and it is distinctly a burden 
on the manpower) of handling this traffic over on the New 
York Central, where it will undoubtedly necessitate the hiring 
of new, inexperienced employes on the New York Central 
for the handling, switching and maintenance of the equipment 
at Detroit, and on the Baltimore & Ohio R. R. because of the 
increase in the mileage of the Baltimore & Ohio R. R. 
runs. . . . Employes of the Baltimore & Ohio R. R. and New 
York Central R. R. are opposed to the proposed change. The 
Baltimore & Ohio men have established homes at Toledo over 
a 40-year period, and if the proposed change is permitted and 
the Baltimore & Ohio trains operate into Detroit with B. & O. 
crews, it will leave these men only two alternatives; they 
must either move to Detroit or work away from homes... . 

“Insofar as the New York Central men are concerned, 
they object to the Baltimore & Ohio R. R. manning its trains 
with B. & O. crews between Detroit and Toledo. They feel 
that if new runs are placed in service that they are justly 
entitled to man these runs... .” 

In support of their contention that granting of the appli- 
cation would result in an unbalance of the burden on interstate 
commerce from a passenger standpoint, the two unions said 
that there were now seven passenger trains in each direction 
daily on the New York Central and nine in each direction 
daily on the Pere Marquette (comprising four B. & O., one 
C. & O. and four Pennsylvania trains). They added that if 
the proposed change was made, it would result in ten trains 
daily over the N. Y. C. line, leaving only four Pennsylvania 
and one C. & O. train over the Pere Marquette. 

With respect to the B. & O. claim of a more economical 
operation under the proposed trackage agreement, the brother- 
hoods said that, although the New York Central figures were 
at an annual cost of $682,523 and the Pere Marquette figures 
were $641,679, plus actual cost of operating employes’ wages, 
which were estimated at $73,112,” no cognizance was taken 
of “the fact that the B. & O. proposes operating only three 
trains over the N. Y. C., whereas the Pere Marquette figures 
were based on the cost of operating four trains on 1943 figures.” 

The Railway Labor Executives’ Association, in a memo- 
randum brief, said it appeared from the record that the pro- 
posed acquisition of trackage rights over the New York Central 
by the B. & O. to Detroit would affect adversely 22 train and 
engine service employes and from 80 to 90 other employes of 
the Pere Marquette, that the Commission must consider such 
adverse effects and make an effort to guard against them, and 
that though the employes affected were those of the Pere Mar- 
quette and not those of the applicant, “the obligation to provide 
a fair and equitable arrangement for their protection attaches, 
since neither the language nor the purpose of section 5(2)(f) 
restricts the application of this paragraph to employes of a 
carrier which is a party to the immediate transaction for which 
approval is sought.” 

The Pere Marquette also filed a brief in Finance No. 14891, 
in which it took exception to statements by the B. & O., in its 
application, that “‘no employes will be adversely affected by the 
proposed operation under trackage rights” and that “since the 
proposed transaction entails an extension of applicant’s service 
by means of trackage rights, there is no occasion to impose 
terms and conditions with respect to employes.” 


“The fact is that there are carrier employes adversely 
affected, and the question whether these employes have ‘rights 
within the meaning of section 5(2) of the interstate commerce 
act is presented,” the Pere Marquette said. “Section 5(2) ... 
requires the Commission, in passing upon any proposed trans- 
action under this paragraph, to give weight to ‘the interest of 
the carrier employes affected’ and ... to impose upon the 
carrier or carriers involved in the transaction ‘a fair and 
equitable arrangement to protect the interests of the railroad 
employes affected.’ ... The record . . . shows that approxi- 
mately 100 carrier by railroad employes will be adversely 
affected by the proposed transaction. .. . If these employes are 
carrier employes by railroad within the meaning of: section 
5(2) ... the character and extent of their detriment should be 
determined . .. and, if they are such employes, any order 
granting the prayer of the application should have incorporated 
therein the terms and conditions specified in section 5(2)(f). 
If, on the other hand, the Commission finds that the carrier 
employes within the contemplation of section 5(2) are limited 
to employes of the Baltimore Company and the New York Cen- 
tral Railroad Company, the plight of other carrier employes 
affected is damnum absque injuria.”’ 
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G. M. & O. Alton Purchase Plan 


An amended plan of reorganization for the Alton railroad, 
proposing the transfer of all properties, cash, franchises, assets 
and other items to the Gulf, Mobile & Ohio Railroad Co., has 
been filed with the Commission in Finance No. 14030, and with 
the federal district court, northern Illinois district, eastern divi- 
sion, in court docket No. 79081, by a protective committee for 
holders of three per cent refunding mortgage bonds due Octo- 
ber 1, 1949, of the Chicago & Alton Railroad Co. The newly 
filed plan amends the protective committee’s plan filed in Jan- 
uary, said the committee (see Traffic World, Jan. 20, p. 157). 

The G. M. & O. had asked the Commission for authority to 
purchase the Alton Railroad Company’s properties and to 
operate its lines and to issue certain stocks and bonds, saying 
that on April 26 it entered into an agreement with a protective 
committee (Stephen H. Gibbons, John M. Chapman, and Max 
Winkler) for holders of the C. & A. three per cent refundnig 
mortgage bonds, under which the committee would prepare and 
recommend to the holders of the bonds a plan of reorganization 
providing for the acquisition by G. M. & O. of all properties, 
cash and other items to which the bondholders should be en- 
titled in the reorganization (see Traffic World, May 19). 

Under the protective committee’s proposed plan, capitali- 
zation of G. M. & O., after consummation of the plan, would, 
in addition to bonds and stocks outstanding on December 31, 
1944, include $22,675,000 of general mortgage series B four 
per cent income bonds due January 1, 2044, and 328,787%4 no- 
par-lvalue shares of common stock. 

With respect to the proposed distribution of new bonds and 
stocks, the protective committee said the holders of C. & A. 
three per cent refunding mortgage bonds due October 1, 1949, 
would receive for each $1,000 bond together with all interest 
coupons maturing subsequent to October 1, 1940, $500 of G. M. 
& O. general mortgage income bonds, series B, and 7% shares 
of common stock of G. M. & O. Continuing, the committee said: 

“The interests or equities of (1) all general unsecured 
creditors of the debtor whose claims are not entitled to priority 
over the holders of Alton bonds (C. & A. three per cent re- 
funding mortgage bonds) and (2) holders of common stock 
= a debtor, have no value, and nothing shall be distributable 

o them.” 


The general mortgage income bonds, series B, of the G. M. 
& O., said the committee, would be dated as of January 1, 1945, 
and mature on January 1, 2044; would bear interest from Jan- 
uary 1, 1945, at four per cent a year, mandatorily payable (in 
multiples of one-fourth of one per cent) but only to the extent 
of a income available therefor. Continuing, the committee 
said: 

“However, for the period from January 1, 1945, to the date 
of consummation of the plan the combined earnings of the 
G. M. & O. and Alton properties shall be the basis for deter- 
mining net income available for this purpose. The amount of 
income bonds which may be outstanding shall not be limited 
except by mortgage restrictions as to the requirements for 
issuance of additional bonds of any series. The income bonds 
of series B shall be subject to redemption in whole or in part, 
at any time, or from time to time on not less than 30 days 
published notice, as provided in the general mortgage, at the 
principal amount thereof and unpaid cumulative interest, as 
more fully provided in the general mortgage.” 


Chicago Hearing 


A hearing on plans submitted for reorganization of the 
Alton Railroad Co. was opened May 22 in the Morrison Hotel, 
Chicago, by Examiner J. V. Walsh. After Alton trustees had 
presented their views, Examiner Walsh on May 23 permitted 
the Gulf, Mobile, and Ohio Railroad Co., which has already 
petitioned the Commission to purchase and operate the Alton, 
to intervene and present its plan for reorganization of the 
road (see Traffic World, May 19, p. 1307). 

G. M. & O. officials presented the text of an understanding 
reached with a protective committee for the holders of the 
Chicago & Alton Railroad Co. three per cent refunding mort- 
gage bonds. F. M. Hicks, executive vice president of the G. M. 
& O., after describing negotiations with the Alton bondholders 
committee, said he believes the plan “is fair and equitable to 
the various groups. The fixed charges of Gulf, Mobile & Ohio 
and Alton combined would be about the same as the fixed 
charges of Gulf, Mobile and Ohio alone in the capitalization 
approved by the Commission a little over five years ago in the 
G. M. & O.—M. & O. merger case. . . . Under the proposed 
capitalization, the company should earn four times the fixed 
charges and over two times fixed charges and contingent inter- 
est combined.” 

With the Alton reorganization hearing expected to adjourn 
shortly, Mr. Clay, attorney for the B. & O., stated at noon 
May 25 that the B. & O. had reached a settlement with the 
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G. M. & O. of the former’s major claims against the Alton rail- 
road, except for certain stocks in leased lines owned by the 
B. & O. Mr. Clay expressed the belief that the settlement 
would pave the way for an early conclusion of the present hear- 
ing, and should expedite the Commission’s hearing in Washing- 
ton scheduled to open June 13, where the G. M. & O. will seek 
authority to purchase and operate the Alton and to issue the 
necessary bonds. 

In the morning recess May 25 Examiner Walsh stated that 
“all the parties seem to be in general agreement on the plan 
calling for G. M. & O.’s acquisition of the Alton.’”’ At the June 
13 hearing, he said, the Commission would examine the ques- 
tions of public interest and of service to the public which the 
proposed acquisition will raise. He observed that no representa- 
tives of the public service commissions or of the state govern- 
ments of Missouri and Illinois had appeared at the hearing, 
though they had been notified. 

A representative of the G. M. & O. stated that the acquisi- 
tion of the Alton by his railroad would bring into being a major 
trunk line system extending from Mobile and New Orleans on 
the Gulf to the city of Chicago. 


ST. J. & L. C. REORGANIZATION PLAN 


A reorganization plan of the St. Johnsbury & Lake Cham- 
plain Railroad Co., has been filed with the Commission in 
Finance No. 14832, and with the federal district court, Ver- 
mont district, in bankruptcy No. 7340. According to the plan, 
capitalization of the reorganized company, on consummation 
of the plan, as of its proposed effective date, July 1, would 
be $1,300,000, consisting of $400,000 first mortgage four per cent 
bonds, series A, due July 1, 1975; second mortgage 4% per 
cent income bonds, due July 1, 1995; and $500,000 common stock 
of a par value of $100 a share. All securities of the reorganized 
company issued in the reorganization, according to the plan, 
would be delivered to the Boston & Maine railroad, guarantor 
of and claimant by subrogation to the rights of the holders of 
the debtor’s first mortgage bonds. 

Authorized capital stock of the reorganized company, ac- 
cording to the plan, would consist of 9,000 shares of common 
stock of a par value of $100 each, of which 5,000 shares would 
be issued in the reorganization and 4,000 shares reserved for 
conversion of the income bonds. 

Under the plan, the reorganized company would affirm 
and adopt the lease of its line of railroad between Lunenburg 
and St. Johnsbury, Vt., to the Canadian Pacific Railway Co. 
dated August 1, 1927, and would, by means of a collateral trust 
indenture, pledge the rental accruing under such lease as addi- 
tional security for the first mortgage bonds, series A. 


NICKEL PLATE CAR PURCHASE 


In an application docketed as Finance No. 14947, the New 
York, Chicago & St. Louis Railroad Co. (the Nickel Plate) has 
asked the Commission for authority to assume obligation and 
liability with respect to serial equipment trust certificates in 
the amount of $1,400,000, to cover up to 80 per cent of the cost 
of 5 all-steel baggage cars and 500 50-ton all-steel box cars 
proposed to be acquired by the applicant under a lease agree- 
ment. 

The total cost of the equipment, according to the applica- 
tion, will be $1,857,300.40, of which $152,060.40 will be the cost 
of the baggage cars. The equipment trust certificates, the ap- 
plicant says, will be sold by competitive bidding, will be issued 
in amounts of $1,000 each, and will be dated June 15, 1945, to 
mature in ten equal annual installments, the last installment to 
be paid June 15, 1955. Under the lease and purchase agree- 
ment, the Continental Bank & Trust Co. of New York will be 
trustee, according to the application. 


BOSTON & MAINE EQUIPMENT 


Application to the Commission for authority to issue prom- 
issory notes for $563,914 and interest on account of indebted- 
ness to be incurred under agreements for purchase of equip- 
ment, has been filed by the Boston & Maine railroad in Finance 
No. 14943. The B. & M. said it proposed to enter into a lease 
and purchase agreement with one manufacturer covering one 
new 4,000 h. p. diesel passenger locomotive and a conditional 
sale agreement with another manufacturer covering three 1,000 
h. p. diesel switching locomotives. It said its passenger traffic 
had increased “tremendously” in the last few years, passenger 
car miles having been 36.1 per cent greater in 1944 than in 1939, 
and passenger locomotive miles 11.3 per cent greater, although 
it now had fewer passenger engines in service than in 1939. 


M. & ST. L. EQUIPMENT NOTE 


In Finance No. 14942, the Minneapolis & St. Louis Rail- 
way Co. has asked the Commission for authority to issue a 


promissory note in the principal amount of $1,439,220 in evi- © 
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dence, but not in payment, of indebtedness under a conditional 
sale contract for purchase of 500 50-ton box cars at a cost of 
$3,598.05 a car, or a total aggregate cost of $1,799,025. The 
M. & St. L. said its contract provided for payment by the appli- 
cant to the manufacturer of 20 per cent of the purchase price 
of each car, amounting to $719.61, on delivery and acceptance, 
the remainder of the purchase price of the 500 cars, amounting 
in the aggregate to $1,439,220 to be paid in 120 monthly in- 
stallments. The M. & St. L. said it now owned 2,590 box cars 
but that there was need to augment this supply and that it 
believed business conditions would continue at a level to re- 
quire the additional equipment for the future. 


ALTON EQUIPMENT NOTES 

By an application docketed at the Commission as Finance 
No. 14938, Henry A. Gardner as trustee of the Alton Railroad 
Co., has asked the Commission for authority to issue equipment 
notes to cover 80 per cent of the purchase price of whatever 
number of cars, out of a total of 600 steel box cars and 150 
steel hopper cars ordered by the Alton from the American Car 
& Foundry Co., is delivered to the Alton prior to August 1, 
1945. The applicant says that “it is felt, however, that all 750 
cars will be delivered prior to August 1, 1945.’ 

The application sets forth the advice that under the car 
purchase agreement the applicant will pay a total of $3,338.16 
for each box car and $2,869.72 for each hopper car; that appli- 
cant will pay 20 per cent of the purchase price on cars deliv- 
ered to him prior to August 1, out of cash on hand, and that 
the balance, evidenced by the notes here sought to be author- 
ized, will be paid in monthly installments over a period of 96 
months, with interest at the rate of 1.9 per cent per annum. 

In his application, the trustee recited that the total freight 
carrying equipment of the Alton on September 30, 1943, was 
2,655 cars, all of advanced age; that he was advised that they 
would no longer be usable by about 1950; that under appro- 
priate authority from the court he bought 1,600 new freight 
cars in the following year, and that on September 22, 1944, he 
was authorized to acquire 1,500 additional freight cars, of which 
the 750 cars now proposed to be acquired were a part. 


B. & O. EQUIPMENT CERTIFICATES 


The Baltimore & Ohio Railroad Co., in Finance No. 14939, 
has asked the Commission for authority to assume obligation 
and liability as guarantor of payment of principal and dividends 
in respect of $4,680,000 B. & O. railroad equipment trust cer- 
tificates, series O, to be issued and sold for the purpose of 
acquiring five Mallet steam freight locomotives, seven 4,000 
horsepower diesel passenger locomotives, and 500 50-ton steel 
box cars. The aggregate net cost of the trust equipment was 
estimated to be $5,860,018, said the B. & O., of which the 
sale of the trust certificates was expected to provide $4,680,000. 


N. C. 0. R. R. PURCHASE 

Central Pacific Railway Co., of the Southern Pacific Co. 
system, in Finance No. 14941, has asked the Commission for 
authority to purchase the railroad properties of Nevada- 
California-Oregon railway. The applicant said no change in 
operations was involved because Southern Pacific now operated 
the N. C. O., under lease, and also operated the lines of Central 
Pacific under lease. 

The line of railroad owned by N. C. O., proposed to be pur- 
chased, said Central Pacific, extended approximately 154.47 
miles from Wendel, Lassen county, Calif., to Lakeview, Lake 
county, Ore. Of this line of railroad, said Central Pacific, that 
portion between Wendel, Calif., and Alturas, Calif., was main 
line, a distance of about 98.97 miles, and that portion between 
Alturas, Calif., and Lake View, Ore., was branch line, a dis- 
tance of about 55.5 miles. The N. C. O. line, said Central Pa- 
cific, connected with its lines at Wendel and Alturas. 

“The properties of Nevada-California-Oregon railway are 
encumbered by a mortgage securing first mortgage gold bonds 
of said company, of which there are issued and outstanding at 
present time $892,000 in principal amount,” said Central Pacific. 
“Applicant owns all of such bonds, but has not agreed and will 
not agree, as part of the transaction, to assume obligation or 
liability in respect thereof.” 

The proposed transaction, said Central Pacific, would be 
followed in due course by dissolution of the N. C. O. railroad 
and the retirement and cancellation of its first mortgage gold 
bonds and release of the mortgages securing them, which, it 
said, would simplify the corporate structure of Southern Pa- 
cific’s transportation system and its financing. 


MOTOR ACT PROSECUTIONS 
_. Western Texas district, San Antonio division. Edgar M. 
Linkenhoger, of Corpus Christi, Texas, was fined $1,000 fol- 
lowing the entry of his plea of guilty to an information charg- 
ing him with violations of part II of the interstate commerce 
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act. The fine was required to be paid. The defendant, a motor 
carrier engaged in the transportation of property in interstate 
commerce, for compensation, was charged with failing to 
require his drivers to keep drivers’ logs, with failing to have 
in his files doctors’ certificates of physical examination of his 
new drivers, and with permitting and requiring his drivers to 
drive and operate motor vehicles in such transportation for 
excessive daily hours and also to remain on duty for excessive 
weekly hours, all in violation of the motor carrier safety regu- 
lations. 


AUTO PARTS RATING CHARGE 


Judge Edward J. Moinet of the federal court for the east- 
ern district of Michigan, southern division, on May 21 found 
the Hancock Manufacturing Co., Jackson, Mich., guilty of so- 
liciting, accepting and receiving concessions with respect to 
the transportation of property by motor vehicle in interstate 
commerce, according to Colin Smith, an attorney for the Com- 
mission’s Bureau of Motor Carriers, who tried the case as a 
special assistant to the United States attorney. 

The complaint, filed in 1942, set forth 18 counts, according 
to which the City Auto Stamping Co., of Toledo, was shipping 
parts of an auto-hood hinge by Associated Truck Lines, Inc., 
and the Andrews Truck Line, Inc., to the Hancock Manufac- 
turing Co., as consignee. The shipments were classified and 
rated on the bills of lading as stampings, iron or steel, un- 
finished. The government contended that the hinges were 
not stampings, but auto body parts. 

The government, according to Mr. Smith, showed that for 
a period in 1941 the shippers’ bill of lading described the 
article as auto body parts, but that subsequently the descrip- 
tion was changed. 

The case was docketed as No. 26669, United States of 
America vs. Hancock Manufacturing Co. 

Mr. Smith said a case against the shipper was still pending. 


SUPREME COURT ACTION 


In No. 1204, Morris Saylor, doing business as Bell Coach 
Lines, appellant, vs. Straight Creek Bus, Inc., et al., the Supreme 
Court of the United States, May 21, granted a motion to dis- 
miss the appeal and dismissed the case for want of a substantial 
federal question. The case, involving revocation of state author- 
ity to Saylor to operate over an intrastate route in Kentucky 
because he had-not begun operations within 60 days after 
obtaining the authority, was on appeal from the Kentucky 
Court of Appeals which had upheld the revocation. The appel- 
lant had contended he had been unable to begin operations 
because he had not been able to obtain a Certificate of War 
Necessity from the Office of Defense Transportation in the 
60-day period. 

The court denied a petition for a writ of certiorari in 
No. 1138, Brotherhood of Locomotive Firemen and Enginemen 
et al., petitioner, vs. Interstate Commerce Commission, to the 
U. S. Court of Appeals of the District of Columbia, which upheld 
a Commission finding that it was without jurisdiction to define 
the work of employes of the Kennecott Copper Corporation as 
that of the Nevada Northern Railroad, owned by the copper 
company. The Commission’s final decision in the matter was 
made in 255 I. C. C. 419. 

































RAIL OVERCHARGE SUITS 


The Cudahy Packing Co., of Chicago, has filed suits in the 
federal district court in that city against eight railroads, asking 
refunds totaling $323,655 on charges covering shipments of 
fresh meats in straight and mixed carloads from Denver, South 
Omaha, Wichita, Sioux City, and Kansas City, Kan., to points 
in the east. The shipments were made in a period extending 
from the beginning of 1943 to the end of 1944. Allegations of 
the overcharges were made under section 6 (7) of the interstate 
commerce act. 

The railroads named in the suits were: Chicago, Burlington 
& Quincy Railroad Co.; Chicago & North Western Railway Co.; 
Chicago, Rock Island & Pacific Railway Co.; Chicago, Milwaukee 
& St. Paul Railroad Co.; Atchison, Topeka & Santa Fe Railway 
Co.; Chicago Great Western Railway Co.; Union Pacific Rail- 
road Co.; and the Illinois Central Railroad Co. 


Cc. M. ST. P. & P. CASH DISBURSAL ORDER 


An order authorizing and directing the distribution of ap- 
proximately $52,038,036 in cash to holders of certain bonds as 
provided in the plan of reorganization of the Chicago, Mil- 
waukee, St. Paul & Pacific Railroad Co. was issued May 22 by 
federal Judge Michael L. Igoe. The First National Bank of 
Chicago will act as disbursing agent. The cash will be disbursed 
as follows: Milwaukee & Northern R. Co. first mortgage bonds, 
$212,759; Milwaukee & Northern R. Co. consolidated mortgage 
bonds, $1,058,374; C. M. & St. P. Ry. Co. general mortgage 
bonds, series A, B, C, E, and F (whether coupon or fully reg- 
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istered), $26,745,018; C. M. St. P. & P. Ry. Co. fifty-year 5 per 
cent mortgage bonds, $24,021,885. The case is docketed as No. 


REVIEW OF WESTERN PACIFIC RAILROAD 


A review of the operations of the Western Pacific Railroad 
during its reorganization period of nine years and five months 
was released May 21. Gross expenditures of more than 
$37,000,000 were made for various work involving additions and 
betterments or acquisitions of equipment. More than $27,000,000 
of these expenditures represented changes to capital accounts, 
an amount equal to nearly 20 per cent of the company’s total 
investment in road and equipment on January 1, 1936. 

The final step in the reorganization of the Western Pacific 
Railroad has been taken with formal discharge of the trustees 
by Federal Judge A. F. St. Sure in the U. S. district court at 
San Francisco. The trustees relinquished actual control and 
—= on Dec. 31, 1944, but were nominally in charge until 

ay 1. 





LOSS OF OR INJURY TO GOODS 


(Supreme Judicial Court of Massachusetts. Suffolk.) Al- 
though the statute authorizing the allowance of amendments 
is liberally construed, there cannot be an amendment to a 
proceeding that never had any vitality. G. L. (Ter. Ed) c. 231, 
Sec. 51. 

Where plaintiffs named in the writ were described as 
trustees of a named corporation, permitting an amendment to 
show that the company was not a corporation but a trade- 
name under which the plaintiffs were transacting business was 
proper. G. L. (Ter. Ed.) c. 231, Sec. 51. 

The construction of bills of lading issued in interstate 
shipments and determination of the rights of the parties there- 
under are federal questions. Interstate Commerce Act Sec. 
20(11), 49 U. S. C. A. Sec. 20(11). 


In an action against carrier for damage to interstate ship- 
ment, if effect of amendment correcting name of party in which 
action was brought to substitute a new and independent cause 
of action after time for bringing action as prescribed in 
bills of lading had expired, allowing amendment would be 
error. G. L. (Ter. Ed.) c. 231, Sec. 51; Interstate Commerce 
Act Sec. 20(11), 49 U. S. C. A. See. 20(11). 


In action against carrier for damages to interstate ship- 
ment, where the effect of an amendment, under federal law, 
went no farther than to substitute the legal name of plaintiffs 
for their trade-name and all the facts alleged as constituting 
the cause of action remained the same, and the real parties in 
interest continued to prosecute the action, allowing amendment 
was not error. G. L. (Ter. Ed.) c. 231, Sec. 51. 

Action for damages to an interstate shipment could not 
be maintained after the period fixed by the bills of lading and 
authorized by the Interstate Commerce Act. Interstate Com- 
merce Act Sec. 20(11), 48 U. S. C. A. Sec. 20(11). 

Railroad company’s letter to shipper requesting further 
time to consider shipper’s request to set aside a prior declina- 
tion of shipper’s damage claim, leaving the door open for 
further consideration, was not a final declination of claim and 
action brought within two years and a day after claim was 
finally declined by railroad’s claim agent, as required by 
bills of lading, was timely. Interstate Commerce Act Sec. 
20(11), 49 U. S. C. A. Sec. 20(11). 

Federal statute, providing that receiver of any property 
appointed by a federal court may be sued with respect to any 
act or transaction of his in carrying on the business connected 
with such property without previous leave of court that ap- 
pointed him, applies to a trustee in bankruptcy, and he is 
amenable as trustee to suit in a state court for negligence of 
his agent and servants in conducting the business. Jud. Code 
Sec. 66, 28 U. S. C. A. Sec. 125. 

Where plaintiffs’ cause of action for damage to interstate 
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shipment was completed by filing their claim with railroad in 
accordance with Interstate Commerce Act, which was done 
before the filing of petition for railroad reorganization, rejec- 
tion of claim was not a condition precedent to the right to 
sue, but only had effect of starting the running of the period 
within which action must be commenced. Bankr. Act Sec. 77, 
as amended in 1935, 11 U. S. C. A. Sec. 205; Jud. Code Sec. 66, 
28 U.S. C. A. Sec. 125. 

Where plaintiffs’ cause of action for damages to interstate 


‘shipment had accrued against railroad prior to appointment of 


trustee for railroad in reorganization proceeding, plaintiffs did 
not come within statute authorizing the bringing of action 
against trustees without leave of court that appointed them, 
since such statute is applicable only where the cause of action 
arises out of some act or transaction of the trustees in carrying 
on the business. Bankr. Act Sec. 77, as amended in 1935, 
11 U. S. C. A. Sec. 205; Jud. Code Sec. 66, 28 U. S. C. A. 
Sec. 125. 

Where damage to interstate shipment arose out of opera- 
tion of railroad prior to appointment of trustees in reorganiza- 
tion proceeding, action could have been commenced against 
railroad under bankruptcy statute, even after petition for re- 
organization had been filed and approved by federal court, and 
without leave from the court. Jud. Code Sec. 66, 28 U. S. C. A. 
Sec. 125; Bankr. Act Sec. 77(j), as amended in 1935, 11 U. S. 
C. A. Sec. 205(j). 

Where action for damages to interstate shipment was 
brought against railroad trustees appointed in reorganization 
proceeding, and not against the railroad, plaintiffs did not come 
within provision of Bankruptcy Act authorizing actions for 
damages arising out of the operation of trains to be brought 
without leave from Bankruptcy court. Jud: Code Sec. 66, 28 
U. S. C. A. See. 125; Bankr. Act Sec. 77(j), as amended in 
1935, 11 U. S. C. A. Sec. 205(j). 

Generally, one bringing an action against a receiver must 
first obtain from the court that appointed the receiver permis- 
sion to sue him. 

The failure to obtain permission to bring an action to estab- 
lish a debt or liability that does not interfere with the property 
in the possession of the receiver or its operation or manage- 
ment by him is deemed an irregularity that may be waived by 
the receiver. 

The court in which railroad reorganization proceedings were 
pending acquired exclusive jurisdiction over the debtor and its 
property and could prevent interference with the court’s pos- 
session of the property by enjoining competing or conflicting 
proceedings in other courts. Bankr. Act Sec. 77(a, j), as 
amended in 1935, 11 U. S. C. A. Sec. 205(a, j). 

The fundamental principles of railroad reorganization pro- 
ceedings are bottomed upon the theory of debtor rehabilitation 
by adjustment of creditors. Bankr. Act Sec. 77, as amended 
in 1935, 11-U. S. C. A. See. 205. 

The reorganization court has the exclusive function to de- 
termine the validity and value of claims and to decide the 
extent to which creditors are entitled to participate in rail- 
road reorganization plan. Bankr. Act Sec. 77, as amended in 
1935, 11 U. S. C. A. Sec. 205. 

Where claim for damages to interstate shipment is filed in 
railroad reorganization proceedings, the district court could 
liquidate the claim or it could in its discretion direct that 
the claim be liquidated in a state court, and the judgment 
there obtained could be presented to the reorganization court for 
such action as that court might deem appropriate. Bankr. Act 
Sec. 77, as amended in 1935, 11 U. S. C. A. 205. 

Superior court was authorized to hear and decide actions 
brought by shippers to recover damages against carriers for 
injury to goods in transit and to acquire jurisdiction over rail- 
road trustees who voluntarily appeared. 


A state court judgment in favor of shipper for damages to 
goods in transit as against railroad trustees was not binding 
on the organization court, which had exclusive jurisdiction over 
the allowance or disallowance of claims. Bankr. Act, Sec. 77(a, 
j), as amended in 1935, 11 U. S. C. A. Sec. 205(a, j). 


Proceedings in a state court by a creditor against railroad 
trustees in their representative Capacity, who voluntarily appear 
and defend, resulting in a judgment, the allowance or rejection 
of which as a claim rests with the organization court which 
appointed trustees, would not interfere with the administration 
of that court of railroad estate. 


That Federal District Court in railroad reorganization 


proceedings could enjoin the commencement or prosecution of 
an action in state court does not imply a denial of jurisdiction 
in the state court in proceedings that do not constitute an 
interference with the administration by federal court of debtor’s 
estate. Jud. Code, Sec. 66, 28 U. S. C. A. Sec. 125; Bankr. Act 
Sec. 77(a, j), as amended in 1935, 11 U. S. C. A. Sec. 205(a, j). 

Question whether the evidence warranted general finding 
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made by the court on oral testimony cannot be raised in an 
action at law by an exception to such a finding, but could be 
raised by a request direct to that end, and specifically directing 
the judge’s attention to the point. 2 

A defense which was available, but which was not asserted 
in any appropriate manner at the trial, cannot as a matter of 
right be set up after the conclusion of the trial, even if such 
a defense, if seasonably asserted, would have been decisive. 
(Robinson vs. Trustees of New York, N. H. & H. R. Co., 60 
N. E. Rep. 2d 593). 





(Court of Civil Appeals of Texas. Amarillo.) One holding 
only a specialized motor carrier certificate was a common car- 
rier only in a limited capacity and was under no obligation to 
haul for the public generally any commodity not listed on 
such certificate or any of the commodities so listed to or from 
beyond the territories prescribed therein. Vernon’s Ann. Civ. 
St. art. 911b. 

That one held only a specialized motor carrier certificate 
would not preclude him from acting as a private carrier or 
bailee for hire in hauling some commodity which it was not 
his business to carry under such certificate. Vernon’s Ann. 
Civ. St. art. 911b. 

A common carrier may become a private carrier or a 
bailee for hire, and, when as a matter of accommodation or 
special engagement he undertakes to carry something which 
it is not his business to carry, he becomes a “private carrier” 
for that occasion. 

Where a specialized motor carrier contracted to haul a ma- 
chine not covered by his certificate either as to commodity 
or territory, the relation between the parties was not that of 
shipper and common carrier, but rather that of “private car- 
rier” or “bailee for hire.” Vernon’s Ann. Civ. St. art. 911b. 


Where a specialized motor carrier undertook to carry a 
machine which was not covered by certificate either as to 
commodity nor as to territory, the contract was illegal, but as 
bailee carrier owed bailor duty to use ordinary care in keeping 
and handling such machine, and for a breach of such duty the 
bailor could recover in tort for any damages sustained. Ver- 
non’s Ann. Civ. St. art. 911b; Vernon’s Ann. P. C. art. 1690b. 


A contract to be enforceable must not be in violation of 
law or based upon an illegal or fraudulent transaction, but, if 
property has been turned over in conformity with such agree- 
ment, illegality thereof does not make party who receives the 
property any less a_bailee under obligation imposed by law 
to return the thing bailed in good condition, and violation of 
the obligation sounds in tort or in quasi-contract and not upon 
illegal transaction. 

The making of an illegal contract to carry a heavy machine, 
by one holding only a specialized motor carrier certificate 
that did not cover the machine either as to commodity or as 
to territory, was not the proximate cause of damage to the 
machine which dropped while being unloaded. Vernon’s Ann. 
Civ. St. art. 911b. 

Evidence sustained finding that bailee was guilty of negli- 
gence in unloading machine and that such negligence was 
proximate cause of the damage. (Graham vs. Dean, 186 S. W. 
Rep. 2d 692). 


Coal, Ill. and Ky., to Chicago 


In an opinion by Judge H. Church Ford, the federal district 
court, eastern Kentucky district, sitting at Lexington, has up- 
held the Commission in Chicago, Burlington & Quincy Railroad 
Co., et al. vs. United States of America, et al., involving rates 
on bituminous coal from the “western Kentucky field’ to 
Chicago and intermediate destinations in Illinois and Indiana. 

The court said the railroad plaintiffs had sought a decree 
declaring null and void the Commission’s order, as amended 
with respect to its effective date, requiring them, on or before 
June 30, to cease publishing, demanding, or collecting for the 
transportation of bituminous coal, in carloads, from west Ken- 
tucky to the aforementioned destination taking the same rate, 
a rate exceeding $2.30 a net ton and requiring that, on or 
before that date, they establish and thereafter maintain and 
apply to such traffic a rate that should not exceed $2.30 a net 
ton (see Traffic World, Dec. 30, 1944, p. 1678). 

Concluding that the injunction sought by the railroads 
should be denied, and dismissing the petition, the court said 
it did not appear from the record that in the exercise of its 
powers and duties in the instant proceeding the Commission 
had proceeded on any erroneous interpretation or construction 
of the interstate commerce act or any other applicable law 
and that the Commission’s order did not exceed constitutional 
limits and, so far as appeared from the record, resulted from 
no abuse of power. 
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The principal problems with which it was confronted, said 
the court, were whether the Commission’s order was supported 
by an adequate finding in respect of the basic or quasi-jurisdic- 
tional fact on which the exercise of its statutory power de- 
pended, and, if so, whether such essential finding rested on 
a rational basis and was supported by substantial evidence of 
record. 

“The court may not disturb the finding of the Commission 
upon the factual issue of reasonableness except upon a showing 
that it was made without a hearing, is unsupported by evidence, 
is without rational basis, exceeds constitutional limits, rests 
upon an erroneous construction of the interstate commerce act 
or for some other reasons amounts to an abuse of power,” said 
the court. 

The Commission’s finding in the instant proceeding with 
respect to the essential basic or quasi-jurisdictional fact was 
adequate, said the court. It also said that the Commission’s 
orders were not res judicata and that, therefore, attacks on 
the Commission’s order in the instant case, on the ground that 
it indirectly reversed prior orders, were without merit. 

“A majority of the eleven members of the Interstate Com- 
merce Commission constitutes a quorum for the transaction of 
business with power and authority, by a majority thereof, to 
exercise all the jurisdiction and powers conferred by law upon 
the Commission,” said the court. “The report made herein by 
four of the nine members of the Commission who heard the 
proceeding, with a fifth member concurring in the result, con- 
stitutes a ‘report by the Commission,’ within the meaning of 
section 14(1) of the interstate commerce act.” 

In the course of its opinion the court said the history 
of the controversy that had prevailed for many years over the 
rates involved was another of the many demonstrations of the 
wisdom of the narrow scope within which Congress had confined 
judicial participation in the rate-making process. 


T. P. & W. Line Suit 


Judge Walter J. LaBuy, of the federal district court at 
Chicago, sitting in the district court for the northern division 
of the southern district of Illinois to hear argument on a 
motion to dismiss the suit: filed by the Toledo, Peoria & Western 
Railroad to oust Office of Defense Transportation officials in 
possession of the road under an executive order of the late 
President Roosevelt, May 19 dismissed the motion, held that 
the officials as individuals were not immune from “the injunc- 
tive process,” and ordered them to file their answer to the suit. 

The suit was filed by the T. P. & W. after the railroad had 
been in possession of the government since March 21, 1942, 
first under executive order No. 9108, which put the road into 
the hands of the director of the O. D. T. after a labor dispute, 
and later under executive order No. 9412, by which the 
President took possession, through the Secretary of War, of 
all of the railroads in the United States because of a strike 
threat (see Traffic World, Nov. 11, 1944, p. 1235). 

Judge LaBuy upheld the contention of the T. P. & W. that 
its properties should have been turned back to the management 
when the Secretary of War, pursuant to executive order No. 
9414, terminated government possession of the railroads. He 
held that the provisions of the act of August 29, 1916, author- 
ized the President to take over any system of transportation 
through the Secretary of War, and that this language was clear 
and unambiguous. He said it was the intention of Congress 
that, in time of war “a transportation system taken over by 
executive order should be operated by the Secretary of War 
for the prime purpose of the war effort... .’ Not only did 
the legislative history of the act sustain this construction, he 
said, but observed that Congress had expressly ratified the 
action of President Roosevelt in appointing William G. McAdoo, 
then Secretary of the Treasury, as director general of the 
railroads. 


“The fact that the Congress did enact legislation to ratify 
the action of the President in appointing the Secretary of the 
Treasury as director general of railroads must be considered 
in arriving at the intention of the Congress as expressed in 
the words of the act,” said Judge LaBuy, in his opinion. 

He then observed that subsequent legislation granting war- 
time powers to the President did not contain any such limiting 
language as was in the act of August 29, 1916, quoting the 
first war powers act as providing that the President might 
exercise any authority conferred on him through “such depart- 
ment, agency or officer of the government as he may direct, 
and in conformity with any rules or regulations which he may 
prescribe,” the same language appearing in the second war 
powers act. He also observed that similar authority was given 
the President in the war labor disputes act. 

After discussing the method Congress intended the Presi- 
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dent to follow under the 1916 act, and saying that he must 
exercise the power so granted in substantial conformity with 
the conditions and requirements declared in the act, Judge 
LaBuy continued: 

“It is upon such principles that our government was 
founded. The executive department of our government cannot 
exceed the powers granted -to it by the Constitution and the 
. Congress, and if it does exercise a power not granted to it, 
or attempts to exercise a power not granted to it, or attempts 
to exercise a power in a manner not authorized by statutory 
enactment, such executive act is of no legal effect. The court 
concludes that standing alone without consideration of any 
subsequent enabling legislation, the President had no legal 
right to take possession of plaintiff’s railroad and properties 
except through the Secretary of War.” 

The opinion then treats of the contention that section 8 
of the federal control act of March 21, 1918, under which the 
President was authorized to exercise the powers granted him 
through “such agencies as he may determine;’ and the alle- 
gation of the T. P. & W. that this section of the act was re- 
pealed by section 8 of the transportation act of 1920. The court 
concluded that Congress had intended to repeal section 8 of 
the federal control act, and to continue in force the provisions 
of the 1916 act, requiring the President, in time of war, to take 
possession and assume control of any system of transportation 
through the Secretary of War. He held that, under the first 
war powers act, the powers that were to be delegated to the 
Secretary of War might be delegated to the director of the 
O. D. T. for one “special railroad” or in general for all rail- 
roads in the country, and that “the original possession, control 
and operation of plaintiff's properties was authorized by the 
act of August 29, 1916, the first war powers act and executive 
order No.-9108.” 

However, Judge LaBuy held that when the President is- 
sued executive order No. 9412, ‘consistency demands that the 
court hold that the promulgation of that order retransferred 
the power to assume possession of plaintiff’s railroad property 
back to the Secretary of War.” Otherwise, he said, there would 
be an outstanding delegation by the President to both the direc- 
tor of the O. D. T. and to the Secretary of War. Having re- 
delegated the power to the Secretary of War, he said, it would 
remain in the latter until the President designated some other 
agency or department of the government, adding that “the 
right to possession of plaintiff’s property would not shift back 
and forth, except under some valid executive order.” In the 
absence of continuation of possession by the Secretary of War, 
he said, all possession, operation and control by the United 
States ceased, observing that such possession had been specifi- 
cally relinquished by the secretary’s termination order of Janu- 
ary 18, 1944. Therefore, he said, the director of the O. D. T. 
had no legal right to assume possession of the railroad after 
that date. 

Judge LaBuy said that claims of the railroad for compensa- 
tion for prior lawful possession by the director of the O. D. T. 
and the Secretary of War could not be adjudicated “in this 
proceeding.” 

As to the responsibility of the O. D. T. officials, he held 
that where there was an invasion of a legal right, either on the 
part of the government, or an officer of it, acting in excess of 
a power validly conferred by a constitutional statute, “then a 
suit will lie to restrain further action by the officers of the 
government who are acting under the claimed power.” Acts of 
the agents of the director of the O. D. T., he held, might be 
restrained without requiring the director to be joined in the 
action. 


D. P. C. LOSS AND DAMAGE CLAIMS 


All agents of the Defense Plant Corporation, subsidiary of 
the Reconstruction Finance Corporation, have been advised by 
Leo Nielson, D. P. C. secretary, as to procedure with respect 
to claims for damage to or shortage on shipments of surplus 
plant equipment moved under the jurisdiction of the D. P. C. 
Surplus War Property Division. They have been requested 
promptly to send claims on shipments to the Chief, Railroad 
Division, R. F. C., Washington 25, D. C., so that claims may be 
filed, with carriers within nine months from the date any 
shipment has been delivered. The R. F. C. Railroad Division 
was empowered by the board of directors of the D. P. C. to 
handle such claims. 


METZMAN ON RAIL MODERNIZATION 


In discussing the post-war period, at a meeting of New 
York Central Stockholders May 23, Gustav Metzman, president, 
said that “the research -council established by the company 
in 1942 has continued its surveys and studies. When the war 
is over, the railroad plant should be modernized. . . . This will 
call for a large outlay of capital funds. The broad problem 
the railroads face in this respect goes to the heart of the 
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American enterprise system and concerns the terms on which 
capital funds will be provided out of the public treasury for 
facilities used by highway, water, and air carrier competitors 
of the railroads. The question is whether this will be done on 
a basis consistent with the private enterprise system, or whether 
private capital in railroads is to be pitted in unequal competi- 
tion against the public treasury.” 

The war has demonstrated that the service of the railroads 
is indispensable and that private ownership and management 
are able and efficient, Mr. Metzman said. He suggested that 
private investment in railways can live alongside government 


investment in highways, waterways and airways if we make | 
our government-owned transport plant self-supporting, adding | 
that “people who use them should pay their way through fair 
user charges and tolls just as those who use the railroads are | 


expected to pay their way. . : . A policy of self-supporting 
transportation is essential in the public interest.” 


REGULATION OF COMMON CARRIERS 


(District Court, N. D. Texas, Dallas Division.) A pure ques- 
tion of fact may be determined by a court before the Interstate 
Commerce Commission has acted. 


Where the Interstate Commerce Commission has promul- | 


gated rates which must be applied, and the only question is 
whether the commodity is the commodity referred to in the 
rates, a factual question is presented of which the courts have 
original jurisdiction. Interstate Commerce Act, Secs. 1, 3, 6, 
49 U. S. C. A. Secs. 1, 3, 6. 

Metal cylinders made from closely woven or coiled square 


rod, shipped into the state in interstate commerce where 


certain explosives and machinery were placed therein to make 


a completed bomb, were not “twisted reds,’”’ and “bomb bodies” 
or “bomb body parts” within tariff regulations fixing rates for 
such commodities. Interstate Commerce Act, Secs. 1, 3, 6, 
49 U.S.C. A. Secs. 1, 3, 6. (Murray Co. vs. Gulf, C. & S. F. Ry. 
Co., 59 Fed. Supp. 366.) 





(District Court, D. Maryland.) Under “grandfather clause” 
of statute relating to motor carriers, burden is on carrier apply- 
ing for certificate of convenience and necessity to show that 
its past operations entitled it to the special privilege conferred 
by the statute. Interstate Commerce Act, Sec. 206(a), 49 
U. S. C. A. Sec. 306(a). 

The Interstate Commerce Commission has duty of de- 
termining whether proof of motor carrier applying for cer- 








tificate of convenience and necessity under “grandfather clause” | 


of statute measures up to statutory requirement of showing 
that applicant or his predecessor was in bona fide operation as 
common carrier by motor vehicle on June 1, 1935, over routes 
or within territory covered by application and has so operated 
since that time, and commission’s findings thereon must be sus- 
tained on review if supported by substantial evidence. Inter- 
state Commerce Act Sec. 206(a), 49 U. S. C. A. See. 306(a). 
Substantial evidence sustained findings of Interstate Com- 
merce Commission on which it denied, in part, application of 
motor carrier for certificate of public convenience and neces- 
sity under “grandfather clause,” in that applicant’s transporta- 
--tion of general commodities was limited to movement in certain 
direction between certain points, and that substantially all its 


Wi gn IO 


transportation in other direction between certain points was § 
limited to canned goods and sea food. Interstate Commerce | 


Act Sec. 206(a), 49 U. S. C. A. Sec. 306(a). 
A certificate of convenience and necessity issued to a 
motor carrier of general commodities under “grandfather 


clause” would authorize carrier to transport additional com- } 
modities not previously produced in territory covered by carrier | 
on June 1, 1935, although carrier had never transported such | 
goods before. Interstate Commerce Act Sec. 206(a), 49 U. S. jf 


C. A. Sec. 306(a). 


Though service authorized by certificate of convenience } 


and necessity granted motor carrier under “grandfather clause” 
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of statute may be limited, in case of a carrier who previously 
carried only a restricted number of commodities, if carrier has 
carried a wide variety of general commodities he cannot neces- 
sarily be denied right to carry others of same class merely 
because he never carried them before nor be restricted to those 
which he carried with more frequency and in greater quan- 
tities than others. Interstate Commerce Act Sec. 206(a), 49 
U. S. C. A. Sec. 306(a). 

Where motor carrier seeking certificate of convenience 
and necessity under “grandfather clause” of statute establishes 
that it was a common carrier for a group of commodities or 
for entire class of property and was in “bona fide operation” 
during critical period in specified territory ,restrictions in cer- 
tificate on commodities which may be moved in any one direction 
or between designated points is not justified. Interstate Com- 
merce Act Sec. 206(a), 49 U. S. C. A. Sec. 306(a). 

The test of prior “bona fide operation” required by motor 
carrier to authorize issuance of certificate of public convenience 
and necessity requires that carrier must have previously ren- 
dered substantial, as distinguished from incidental, sporatic, or 
infrequent service, and a mere holding out to serve a specified 
area is not alone sufficient. Interstate Commerce Act Sec. 
206(a), 49 U. S. C. A. Sec. 306(a). 

Where motor carrier with approval of Interstate Com- 
merce Commission, purchased another carrier’s right to trans- 
port general commodities to safeguard itself against possibility 
of unfavorable action on purchasing carrier’s application for 
certificate under “grandfather clause,” and with knowledge of 
uniform practice of commission to avoid grant of, and to elim- 
inate duplicate rights, commission’s action in excluding author- 
ity to transport general commodities between such point in 
granting such application did not deprive carrier of property 
without due process. Interstate Commerce Act Sec. 5(2) (a), 
as amended Sept. 18, 1940, Sec. 7, and Sec. 206(a), 49 U. S. 
C. A. Sec. 5(2) (a), 306(a). 

Interstate Commerce Commission has jurisdiction over 
unification of separate properties into one ownership occurring 
when “grandfather” rights are granted to motor carrier who 
has acquired duplicate rights from another carrier during 
pendency of its proceeding for certificate of convenience and 
necessity, and in such proceeding to eliminate duplicate rights. 
Interstate Commerce Act Sec. 5(2)(a), as amended Sept. 18, 
1940, Sec. 7, and Sec. 206(a), 49 U. S. C. A. Sec. 5(2) (a), 306(a). 

Though it is better practice for Interstate Commerce Com- 
mission to give notice, in its approval of purchase of property 
of another motor carrier by carrier applying for certificate of 
convenience and necessity under “grandfather clause,” that 
in event of favorable action on the application duplication of 
rights will be eliminated, the condition is implicit, even if ex- 


‘press warning is omitted, in view of Commission’s statutory 


power of control. Interstate Commerce Act Sec. 5(2)(a), as 
amended Sept. 18, 1940, Sec. 7, and Secs. 206(a), 208(a), 49 
U.S. C. A. Sec. 5(2) (a), 306(a), 308(a). 

Where question whether existence of duplicate rights would 
be inconsistent with public interest was never raised before 
Interstate Commerce Commission rendered decision on applica- 
tion for certificate under “grandfather clause,” but matter was 
argued by applicant in its subsequent brief filed with Inter- 
state Commerce Commission on motion for reconsideration and 
was fully briefed and argued before reviewing court, and appli- 
cant made no argument and offered no proof that is possession 
of duplicate rights would serve public interest, court could not 
remand case to Commission for further consideration of matter. 
Interstate Commerce Act Sec. 5(2)(a), as amended Sept. 18, 
1940, Sec. 7 and 206(a), 49 U. S. C. A. Sec. 5(2) (a), 306(a). 

Where motor carrier’s application for certificate of neces- 
sity was based on “grandfather clause” and related to appli- 
cant’s past activities, commission’s refusal to receive evidence 
tending to show that public convenience and necessity would 
be served by issuance of certificate, even though evidence did 
not demonstrate existence of “grandfather” rights, was not 
abuse of discretion. Interstate Commerce Act Secs. 206(a), 
207(a), 49 U. S. C. A. Secs. 306(a) (307(a). (Elliott Bros. 
Trucking Co. vs. United States, 59 Fed. Supp. 328.) i 


(District Court, S. D. New York.) The Interstate Com- 
merce Commission has jurisdiction to determine in the first 
instance whether duties of a particular employee of interstate 
motor carrier tend to promote safety of operation so as to 
bring him within commission’s jurisdiction to regulate maximum 
hours of service. 

The Interstate Commerce Commission has jurisdiction to 
establish reasonable requirements with respect to qualifications 
and maximum hours of service of employees of interstate motor 
carriers only as to those employees whose duties affect safety 
of operation. 

In action by employees of interstate motor carrier for over- 
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time compensation, District Court would not determine in the 
first instance whether duties of such employees affected safety 
of operations so as to give Interstate Commerce Commission 
jurisdiction to regulate maximum hours of their service and 
exempt them from provisions of Fair Labor Standards Act, 
since determination of such issue demanded exercise of sound 
administrative discretion. Fair Labor Standards Act of 1938, 
Sec. 1 et seq., 29.U. S. C. A. Sec. 201 et seq. 

Where the creation of a class is left to an administrative 
body or any determination of fact involving technical capacity 
is so delegated, such questions should be thus determined before 
courts proceeds to judgment. 

In action by employees of Interstate motor carrier to 
recover overtime compensation, District Court was not deprived 
of jurisdiction by fact that Interstate Commerce Commission 
had not determined whether maximum hours of service of 
such employees was subject to regulation by commission and 
therefore exempt from maximum hours provisions of Fair 
Labor Standards Act, but court was not required to proceed to 
a determination until such administrative question should be 
resolved by the appropriate authority. Fair Labor Standards 
Act of 1938, Sec. 1 et seq., 29 U. S. C. A. Sec. 201 et seq. 

Where employees of interstate motor carrier elected not 
to avail themselves of opportunity afforded by court to present 
to Interstate Commerce Commission for primary determination 
the question of whether their maximum hours of service were 
subject to regulation by commission and failed to show that 
commission had excluded them or class of employees to which 
each respectively belonged from its jurisdiction, their action 
for overtime compensation under Fair Labor Standards Act 
was dismissed. Fair Labor Standards Act of 1938, Sec. 1 
et seq., 29 U. S. C. A. Sec. 201 et seq. (Ispass vs. Pyramid 
Motor Freight Corporation, 59 Fed. Supp. 341.) 





(District Court, W. D. Wisconsin.) Orders of Interstate 
Commerce Commission should not be set aside by a court if 
they are within the commission’s statutory powers and are 
supported by substantial evidence. 

In determining whether consolidation of motor carriers 
will assist in effectuating the national transportation policy 
Interstate Commerce Commission must consider the effects of 
curtailed competition along with the advantages of increased 
service, safer operation, lower costs, etc. Interstate Commerce 
Act, Sec. 5(2) (b, c), 49 U. S. C. A. Sec. 5(2) (b, c). 

Whether consolidation of motor carriers is consistent with 
the public interest must be determined by the wisdom and ex- 
perience of Interstate Commerce Commission, and court cannot 
upset commission’s approval thereof if commission did not 
exceed the statutory limits of its discretion and if its findings 
are adequate and supported by the evidence. Interstate Com- 
merce Act, Sec. 5(2)(b, c), 49 U. S. C. A. See. 5(2)(b, c). 


District Court would not set aside order of Interstate 
Commerce Commission approving purchase by motor vehicle 
common carrier between Chicago and Duluth of certain oper- 
ating rights and property of motor carrier between Duluth 
and Minneapolis and St. Paul via Ashland and Eau Claire, ~ 
which transfer would enable purchaser to give through service 
from Chicago-Milwaukee to Minneapolis and St. Paul, where 
commission’s findings were supported by substantial evidence 
and were adequate to support conclusion that transfer would 
be in the public interest. Interstate Commerce Act, Sec. 5(2) (b, 
c), 49 U. S. C. A. See. 5(2)(b, c). (Schultz vs. United States, 
59 Fed. Supp. 338.) 





(District Court, W. D. North Carolina, Asheville Division.) 
Whether Interstate Commerce Commission should grant a 
rehearing in a case which it has decided is a matter resting 
in its sound discretion. Jud. Code Secs. 209, 208, 211, 28 U. S. 
C. A. Secs. 45, 46, 48; 28 U. S. C. A. Secs. 43, 44, 47. 


Interstate Commerce Commission, in refusing to grant 
a rehearing on ground of newly discovered evidence in a pro- 
ceeding in which commission had granted a certificate of public 
convenience and necessity to a competitor, did not abuse its 
discretion even though commission did not assign reasons. Jud. 
Code Secs. 209, 208, 211, 28 U. S. C. A. Secs. 45, 46, 48; 28 
U. S. C. A. Secs. 43, 44, 47. 


A court or Interstate Commerce Commission is not re- 
quired to give reasons for denying a petition for rehearing 
merely because petitioner urges grounds that he claims to 
have discovered recently. Jud. Code Secs. 209, 208, 211, 28 
U.S. C. A. Secs. 45, 46, 48; 28 U. S. C. A. Secs. 43, 44, 47. 

Orders of Interstate Commerce Commission are presumed 
to be valid. 


Interstate Commerce Commission may properly deny a 


petition for rehearing if it is of the opinion that facts alleged 
as ground for rehearing would not, if true, cause a change of 
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decision. Jud. Code Secs. 209, 208, 211, 28 U. S. C. A. Secs. 45, 
, 48; 28 U. S. C. A. Secs. 43, 44, 47. 

Delay in petitioning Interstate Commerce Commission for a 
rehearing of order granting a competitor a certificate of public 
convenience and necessity is not excused by mere allegation 
that a matter pertinent thereto was discovered by accident. 
Jud. Code Secs. 209, 208, 211, 28 U. S. C. A. Secs. 45, 46, 48; 
28 U. S. C. A. Secs. 43, 44, 47. 

Where Interstate Commerce Commission granted a com- 
petitor a certificate of public convenience and necessity to 
operate a bus line between two cities to give competitor a con- 
necting link between northern states and Florida, commission 
was authorized to deny a petition for rehearing filed many 
months after original order asserting that petitioner had dis- 
covered by accident that an affiliate of competitor also formed 
a link between northern states and Florida, since franchise of 
such affiliate was a matter of public record and could have 
been discovered earlier. Jud. Code Secs. 209, 208, 211, 28 
U. S. C. A. Secs. 45, 46, 48; 28 U. S. C. A. Secs. 43, 44, 47. 
= Scenic Coach Lines vs. United States, 59 Fed. Supp. 





(Circuit Court of Appeals, Seventh Circuit.) The statute 
prohibiting all rebates, concessions, or discriminations in respect 
to transportation of property in interstate commerce by com- 
mon carrier applies not alone to shipper but to anyone ma- 
terially interested in such transportation. Elkins Act Sec. 1(1), 
49 U.S. C. A. Sec. 41(1). oe 

A marketer of petroleum products, which, in consummating 
its sales, gave shipping instructions and signed bills of lading 
as consignor, was a “shipper” prohibited by statute from re- 
ceiving rebates, concessions, or discriminations in freight rates, 
even though freight charges were paid by customer as consignee. 
Elkins Act Sec. 1(1), 49 U. S. C. A. See. 41(1). (Ohio Tank 
Car Co. vs. Keith Ry. Equipment Co., 148 Fed. Rep. 2d 4). 


Travel Curtailment 


An estimated saving of more than 52,000,000 passenger 
miles in three months as a result of the convention ban was 
announced May 21 by the War Committee on Conventions. 

The committee received 1,088 applications for the holding 
of conventions and group meetings in February, March and 
April. Of this total 69 were approved, 684 were denied, and 
335 were for meetings not covered by the restriction. 

The anticipated attendance at the cancelled gatherings is 
set by the committee at 305,000. On the basis of the use of 
rail transportation by 55 per cent of those attending and an 
average round trip of 310 miles each, this would mean a saving 
of 52,000,000 rail passenger miles owing directly to committee 
action in the three months, according to the committee. 

In a letter reporting its activities to War Mobilization and 
Reconversion director, Fred M. Vinson, the committee stated 
that besides the direct saving in transportation and hotel occu- 
pancy, there had been considerable ‘“semi-direct” savings 
through voluntary abandonment of scheduled conventions. 

The committee further pointed out that “if the pent-up 
convention demands were to be released at the same time as 
military requirements are expanded (in accordance with the 
Army’s redeployment plan) the effect upon the railroads and 
the hotels would be cataclysmic.” 


“With respect to hotel occupancy,” said the committee, 
“advice received from the American Hotel Association indi- 
cates a substantial saving although such savings cannot be 
stated in quantitive terms for the lack of sufficient records. 


“Reports from the American Hotel Association to the com- 
mittee reveal a substantial reduction in hotel occupancy in 
Chicago, Indianapolis, Buffalo, Milwaukee, Grand Rapids, Bay 
City, New York, Syracuse, St. Louis, Springfield, Illinois, Dallas, 
Galveston and Salt Lake City. A number of other cities show 
no drop in hotel occupancy. Business continues good at the 
following cities but it is expected to decline rapidly in the 
next few months as the result of a continuation of the con- 
vention ban: Cleveland, Detroit, Toledo, Minneapolis, Peoria, 
New Orleans, Houston, San Antonio, Cheyenne and Boise.” 

The committee said in this connection: 


It is important to note here that the effects of the ban on some 
cities will be more severe than on others. This is due to the fact that 
many cities, because of their location geographically and economically, 
are just naturally good convention cities. 


In summing up the result of its work the committee stated: 


While we have shown the actual saving in transportation and hotel 
accommodations, as indicated by the applications that were filed with 
this office for approval to hold group meetings, the greatest reduction 
in group meeting travel, although it cannot be specifically stated quan- 
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titatively, is reflected by the voluntary cancellation of group meetings 
by large groups. It is our judgment that this voluntary cancellation 
represents a far greater saving in passenger miles than that represented 
by our disapproval of applications to hold meetings thus far received, 
Hundreds of letters have been received informing us of this voluntary 
action and assuring us of continued cooperation. 


Members of the War Committee on Convention besides 
Chairman J. Monroe Johnson, O. D. T. director, are: Under 
Secretary of War Robert P. Patterson; Under Secretary of the 
Navy Ralph A. Bard; J. A. Krug, chairman of the War Produc. 


tion Board; Frank L. McNamee, deputy chairman of the War | 


Manpower Commission; and Frank Perrin, secretary of the 
committee. 


Atlantic City Protests 


A protest by the Atlantic City Chamber of Commerce j 


against continuation of the ban on meetings to curtail trans- 
portation while the ban on racing has been lifted was read 
to the House May 18 by Representative Hand, of New Jersey, 
as follows: 


Until the government canceled its restrictions on horse racing, while 
denying the right of assemblage to legitimate public groups for a dis- 
cussion of war problems and for the purpose of backing up our men 
who are now fighting in the Pacific theater, every group had conscien- 
tiously complied with all official requests for cooperation. But when the 
goverment itself decides that transportation problems are so well solved 
that horses, and pockeys, and race track patrons can expend travel miles 
so freely, we feel justified in urging you, and all other representatives 
of the American public, to raise a vigorous voice of protest on the floor 
of Congress, insisting on the right of unrestricted assemblage within 
each state of essential groups for the purpose of furthering the war 
effort, and a discussion of peacetime problems in agriculture, industry, 
reemployment, public health, reiigion, veterans’ assistance, education 
and community problems, all of which are no less important than the 
resumption of horse racing. 


“I most strenuously object that serious public conventions, 
and that travel for necessary recreation and health should be 
regarded by the government as less essential than travel to 
race tracks,” said Representative Hand. “I am immediately 
calling this situation to the attention of Mr. Vinson and Colonel 
Johnson of the Office of Defense Transportation, and I hope 
they will review this problem fairly and equitably.” 

The New York Furniture Exchange cancelled its semi- 


annual summer market this year, the War Committee on Con- | 
ventions announced. Replying to a request made by the com- | 


mittee that such markets be omitted this year because of the 
existing serious transportation crisis the New York Furniture 
Exchange said: 


Out of deference to your request and because of the patriotic atti- 
tude of our exhibitors and the officers of the board of directors of the 
New York Furniture Exchange, the market will not be held this 
summer. 





Oo. D. T. APPEAL DECISIONS 
Director Johnson, of the Office of Defense Transportation, 
has affirmed the action of O. D. T. field officials in denying 
applications, as follows: 


No. 124, John Britton dba Britton Distributing Co., Charleston, 
W. Va., for inauguration of service as a private carrier of property by 
commercial motor vehicle. 


No. 125, Betty Kerensky and J. C. Madigan, dba Kerensky and | 


Madigan, Tacoma, Wash., for inauguration of taxicab service in Sum- 
ner, Wash. 
oO. D. T. CONSERVATION ORDERS 


The Office of Defense Transportation has issued additional 
supplemental O. D. T. 3 orders authorizing coordinated opera- 


tions of carriers in the areas indicated in the following: Rev. | 


690, North Carolina; Rev. 693, Georgia; Rev. 694, Alabama, | 


Mississippi, Louisiana, Florida, Georgia and Tennessee; Rev. 
695, Reno and Gardnerville, Nev.; Rev. 700, Davenport, Ia., and 
Illinois; Rev. 703, Chicago, Ill., and Indianapolis, Ind.; Rev. 
716, Salt Lake City, Utah, and Denver, Colo.; Rev. 717, Mich- 
igan; Rev. 718, Louisville, Ky., and Evansville, Ind.; Rev. 701, 
Emerson and Grassy Butte, N. D.; Rev. 702, North Carolina; 
Rev. 704, Springfield and Kansas City, Mo.; Rev. 705, Detroit, 
Mich., and Chicago, Ill.; Rev. 706, Scranton and Berwick, Pa.; 
Rev. 707, Portland and Salem, Ore.; Rev. 710, Connecticut, 
Delaware, District of Columbia, Indiana, Kentucky, “Maryland, 
Massachusetts, New Jersey, New York, North Carolina, Ohio, 
Pennsylvania, South Carolina, Tennessee, Virginia and West 
Virginia; Rev. 708, Chicago, Ill., and Battle Creek, Mich.; Rev. 
709, Illinois, Iowa, and South Dakota; Rev. 713, North Caro- 
lina; Rev. 714, North Carolina; Rev.:715, Chicago, Ill., Indiana 
and Ohio; and Rev. 719, Chicago, IIl., area. } 
The O. D. T. has also issued the following orders authoriz- 
ing coordinated operations: Supp. Order O. D. T. 6A-114, Mc- 
Comb, Miss., area; O. D. T. 6A-115, Valdosta and Lowndes 
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County, Ga.; O. D. T. 6A-117, Columbia and Marietta, Pa.; 
O. D. T. 6A-119, Peoria and Pekin, Ill.; and O. D. T. 6A-120, 
Peoria and Canton, Ill. 


0. D. T. ON TANK CAR USE 


To bring about more complete utilization of railway tank 
cars—particularly those used in hauling asphalt and road tar— 
Director Johnson, of the Office of Defense Transportation, has 
asked the 48 state governors to obtain cooperation of their 
highway departments in the handling of such cars. 

“The paving season is here again,” Director Johnson wrote, 
“and, like last year, there is a shortage of tank cars. Military 
needs are still great, and at this time there does not appear to 
be any decrease in the need for tank cars to move this essential 
material even though V-E day has come. 

“In order to move as much asphalt, in as orderly a manner 
as possible, this office recently set up a special committee com- 
posed of representatives of the War Production Board, Petro- 
leum Administration for War, Public Roads Administration, 
Army Engineers, Civil Aeronautics Authority and Office of 
Defense Transportation, to consider the asphalt and tar trans- 
portation situation in its relation to other commodity movements 
in tank cars. ... 

“It recommended that shippers of asphalt and tar be re- 
quired to secure permits from O. D. T. for all movements of 
those commodities over 500 miles, such permits to be issued 
only after authorization from P. A. W. for asphalt and from 
W. P. B. for tar shipments. The committee recommended that 
movements from certain points of origin to certain destinations 
receive automatic approval and those orogins and destinations 
were set out in territorial divisions of the country. ... 

“It is respectfully requested that you take up the matter of 
prompt unloading with your proper state officials in order to 
secure the maximum efficiency of tank cars and to make the 
limited supply that will be assigned to that service deliver as 
many loads during the season as possible.” 

The nation’s entire fleet of tank cars, the O. D. T. said, 
totaled about 146,000. Of that number, between 12,000 and 
15,000 were used last year in the hauling of asphalt and tar. 


MERCHANDISING LOADING 


The Office of Defense Transportation, by general permit 
O. D. T. 1-4, effective May 23, has authorized the following: 


Section 520.6. Loading of not less than five tons of merchandise in 
railway closed cars permitted under state circumstances. Notwith- 
standing the provisions of Section 500.2 of General Order O. D. T. No. 
1, as amended, any carrier by railroad may accept for shipment or 
forwarding, load or forward, from the city or town at which such car 
is originated, any railway closed car containing not less than five tons 
of merchandise (a) when such car is destined to any point within the 
grain loading territory as such territory is defined herein or (b) when 
such car is forwarded in the direction of empty car movement to or 
toward the grain loading territory as defined herein direct to destina- 
tion, by-passing all regular transfer stations. For the purposes of this 
General Permit O. D. T. 1—4, the term ‘“‘grain loading territoy’’ means 
the territory lying between a line drawn along the western shore of 
Lake Michigan, the western boundary of the Chicago Switching Dis- 
trict, the eastern and southern boundaries of the state of Illinois to 
Cairo, Illinois, thence along the west bank of the Mississippi River to 
New Orleans, Louisiana, and a line drawn along the western and south- 
ern boundaries of the state of Montana, the eastern boundaries of the 
states of Wyoming and Colorado (but including Cheyenne, Wyoming, 
and Denver, Colorado), thence along the eastern boundary of the state 
of New Mexico and directly south to the Mexican border. 


STEEL CONTAINERS 


Present indications are that Limitation Order L-197, re- 
Sstricting the delivery and use of new and used steel shipping 
containers, will remain in effect for at least 60 days, members 
of the Steel Shipping Containers Industry Advisory Committee 
have been advised by War Production Board officials. In that 
time a further study would be made and industry consulted 
to determine whether sufficient steel and manpower were avail- 
able to permit revocation of the order, said the W. P. B. 


HOUSING TRANSPORT EQUIPMENT 


_ _ A limited number of applications for the construction of 
indoor storage facilities for. transportation equipment may now 
be approved, the Office of Defense Transportation has an- 
nounced, adding: 


Partial relaxation of the restriction on this type of construction has 
been made by the construction bureau of the War Production Board as 
a result of a request by the O. D. T. that a more liberal viewpoint be 
taken toward this type of construction. 

In its request to W. P. B., the O. D. T. pointed out that indoor 
Storage facilities are urgently needed to protect transportation equip- 
ment, particularly trucks and busses, from weather damage. In addi- 
tion, critical shortages of transportation facilities, both passenger and 
freizht, together with heavier loadings and the increased age of equip- 
ment are necessitating more maintenance and repair work. 
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Construction of indoor storage facilities, the W. P. B. construction 
bureau said, can be initiated only to the limited extent that construction 
materials are available. On this basis it may be possible to approve con- 
struction applications for the ‘‘most urgent cases involving the protec- 
tion of transportation equipment.’’ 


JOINT PLANS BETWEEN TRUCK LINES 


Three joint-action plans between common carrier truck 
lines, designed to save 405,600 truck miles and more than 12,000 
man hours annually by coordinated operations between Chicago 
and Illinois points, points in Indiana and Ohio as well as Battle 
Creek, Mich., have been approved in Washington by the Office 
of Defense Transportation, Mel G. Barnes, Chicago district 
manager of the O. D. T., division of highway transport, an- 
nounced May 23. The plans become effective May 26. 


O. P. A. Storage-Terminal Rates 


A comprehensive regulation covering maximum rates and 
charges for services rendered by public storage warehouses, and 
service charges rendered at terminals, all previously established 
in other regulations, was announced May 22 by the Office of 
Price Administration. 

“The purpose of the new regulation, effective June 1, 1945, 
is to consolidate the present rates and charges in convenient 
form for users,” it said. Generally speaking, no changes in max- 
imum rates and charges are made. 

“The basic pricing provisions, originated in the general 
maximum price regulation, which covered most of the storage 
and terminal service field, are retained. 

“There are two significant new provisions: 


1. All sellers subject to the regulation are required to file with 
O. P. A. district offices two copies of statements of their maximum 
prices with explanations as to how these ceilings were determined, 
whether by actual service performed in March, 1942, or by other means. 
These statements are due by August 30. 

The general maximum price regulation required keeping of records, 
and suppliers of services who have kept those records up to date should 
have no difficulty in complying with the price-filing requirements. In 
the event filings are incomplete or inaccurate, regional O. P. A. offices 
are empowered to set prices in-line with requirements of the regula- 
tion. This procedure is now provided for most other service industries 
which are covered by Revised Maximum Price Regulation No. 165— 
Services. 

2. Provisions for determining prices for new services that a seller 
cannot price by comparison with his own or his competitor’s March, 
1942, prices are liberalized to permit a seller to begin service at the 
price that he proposes to O. P. A., subject to subsequent adjustment. 
Applications for price determinations are to be filed with regional 
O. P. A. offices, rather than with O. P. A. district offices as in the past. 


Services Covered 


The new regulation, with a few exceptions, covers all stor- 
age and terminal services performed for hire, as follows: 


1. Storage of perishable and non-perishable foods and merchandise, 
furniture and other household goods, cotton and tobacco. 

2. Stevedoring and all loading and unloading of freight cars, motor 
trucks, ships or other conveyances, including all handling and deliveries 
within a terminal. 

3. Freight consolidations and distribution. 

4. Charges for services involved in providing use of docks, wharves, 
stockyards, bus terminals, motor freight terminals and airports. 

5. Management or custodian services when separately charged for 
apart from other functions of warehousing. 

6. Brokerage of transportation of property, including forwarding 
and services of transportation agents other than employes of a railroad 
or other transportation company. 


Subordinate Services 


Weighing, sampling (grading, inspecting, testing), packaging cot- 
ton compressing, stenciling, branding, labeling, fumigating, freezing, 
and the cost of billing, invoicing, inventorying and bill collections are 
subject to the regulation when rendered by the major industries in the 
storage and terminal field, such as merchandise storage, cold storage, 
household goods storage, grain, cotton, and tobacco storage, and termin- 
al operation. 

Services Not Covered 


Certain specialized storage operations, such as the operation of 
automobile parking lots, rug storage, fur coat storage, food locker serv- 
ice and safe deposit rentals, which have been actively handled under 
the provisions of revised maximum price regulation 165, and left under 
that regulation, except where they are combined with the storage serv- 
ices covered by the new regulation. 

Storage or terminal services, appropriately classified as a common 
carrier or public utility and whose maximum rates and charges are regu- 
lated by a federal, state or municipal authority, are not covered in the 
regulation. However, under the stabilization act of October 2, 1942, 
and procedural regulation No, 11, notices of proposed increases in rate 
and service charges must be filed with the transportation and public 
utilities division of O. P. A. not less than 30 days before they are to 
become effective. 

O. P. A. also announced transfer to the new regulation of maximum 
prices for certain storage and terminal services that formerly appeared 
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in supplementary regulation 14-I to the general maximum price regula- 
tion. These are carried forward without change in two supplementary 
storage regulations issued under and simultaneously with the new regu- 
lation. Supplementary storage regulation No. 1 covers all the former 
provisions of SR 14-I other than dealing with cotton. Supplementary 
storage regulation No. 2 is devoted entirely to services rendered to cot- 
ton, formerly covered in section 4 of SR 14-I. 

(Maximum Price Regulation 586—Storage and Terminal Services— 
Supplementary Storage Regulation 1 and Supplementary Storage Regu- 
lation 2—all effective June 1, 1945.) 


Transport Equipment 


Indications of some future improvement in the transporta- 
tion equipment situation are seen by the Office of Defense 
Transportation in the allotment of increased quantities of con- 
trolled materials by the War Production Board for the third 
quarter of 1945. 

“The construction of new railroad passenger cars is now 
authorized for the first time since 1942, but,” said the O. D. T., 
“no new cars will be in production until early in 1946, and no 
relaxation of travel curbs is in sight, in view of the heavy troop 
movements involved in the Army’s announced redeployment 


“Total allocations of carbon steel for transportation for the 
third quarter are 1,339,588 short tons, the largest for any quar- 
ter of 1945. This allotment amounts to 87 per cent of the 
O. D. T. requirement of 1,532,136 tons, as compared with only 
70 per cent of the program in the second quarter. 

“Carbon steel allotments for the more important transpor- 
tation items in the third quarter are as follows: 


1. Replacement rail: 600,000 tons requested; 495,900 tons allotted 
for railroads, 13,500 for transit lines. In the second quarter, with the 
same amount requested—the entire controlled-cool rolling mill capacity 
—allotments were 417,000 and 11,000 tons respectively. 

2. For locomotives: the full 41,500 tons required were allotted. 
This compares with 30,000 tons in the second quarter. 

3. Freight cars: -227,000 tons required, 220,000 tons allotted. This 
will cover the present schedule of about 11,000 to be built in the fourth 
quarter. 

4. Passenger train cars: 7,348 tons of carbon steel required; 5,000 
tons allotted, plus 5,500 tons of alloy steel. This will produce 250 
coaches, head-end cars and non-luxury type diners, and starts a pro- 
gram of 250 passenger cars quarterly beginning the first quarter of 
1946. These are the first coaches and passenger-carrying cars author- 
ized since 1942. This program is the result of pressure from the O. D. T. 
for equipment to carry next winter’s heavy passenger load caused by 
the Army’s announced redeployment program. 

5. Track accessories: requirements, 300,000 tons; allotment 244,500 
tons for railroads, 4,500 tons for transit lines. 

6. Highway transport: Allotments were granted to meet require- 
ments of programs currently authorized by W. P. B. Steel for integral 
busses actually exceeds the stated program of 8,300 tons by 4,700 tons 
to permit the production of 1,100 additional units in 1945, making the 
entire year’s production approximately 10,000. The third quarter allot- 
ment of steel for trucks is 76,600 tons, which will, according to present 
estimates, bring the entire years’ production to 186,000 units. Other 
allotments are: for street cars, 950 tons; bus bodies, 6,000 tons; trolley 
coaches, 300 tons; trailers, 9,200 tons; bus bodies, 2,000 tons; third axles, 
500 tons. 

7. Automotive replacement parts: required and allotted, 155,000 
tons. This is a return to the figure for the first quarter of 1945; it 
dropped to 130,000 tons for the second quarter. 

8. Water transport: 30,000 tons required; 28,000 tons allotted. 

9. Petroleum and liquid transport: 438 tons required and allotted, 
for tank trailers. 

10. Alloy steel: 128,840 tons required and allotted. This compares 
with 98,000 tons allotted for the second quarter. The necessary amounts 
of copper and aluminum were allotted to accord with the steel allot- 
ments. 


W. P. B. PAPERBOARD CONTROL 


Members of the boxboard, folding and set-up box industry 
advisory committees have recommended that no changes in the 
industries’ controlling order, L-239, be made before the next 
session of the joint committee, now set for June 20, says the 
War Production Board’s paperboard division. The recommenda- 
tion was made in view of reports that army paperboard and 
box requirements would be reduced very little, if any, this 
quarter. 

Paperboard division officials advised committee members 
that it did not appear practical to relax W. P. B.’s control over 
paperboard and fiber containers at this time, as woodpulp and 
waste paper were still in short supply and military over-all 
paper and paperboard requirements in the third quarter were 
expected to remain at approximately the second quarter level. 
Demands for lend-lease paper and paperboard products for the 
third quarter probably would continue at the same level, 
haf P. B. said, although some relief was expected in the near 

uture. 

A review of the woodpulp situation indicated that initial 
allocations for the third quarter will not exceed materially 
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those of the second quarter, although some increase in available 
supplies is looked for from imports. It is expected that Canada 
will be able to deliver an increased amount of pulp in the third 
quarter, and that within a short time imports from Scandinavia 
may become available, although supplies from the latter source 
depend upon the availability of shipping. 

For the manufacture of fiber shipping containers and boxes 
meeting current specifications, adequate supplies of both long- 
fiber pulp and waste paper must be available, W. P. B. pointed 
out. 

Collections of waste paper must be maintained at the pres- 
ent rate, officials of both the paperboard and salvage divisions 
—— ‘Sf our paperboard and fiber container programs are 

o be met.” 


FIBER CONTAINER USE 


Limitation Order L-317, restricting the use of fiber ship- 
ping containers, was amended May 24, the War Production 
Board said, to make clear that in shipping component or repair 
parts of products listed in Schedule III, the use of fiber shipping 
containers was unrestricted, unless those parts were specifically 
mentioned in L-317 schedules. Continuing, it said: 


The amendment makes it clear that the shipper of a completed 
item listed in Schedule III may not avoid any portion of his quota re- 
strictions by disassembling his product and packaging and sending 
separately component parts that are not listed in Schedule III. 

Another part of the new amendment states that biologicals are not 
included in ‘‘animal proprietary drug remedies’’ listed in Schedule III. 


COAL AND TRANSPORTATION 


To safeguard full war production next winter, J. A. Krug, 
chairman of the War Production Board, has urged industrial 
consumers of bituminous coal who buy in carloads lots to 
stockpile as much of the fuel as possible in the summer period 
as a precaution against an expected winter shortage of as 
much as 25,000,000 tons. 

“By ordering coal now, encouragement will be given to full 
production, and there will be an efficient utilization of our 
transportation system at this time, as no extra strain will be 
necessary during the winter months,” the W. P. B. chairman 
said, making this appeal at the request of the Solid Fuels 
Administration for War. 


AUTO REPLACEMENT PARTS 


By revision of Limitation Order L-158 the War Production 
Board has removed all restrictions on production and distribu- 
tion of automotive replacement parts. The revised order, how- 
ever, still retains provisions for protection of production of 
certain parts by firm allotments of controlled materials and by 
the preference ratings assigned to essential civilian production, 
according to the board. 


TAXES AND TRANSPORTATION 


Suppliers of bituminous coal for bunkering vessels need not 
state the transportation tax separately from the price of the 
fuel when making sales to any governmental buyer, the Office 
of Price Administration announced May 24, adding: 

This action, effective May 28, 1945, is taken to facilitate collection 
of this tax where separate billing results in claims by purchasing 
agencies that they are not required to pay the tax. Payment of the 
tax by the bunker fuel supplier is mandatory regardless of whether the 
buyer is a private concern or a governmental agency. Permission to 
omit separate billing of the tax, applies to sales to state governments 
as well as to the federal government. On all other sales, the transpor- 
tation tax, which amounts to four cents a ton, must be stated sepa- 
rately, as heretofore. 

(Amendment 28 to Maximum Price Regulation 189—Bituminous 
Coal Sold for Direct Use as Bunker Fuel—effective May 28, 1945.) 





TRAIN RADIO TELEPHONE TEST 


The Santa Fe Railway announces that a mile-long freight 
train equipped with improved end-to-end radio telephone facil- 
ities, and carrying observers from the British Corps of Royal 
Engineers and the Federal Communications Commission, made 
the 900-mile run from Bakersfield, Calif., to Belen, N. M., 
leaving the former point May 10. The purpose of the trip, 
acrording to the announcement, was to test improvements in 
the radio telephone equipment resulting from findings made 
on a previous Bakersfield-Chicago run. 

Those on board the train were: J. A. Parkinson, Chicago, 
superintendent of communications for the Santa Fe System; 
Col. F. N. Petty and Capt. N. G. Cox, British army observers; 
James M. Chapple, Los Angeles, inspector in charge of F. C. C. 
field officers; L. R. Thomas, Santa Fe System electronics en- 
gineer; R. R. Moon, manager of the’ west coast branch of Bendix 
Radio; H. A. Varley, field service engineer for Bendix; and 
Cc. O. Overbey, Los Angeles, assistant superintendent of com- 
munications for the Santa Fe. 
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May 26, 1945 


Executive Control of I. C. C. 


Truman Asks for Authority to Reorganize All Agencies 
in Executive Branch of Government—Commission 
Involved in Proposal 


By STANLEY H. SMITH 


e By a message sent to Congress, May 24, asking for “broad 
and flexible” legislation to enable him to initiate reorgan- 
ization of all agencies in the executive branch of the govern- 
ment, President Truman is believed. to have squarely raised the 
issue as to executive control of the Commission. 

No agency of the executive branch of the government 
should be exempted from the scope of the legislation, said the 
President in his message. Such legislation, it was pointed out 
by those familiar with efforts to place the Commission under a 
Cabinet officer, would apply to the Commission unless that 
body were specifically exempted from the act by Congress. 

If such authority were granted by Congress, it did not 
necessarily follow that the President would exercise it with 
respect to the Commission, said Wilbur La Roe, Jr., well-known 
commission practitioner who opposed cabinet control of the 
Commission recently when it was rumored that a proposal to 
place the Commission within the Department of Commerce 
under Secretary Henry A. Wallace was under consideration 
(see Traffic World, March 10, p. 582, and March 17, p. 651). 
However, Mr. La Roe added, legislation enabling the President 
to place the Commission in a cabinet department ought not to 
be enacted. Commission practitioners were expected to mo- 
bilize opposition to the inclusion of the Commission in the 
legislation asked by the President and to ask Congress to ex- 
empt the Commission if reorganization legislation were enacted. 

In his message the President referred to his authority 
under the war powers act to effect reorganization but he pointed 
out that this act was temporary. He believed that “conversion 
of the executive branch of the government” was necessary in 
the interest of efficient handling of the government’s business. 


Reasons for Request 


“Quite aside from the disposition of the war organization 
of the government, other adjustments need to be made cur- 
rently and continuously in the government establishment,” said 
the President, adding: 


From my experience in the Congress, and from a review of the per- 
tinent developments for a period of forty years preceding that exper- 
ience, I know it to be a positive fact that, by and large, the Congress 
cannot deal effectively with numerous organizational problems on an 
individual item basis. The Congressional Record is replete with ex- 
pressions of members of the Congress, themselves, to this effect. Yet it 
is imperative that these matters be dealt with continuously if the gov- 
ernment structure is to be reasonably wieldy and manageable, and be 
responsive to proper direction by the Congress and the President on 
behalf of the people of this country. The question is one that goes 
directly to the adequacy and effectiveness of our government as an 
instrument of democracy. 

Suitable reshaping of those parts of the executive branch of the 
government which require it from time to time is necessary and desir- 
able from every point of view. A well organized executive branch will 
be more efficient than a poorly organized one. It will help materially 
in making manageable the government of this great nation. A number 
of my predecessors have urged the Congress to take steps to make the 
executive branch more business-like and efficient. I welcome and urge 
the cooperation of Congress to the end that these objectives may be 
attained. 

‘‘Presidential Initiative’’ 


Experience has demonstrated that if substantial progress is to be 
made in these regards, it must be done through action initiated or taken 
by the President. The results achieved under the economy act (1932), 
as amended, the reorganization act of 1939, and Title I of the first war 
powers act, 1941, testify to the value of Presidential initiative in this 
field. 

Congressional criticisms are heard, not infrequently, concerning 
deficiencies in the executive branch of the government. I should be 
less than frank if I failed to point out that the Congress cannot con- 
sistently advance such criticisms and at the same time deny the Presi- 
dent the means of removing the causes at the root of such criticisms. 

Accordingly, I ask the Congress to enact legislation which will make 
it possible to do what we all know needs to be done continuously and 
expeditiously with respect to improving the organization of the execu- 
tive branch of the government. In order that the purposes which I have 
in mind may be understood, the following features are suggested: (a) 
the legislation should be generally similar to the reorganization act of 
1939, and part 2, Title I of that act should be utilized intact, (b) the 
legislation should be of permanent duration, (c) no agency of the execu- 
tive branch should be exempted from the scope of the legislation, and 
(c) the legislation should be sufficiently broad and flexible to permit 
of any form of organizational adjustment, large or small, for which 
necessity may arise. 

It is scarcely necessary to point out that under the foregoing ar- 
rangement (a) necessary action is facilitated because initiative is placed 
in the hands of the President, and (b) necessary control is reserved 
to the Congress since it may, by simple majority vote of the two Houses 
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nullify any action of the President which does not meet with its ap- 
proval. I think, further, that the Congress recognizes that particular 
arrangement as its own creation, evolved within the Congress out of 
vigorous efforts and debate extending over a period of two years and 
culminating in the enactment of the reorganization act of 1939. 

Therefore, bearing in mind what the future demands of all of us, 
I earnestly ask the Congress to enact legislation along the foregoing 
lines without delay. 


Check on Proposals 


In connection with the President’s message, the White 
House made available the following explanation with respect 
to the reorganization act of 1939: 


The reorganization act of 1939 (referred to in the President’s reor- 
ganization message today) provided a method for improving the or- 
ganization of the executive branch of the government and of the execu- 
tive agencies. Its predominant feature was that such improvements 
could be accomplished through Presidential initiative, subject only to 
disapproval of any proposed action of the President by a majority of 
each of the two Houses of Congress within a period of 60 days. The 
general objective of. the act was to promote effective administration, 
economy, and efficiency. To this end it provided for the grouping, co- 
ordination, consolidation, and abolition of agencies, and for the elimina- 
tion of overlapping and duplication of effort. 

Part 2 of Title I of the act (to which reference is made in the mes- 
sage) provided a special method of handling, in the two Houses of 
Congress, any proposal submitted by the President under the act. The 
primary purpose of this method was to insure that any opponents in 
Congress of any proposal submitted by the President would have an 
opportunity to have a resolution of disapproval acted upon prior to the 
expiration of the 60-day period—at the end of which the proposal of 
the President would otherwise become effective. 

Various proposals were submitted to Congress by the President 
during 1939 and 1940, all of which became effective. In this manner the 
Federal Security Agency, the Federal Works Agency, and the Federal 
Loan Agency were established; agricultural credit functions were cen- 
tered in the Departmet of Agriculture; the Fiscal Service of the Treas- 
ury Department was established; and numerous other changes in the 
organization of the executive branch were made. 


Air Body Reorganized 


Though not mentioned in the foregoing, the independent 
Civil Aeronautics Authority was reorganized by President 
Roosevelt under the 1939 act, its regulatory functions being 
turned over to the Civil Aeronautics Board, “housed” within 
the Department of Commerce as an independent agency, while 
other functions required by the civil aeronautics act were turned 
over to the Civil Aeronautics Administration of the Department 
of Commerce. The President’s reorganization order in this in- 
stance was disapproved by the House but. not by the Senate 
and it became effective June 30, 1940. Legislation has been 
proposed in Congress to reestablish the Civil Aeronautics Au- 
thority with the entirely independent status it originally had. 


Commission Exempted in 1939 Act 


The reorganization act of 1939 specifically exempted from 
the President’s reorganizing power the Commission, the Rail- 
road Retirement Board, the National Railroad Adjustment 
Board, the National Mediation Board, the Federal Trade Com- 
mission, the Federal Communications Commission, the Securi- 
ties and Exchange Commission, the Maritime Commission, the 
Federal Power Commission, the Civil Service Commission, the 
Coast Guard, the Engineer Corps of the United States Army, 
the Mississippi River Commission, the General Accounting 
Office, the National Labor Relations Board, the Board of Tax 
Appeals, the United States Employes’ Compensation Commis- 
sion, the United States Tariff Commission, the Veterans’ Ad- 
ministration, the Federal Deposit Insurance Corporation, and 
the Board of Governors of the Federal Reserve System. 

As pointed out heretofore, the President asks in his mes- 
sage that such exemptions be omitted from the legislation 
which he is seeking. 


RATE BUREAU REGULATION 


Changes in H. R. 2536, the Bulwinkle bill exempting agree- 
ments between common carriers subject to the interstate com- 
merce act from application of the anti-trust laws when such 
agreements have been approved by the Commission (see Traffic 
World, March 10, p. 568), have been recommended by the execu- 
tive committee of the National Industrial Traffic League. 

H. R. 2536, said E. F. Lacey; executive secretary of the 
League, included matters other than procedure before rate 
committees, the League having approved proposals as to ex- 
empting rate procedure from the anti-trust laws. With respect 
to the changes recommended by the League, Mr. Lacey said: 


In brief, these changes would provide against agreements be- 
tween carriers of different class with respect to rates, except as to 
matters of transportation under joint rates or over through routes; 
would assure the right of independent action by individual carriers, 
and would provide for complaints to the Commission against any action 
taken under an agreement theretofore approved by it. 

The changes approved by the executive committee conform to 





1398 


policies heretofore adopted by the League and, in the judgment of the 
executive committee, assure shippers adequate protection. We under- 
stand these changes are acceptable to the sponsors of the bill. 

This bill is of transcendent importance both to the shippers and 
carriers of the country. 


Motor Carrier Reparation Bill 


The Commission’s legislative committee, consisting of Com- 
missioners Splawn, Mahaffie, and Rogers, has notified Chairman 
Wheeler, of the Senate interstate commerce committee, that it 
favors the amendment proposed in Senator Shipstead’s bill, 
S. 798, that would have the effect of authorizing awards of 
reparation against motor carriers. The committee, in its letter 
to Senator Wheeler, added that if the proposed amendment re- 
garding motor carrier reparations was adopted it would also 
favor adding corresponding provisions to parts. III and IV of 
the interstate commerce act relating, respectively, to water car- 
riers and freight forwarders. With the suggested modifications 
included, the committee recommended that S. 798 be passed. 


With respect to a provision of the Shipstead bill increasing 
the limitation period for recovery of overcharges by carriers 
subject to part I of the act from two years to four years, the 
Commission’s legislative committee said it was not now inclined 
to recommend that the period should be increased, but that if 
Congress should think otherwise, the committee believed the 
period should not be more than three years. 


On the subject of awards of reparation against motor car- 
riers, the committee quoted a letter of the late Commissioner 
Eastman, dated January 29, 1940, to Senator Wheeler and to 
Chairman Lea, of the House interstate and foreign commerce 
committee, in which he had said: 


Part II does not now impose such a liability on motor carriers, and 
while we think it probable that ultimately such a liability should be 
imposed, the Commission has not heretofore been disposed to recom- 
mend this until conditions in the motor carrier industry have been 
more nearly worked out. 


Continuing the legislative committee said: 


Five years have elapsed since the foregoing was written, and we 
believe that the time has arrived when this liability may properly be 
imposed. We therefore favor the amendment proposed in section 2 of 
S. 798. 

At the same time we point out that part III of the act does not 
provide for awards of reparation against all water carriers subject 
thereto, as such carriers on the rivers and inland canals are excepted 
fom the provisions of section 308. Also part IV is silent as to awards 
of reparation. If part II of the act is amended as proposed in S. 798, 
we believe that it would be appropriate and desirable at the same time 
to add corresponding provisions to parts III and IV. 


Water Carrier Provisions 


The legislative committee suggested addition of three new 
sections to the bill to incorporate the recommended changes. 

In a proposed section 3 of the bill, relating to water car- 
riers, the committee would include, among other things a sub- 
division providing that all actions at law by carriers subject 
to part III of the act for recovery of their charges should be 
begun within two years after the time the cause of action ac- 
crued, and not after. Another subdivision would provide that 
all complaints against carriers for the recovery of damages not 
based on overcharges should be filed with the Commission with- 
in we years from the time the cause of action accrued, and 
not after. 


For the recovery of overcharges action at law should be 
begun or complaint filed with the Commission against carriers 
subject to part III of the act within four years from the time 
the cause of action accrued, and not after, according to the 
suggestion in the committee’s letter, but it was explained at 
the Commission’s offices that “four years” was in error and that 
it was intended that the limitation should be for two years. 
The limitation was to be subject to an exception that if the 
claim for the overcharge had been presented to the carrier 
within the period of limitation such period should be extended 
to include six months from the time the notice in writing was 
given by the carrier to the claimant of disallowance of the 
claim, or any part or parts thereof, specified in the notice. 

The committee suggested further subsections relating to 
water carriers as follows: 


(d) If on or before expiration of the two-year period of limitation 
in subdivision (b) or the two-year period of limitation in subdivision 
(c) a carrier subject to this part begins action under subdivision (a) 
for recovery of charges in respect of the same transportation service, 
or, without beginning action, collects charges in respect of that service, 
said period of limitation shall be extended to include ninety days from 
the time such action is begun or such charges are collected by the 
carrier, 

(e) The amendments of this subsection (e) (1) made by this act 
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shall apply to and embrace only cases in which the cause of action 
may accrue on and after the date of the enactment thereof. 


Freight Forwarder Provisions 


The committee proposed that two new sections, designated 

a 4 and 5, relating to freight forwarders, be added to 
e " 

The provisions with respect to the forwarders are similar 
to those for the other carriers. They provide that all actions 
at law by freight forwarders for the recovery of their charges, 
or any part thereof, shall be begun within two years from the 
time the cause of action accrues, and not after. It is further 
provided that all complaints against freight forwarders for the 
recovery of damages not based on overcharges shall be filed 
with the Commission within two years from the time the cause 
of action accrues, and not after, subject to paragraph 8 in the 
following: 


(7) For recovery of overcharges action at law shall be begun or 
complaint filed with the Commission against freight forwarders subject 
to this part within two years from the time the cause of action accrues, 
and not after, subject to paragraph 8 of this section, except that if claim 
for the overcharge has been presented in writing to the freight for- 
warder within the two-year period of limitation said period shall be 
extended to include six months from the time notice in writing is given 
by the freight forwarder to the claimant of disallowance of the claim, 
or any part or parts thereof, specified in the notice. 

(8) If on or before expiration of the two-year period of limitation 
in paragraph (6) or of the two-year period of limitation in paragraph 
(7) a freight forwarder subject to this part begins action under para- 
graph (5) for recovery of charges in respect of the same service, or, 
without beginning action, collects charges in respect of that service, said 
period of limitation shall be extended to include ninety days from the 
time such action is begun or such charges are collected by the freight 
forwarder. 

(9) The cause of action in respect of a shipment of property shall, 
for the purposes of this section, be deemed to accrue upon delivery 
or tender of delivery thereof by the freight forwarder, and not after. 

(10) A complaint for the enforcement of an order of the Commis- 
sion for the payment of money shall be filed in the district court or 
the state court within one year from the date of the order, and not 
after. 

(11) The term ‘‘overcharges’’ as used in this section shall be deemed 
to mean charges for services in excess of those applicable thereto under 
the tariffs lawfully on file with the Commission. 

(12) The provisions of this section shall extend to and embrace 
only cases in which the cause of action may accrue on and after the 
date of the enactment of this section, 


Proposed Legislation 


A bill (H. R. 3262) to give the Commission the power to 
regulate intrastate motor carrier rates to remove advantage, 
preference, prejudice, or discrimination affecting interstate 
commerce has been introduced by Representative Cole, of 
Missouri. 

The bill would strike out the proviso in subsection (e) of 
section 216 which reads as follows: 


That nothing in this part shall empower the Commission to pre- 
scribe, or in any manner regulate, the rate, fare, or charge for intra- 
state transportation, or for any service connected therewith, for the pur- 
pose of removing discrimination against interstate commerce or for any 
purpose whatever. 


The bill would add a new paragraph to subsection (e) 
reading as follows: 


(2) Whenever in any investigation under this part, or in any investi- 
gation instituted upon petition of the carrier concerned, which petition 
is hereby authorized to be filed, there shall be brought in issue any rate, 
fare, charge, classification, regulation, or practice of any common car- 
rier by motor vehicle, made or imposed by authority of any state, the 
Commission, before proceeding to hear and dispose of such issue, shall 
cause the state or states interested to be notified of the proceeding. The 
Commission may confer with the authorities of any state having regula- 
tory jurisdiction over the class of common carriers subject to this part 
with respect to the relationship between rate structures and practices 
of such carriers subject to the jurisdiction of such state regulatory 
bodies and of the Commission; and to that end the Commission is au- 
thorized, under rules to be prescribed by it, to hold joint hearings with 
any such state regulatory bodies on any matters wherein the Commis- 
sion is empowered to act and where the rate-making authority of a state 
is or may be affected by the action taken by the Commission. Whenever 
in any such investigation the Commission, after full hearing, finds that 
any such rate, fare, charge, classification, regulation, or practice causes 
any undue or unreasonable advantage, preference, or prejudice as be- 
tween persons or localities in intrastate commerce on the one hand and 
interstate or foreign commerce on the other hand, or any undue, unrea- 
sonable, or unjust discrimination against interstate or foreign commerce, 
which is hereby forbidden and declared to be unlawful, it shall prescribe 
the rate, fare, or charge, or the maximum or minimum, or maximum and 
minimum, thereafter to be charged, and the classification, regulation, or 
practice thereafter to be observed, in such manner as, in its judgment, 
will remove such advantage, preference, prejudice, or discrimination. 
Such rates, fares, charges, classifications, regulations, and practices shall 
be observed while in effect by the common carriers by motor vehicle 
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parties to such proceeding affected thereby, the law of any state or the 
decision or order of any state authority to the contrary notwithstanding.” 


Senator Stewart, of Tennessee, has introduced S. 1022, a 
pill to supplement the federal-aid road act, to authorize ap- 
propriations for post-war construction of greatly needed rural 
local roads, to provide for the creation within the Federal 
Works Agency of a new administration to administer the pro- 
visions of the act, to provide for the immediate preparation of 
plans and acquisition of rights-of-way, and to cushion the post- 
war conversion to peacetime economy. The bill would authorize 
appropriation of $1,125,000,000 to become available at the rate 
of $375,000,000 a year for each of the three years immediately 
following the termination of the war. 

Senator Stewart has introduced S. 1019, a bill to amend 
the railroad retirement act of 1937 so-as to provide for an 
annuity for total and permanent disability after ten ‘years’ 
service. 

Representative Rogers, of Florida, has introduced H: R. 
3255, a bill conferring jurisdiction on the District Court of the 
United States for the Southern District of Florida to hear, de- 
termine, and render judgment in favor of all persons for dam- 
ages or losses arising or resulting from the construction, further 
development, and improvement of the Intercoastal Waterway, 
from Jacksonville, Fla., to Miami, Fla. 

Senator Overton, of Louisiana, for Senator Andrews, of 
Florida, has introduced S. 1030, a bill providing that the ad- 
miralty and maritime jurisdiction of the United States shall 
extend to and include all cases of damage or injury, to person 
or property, caused by a vessel on navigable water, notwith- 
standing that such damage or injury be done or consummated 
on land. In any such case suit may be brought in rem or in 
personam according to the principles of law and the rules of 
practice obtaining in cases where the injury or damage has 
been done and consummated on navigable water, the bill pro- 
vides. The bill was referred to the judiciary committee. 

By a vote of 11 to 6, the Senate committee on education 
and labor has favorably reported S. 101, a bill to prohibit dis- 
crimination in employment because of race, creed, color, na- 
tional origin, or ancestry. The bill would create a permanent 
Fair Employment Practice Commission for the purpose of 
securing enforcement of rights declared in the bill and pre- 
venting unfair employment practices by employers and labor 
unions. 

Senator Barkley, of Kentucky, has introduced S. 1037, a 
bill to provide for water-pollution-control activities in the 
United States Public Health Service. 


PETROLEUM PIPELINE BILL 


The Senate has passed H. R. 2600, extending the petroleum 
pipeline construction act to June 30, 1946, instead of June 30, 
1947, as provided in the bill as it was passed by the House. 


W. MD. LABOR REPRESENTATIVE 

The Railroad Workers Industrial Union Division, District 
50, United Mine Workers, has been certified by the National 
Mediation Board as railway labor act representative of the 
locomotive engineers, locomotive firemen, hostlers, and helpers 
employed by the Western Maryland railway, it was announced 
by the board. It was said that the certification resulted from 
recent elections. The engineers and firemen were formerly 
represented by the Association of Locomotive Enginmen of 
Maryland, Inc., and the hostlers by the Western Maryland Em- 
ployes Association, Inc., according to. the board. 


Rail Labor Shortage 


Calling attention to heavy demands on American railroads 
due to the Pacific war, the national management-labor policy 
committee of the War Manpower Commission May 23 urged 
bong former railroad workers in the Army be released to their 
old jobs. 

The committee, it was announced by Frank P. Fenton, 
acting chairman of the committee and director of organization 
of the American Federation of Labor, adopted a_resolution 
urging that the War Department “screen and demobilize” 
soldiers who formerly were railroad employes, to permit them 
to resume their former employment. The committee will for- 
ward the resolution to Paul V. McNutt, W. M. C. chairman, 
for his action. 

Prior to the adoption of the resolution, members of the 
committee said that needs for additional workers had become 
more pressing since V-E Day, particularly on western railroads. 

ere was a need for switchmen, brakemen and firemen, skilled 
trades journeymen, helpers and apprentices, telegraphers, 
freight handlers, track workers and other laborers, they said. 

Ur. J. H. Parmelee, director of the Bureau of Railway 








1399 


Economics, American Association of Railroads, and manage- 
ment member of the committee, told the committee that de- 
mands on the railroads would continue heavy for many months 
to come. An increase in movement of war materials to the 
west coast, he said, had already started and would build up 
rapidly. The shipment of wheat, other foodstuffs, clothing and 
rehabilitation materials to the devastated areas of Europe was 
steadily increasing, Dr. Parmelee said. 

A heavy burden on the railroads would be the transporta- 
tion of members of the armed forces who will soon be arriving 
in large numbers for furloughs, reassembly, and reassignment, 
it was pointed out. The usual wheat and other crop harvests 
would require maximum distribution facilities, committee mem- 
bers said. 


ILLINOIS CENTRAL STRIKE THREAT 


Officials of the Illinois Central Railroad were informed 
May 24 that the President had appointed a three-man emergency 
board to investigate a dispute arising out of a question of 
seniority for firemen promoted to engineers. An official of the 
railroad said negotiations had been in progress for some time 
because of a difference in the wording of the contracts govern- 
ing seniority of engineers and firemen, and that the Brotherhood 
of Locomotive Firemen and Enginemen had originally set 
April 25 as the strike date, but that, at the request of the 
Railway Mediation Board, the date had been postponed to 
May 25. Appointment of the emergency board automatically 
holds up strike action. 


End of Chicago Truck Strike 


Following President Truman’s order to the Office of De- 
fense Transportation to seize and operate the 1,200 trucking 
companies affected by a walkout of drivers in Chicago, offi- 
cers of the Independent Chicago Truck Drivers Union Local 
705 called off their week-long strike May 23. By mid-morning 
of May 24 most of the striking workers had returned to work 
in good faith, O. D. T. officials reported. The companies were 
taken over by O. D. T. at midnight May 23 under the Pres- 
ident’s order and were still technically in the custody of O. D. T., 
though no physical take-over had taken place, nor had notices 
been posted, O. D. T. officials said the morning of May 24. 

The President’s executive order called on Director John- 
son, of the O. D. T., to carry out the seizure. Director Johnson 
immediately named Ellis T. Longenecker, assistant director of 
the O. D. T. highway transport department and federal man- 
ager of truck lines which the O. D. T. seized in several mid- 
western states last fall, to take over the lines. Mr. Longenecker 
and Clair M. Roddewig, O. D. T. general counsel, were in Chi- 
cago to make a study of the situation, and a public statement 
from them was expected. 

The National War Labor Board had by unanimous vote on 
May 22 referred the Chicago drivers’ strike to Economic Sta- 
bilization Director Davis for “appropriate action.” The strik- 
ing drivers sought $47 to $56.50 for a 48-hour week, compared 
with the previous 51-hour scale of $42.50 to $51.50. 

During the strike several suits were filed against Local 705 
and three of its officers by trucking companies who claimed 
each of them had suffered damages estimated to be in excess 
of one million dollars. One of the firms, the Keeshin Motor 
Express Co., was balking at rehiring those of its drivers who 
were members of the independent Local 705, an O. D. T. official 
said. 

It was reported that the National War Labor Board had 
agreed to call a public hearing in connection with the drivers’ 
demands. No confirmation of this was possible. Local 705 said 
the N. W. L. B. telegram was in the possession of its attorney, 
Raymond Hayes, but he could not be reached. 


Though all 1,123 Chicago trucking companies affected by 
the recent walkout of the Independent Local 705 are in the 
custody of the United States government, they are running 
under their own management, the Office of Defense Transpor- 
tation reported May 25. Operations were back to normal, the 
O. D. T. said. 

The only incident to develop was that at the Keeshin Motor 
Express Co., where John L. Keeshin, head of the company, 
demanded that returning strikers sign new employment cards. 
The men refused on the grounds that the step would mean loss 
of seniority, vacation and back pay. When they threw a picket 
line around the terminal, Ellis T. Longenecker, O. D. T.’s fed- 
eral manager of the seized truck lines, conferred with Mr. 
Keeshin, and later served an order on him stating that the 
company was in the possession of the United States, that opera- 
tions were to proceed, and that employes were to resume work 
with all seniority rights and benefits intact. Work was then 
resumed, and the O. D. T. stated the incident was “closed.” Mr. 
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Longenecker said that “both labor and management have given 
us full cooperation.” 

However, an official of the Keeshin company said it was 
Mr. Keeshin’s intention to discharge the workers who had 
walked out after the O. D. T. relinquished possession of the 
company. 

A special meeting of the Central Motor Freight Association, 
called by its labor negotiations committee, was held May 24 at 
the Continental Hotel, Chicago, where problems growing out of 
the strike were discussed, as were pending negotiations with 
the International Brotherhood of Teamster’s Local 705 (A. F. 
of L.) and with mechanics of the trucking companies. 


NEGRO DRIVER DISCRIMINATION 


Complaints of discrimination against Negroes because of 
their race or color in the hiring of truck drivers, involving the 
International Brotherhood of Teamsters, Chauffeurs, Ware- 
housemen and Helpers of America, Local 299, and eleven De- 
troit trucking companies, would be examined publicly in Detroit, 
June 2, by the Committee on Fair Employment Practice, 
Malcolm Ross, chairman, announced May 23, adding: 


Notices of hearing have been sent to the union and the companies, 
and attorneys Simon Stickgold and Frank D. Reeves of the Commit- 
tee’s legal staff, have been designated as F. E. P. C. counsel. 

The eleven companies named in the F. E. P. C. statement of 
charges are the White Star Trucking Co., Mannion Express Co., Mc- 
Farren Cartage Co., Shippers Dispatch, Inc., Opland Trucking Co., De- 
troit Delivery Co., Dealers Transport Co., Associated Truck Lines, 
Fourteenth Avenue Cartage Co., U. S. Truck Co., and Douglas Truck- 
ing Lines, Inc. All are alleged to be doing war work. 

According to the complaints, qualified Negro truck drivers are re- 
fused employment by the companies solely on account of race, because 

of the existence of closed shop agreements between the union and each 
* firm, and the union’s opposition to employment of Negroes as truck 
drivers. The agreement provides that all truck drivers employed by 
the companies must be members of the union, thus allowing the union 
actual control over hiring. 


RETIREMENT BOARD FIGURES 


Railroad Retirement Board benefit payments certified in 
March rose to $12,163,000, almost $302,000 higher than the 
previous peak month of February. Annuity applications num- 
bered 2,145, highest for any month since February, 1941. Pen- 
sions in force numbered 18,876, the average pension being $59.37. 
The 3,835 survivor annuities in force at the end of March were 
at an average monthly rate of $31.76, and the 426 death benefit 
annuities were at an average of $34.13. 

The board stated that unemployment insurance operations 
in March showed little change. A total of 576 applications for 
certificate of benefit rights, and 4,233 claims for benefits, were 
filed. In March, 3,588 payments totaling $98,594 were certified. 
New accounts were established for 380 workers, and 83 bene- 
ficiaries exhausted their accounts. In the January-March quar- 
ter, unemployed railroad workers received $307,355 in benefits. 
Of the total of 1,866 new accounts opened in this period, more 
than one-fourth were for maintenance of way laborers, and one- 
fourth were for train and engine service employees. 

The board said 133,746 placements were reported in March, 
a rise of 28 per cent over February. Of the 104,887 primary 
placements, 88,045 were of civilians and 16,842 of servicemen. 
The 28,859 supplementary placements reported exceeded the 





Revenue Freight Loading 


Loading of revenue freight the week ended May 19 totaled 
868,634 cars, according to the Association of American Rail- 
roads. This was 30,127 cars.or 3.6 per cent above the pre- 
ceding week, 1,441 cars or two-tenths of one per cent below 
the corresponding week of 1944, and 24,792 cars or 2.9 per cent 
above the corresponding week of 1943. 
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corresponding figure for February by 9,570. Since the program’s 
inception, 100,600 Mexican workers have been placed in railroad 
jobs. Of the 389,280 placements reported in the first quarter of 
this year, 362,797 were made through board offices. 


Revenue Traffic Statistics 


Ton-miles of revenue freight handled by Class I steam 
railways, exclusive of switching and terminal -companies, 
totaled 55,462,959,000 in February, 1945, as compared with 
59,306,333,000 in February, 1944, and 112,308,101,000 in the two 
months ended with February, 1945, as against 119,794,327,000 
in the like 1944 period, according to a compilation by the 
Commission’s Bureau of Transport Economics and Statistics of 
revenue traffic statistics of those roads, statement M-220. 

Revenue tons carried in February, 1945, totaled 218,335,527, 
as against 238,817,480 in February last year, and 445,075,070 
in the two months ended with February, 1945, as against the 
corresponding 1944 figure of 473,734,377. Freight revenues 
totaled $537,104,381 in February, 1945, as compared with $551,- 
711,751 in February, 1944, and $1,096,229,397 in the two months 
ended with February, 1945, as against $1,100,366,939 in the 
corresponding 1944 period. 

Revenue passengers carried totaled 68,066,844 and pas- 
senger revenues amounted to $125,846,894 in February, 1945, 
as against 68,711,636 revenue passengers and revenues of $135,- 
869,344 in February, 1944. For the two months ended with 
February, 1945, revenue passengers carried totaled 143,061,512, 
and passenger revenues amounted to $265,093,990, as against 
140,924,218 revenue passengers, and $275,995,439 in revenues 
for the like 1944 period. 

Freight traffic averages for February, 1945, compared with 
February, 1944, respectively, were reported as follows: 

Miles a revenue ton a road, 254.0 and 248.3; revenue a 
ton-mile, 0.968 cents and 0.930 cents; and revenue a ton a road, 
$2.46 and $2.31. 

For the two months ended with February, 1945, compared 
with the like 1944 period, freight traffic averages were, re- 
spectively: 

Miles a revenue ton a road, 252.3 and 252.9; revenue a ton- 
mile, 0.976 cents and 0.919 cents; and revenue a ton a road, 
$2.46 and $2.32. 


FREIGHT CAR REPORT 


U. S. railroads reported a daily average shortage of 10,117 
freight cars for the week ended May 12, and a daily average 
surplus of 17,499 freight cars in the same week, according to 
the car service division of the Association of American Rail- 
roads. Comprising the shortage figure were the following: Plain 
box, 9,643; auto box, 257; flat cars, 158; gondolas, 59. The sur- 
plus was made up of 2,370 plain box cars, 17 auto box cars, 230 
flat cars, 1,781 gondolas, 4,057 hoppers, and 9,037 miscellaneous 
type cars. 

In the week ended May 19, the U. S. railroads reported a 
daily average shortage of 7,347 freight cars and a daily average 
surplus of 18,662 freight cars, according to the A. A. R. car 
service division. Constituting the shortage were cars of the fol- 
lowing types: Plain box, 6,893; auto box, 172; flat cars, 177; 
gondolas, 71, and miscellaneous, 34. The surplus figure con- 
sisted of 1,913 plain box cars, 23 auto box cars, 309 flat cars, 
1,701 gondolas, 5,797 hoppers, and 8,919 miscellaneous. 


ROLLING STOCK ADDITIONS 
Class I railroads on May 1, 1945, had 33,727 new freight 
cars on order, according to the Association of American Rail- 
roads. On the same date last year, they had 44,458 on order. 
Ne wfreight cars on order on May 1, this year, included 
5,300 hopper, 5,363 gondolas, 1,332 flat, 17,607 plain box, 1,800 


Revenue Freight Car Loading—Week Ended Saturday, May 19 


Grain and Live 
grain-prod. stock Coal 
{ 1945 53,189 14,302 148,599 
yi a rrr { 1944 40,600 14,486 175,576 
| 1943 42,929 13,334 166,812 
Preceding week May 12........... 1945 49,498 16,027 139,492 
Per cent increase over............ 1944 31.0 
Per cent decrease under.......... 1944 3 15.4 
Per cent increase over............ 1943 23.9 7.3 
Per cent decrease under.......... 1943 10.9 
{ 1945 916,229 299,395 3,203,916 
Cumulative 20 weeks to May 19. { 1944 930,014 305,653 3,497,542 
| 1943 938,015 274,330 3,353,516 
Per cent increase over............ 1944 
Per cent decrease under.......... 1944 1.5 2.0 8.4 
Per cent increase over............ 1943 9.1 
Per cent decrease under.......... 1943 2.3 4.5 


Forest Mdse. 
Coke Products Ore L. C. L. Miscelianeous Total 
14,665 43,803 80,959 108,369 404,748 868,634 
14,854 46,831 86,795 104,546 386,387 870,075 
14,245 44,645 84,003 96,934 380,940 843,842 
14,913 42,926 75,083 108,474 392,094 838,507 
3.7 4.8 
1.3 6.5 6.7 2 
2.9 11.8 6.2 2.9 
1.9 3.6 
292,153 810,173 636,474 2,094,703 7,761,803 16,014,846 
299,571 867,602 616,764 2,083,487 7,476,861 16,077,494 
295,594 $15,454 552,321 1,890,563 7,354,408 15,474,201 
3.2 As 3.8 
25 6.6 A 
15.2 10.8 5.5 3.5 
1.2 6 
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automobile, 2,188 refrigerator, and 37 stock freight cars and 50 
miscellaneous cars. 

They also had 554 locomotives on order on May 1, this 
year, compared with 705 on the same day in 1944. The number 
on order on May 1, 1945, included 125 steam, two electric, and 
427 Diesel locomotives compared with 228 steam, two electric 
and 475 Diesel one year ago. 

Class I railroads put 16,314 freight cars in service in the 
first four months this year compared with 10,062 in the same 
period last year. Those installed in the first four months this 
year included 5,190 hopper, 2,623 gondola, 66 flat, 202 stock, 
334 refrigerator, 477 automobile box, 7,422 plain box freight 
cars. 

They also put 55 new locomotives in service in the first 
four months of which 13 were steam, and 42 were Diesel. New 
locomotives installed in the same period last year totaled 191, 
which included 32 steam and 159 Diesel. 


Economic Future of the West 


C.. a Johnson, chairman of the western association of rail- 
way executives, Chicago, told the Pacific traffic association in 
San Francisco, May 22, that the west will emerge into the post- 
war era with the world’s largest ship and airplane building 
plants, expanded harbor facilities, steel plants and other war 
industries for which economical peace-time uses can be found. 
The west has an abundance and diversity of raw material close 
at hand, and across the Pacific are unlimited potential markets, 
he said, whose needs in great part can best be met from the 
western part of this country. 

Mr. Johnson warned against those economists “whose back- 
grounds suggest greater familiarity with politics than eco- 
nomics,” and who proclaim that “industry must provide 60 mil- 
lion jobs, along with shorter hours, guaranteed annual wages, 
and expanded social security.” 

Commenting on the action of government officials in filing 
“a sensational antitrust suit against the railroads late last sum- 
mer” for the announced purpose of enforcing price-cutting in 
transportation charges, Mr. Johnson said: 

“You probably know as well as I do, that at the time this 
country was drawn into the second World War, one-third of 
all the railroad mileage in the United States was either in re- 
organization or receivership. Obviously there were no excess 
profits in the price being charged for transportation. In many 


instances the prices .. . were not sufficient to cover the cost of 
producing the service. . . . Private industry cannot sell its prod- 
ucts or services at less than cost. Nobody can—except the 


government.” 

The speaker demanded speedy and drastic reduction in 
taxes, a cut in governmental expenditures, and the cessation of 
governmental competition “with its own taxpayers.” Taking 
exception to “direct or hidden subsidies to other forms of trans- 
portation,” he said such favoritism will “only make for higher 
transportation rates on the great bulk of the nation’s commerce 
which must continue to move by railway—or for government 
ownership and operation of the railroads at the expense of the 
taxpayer.” 

He said that in the west the wartime expansion of indus- 
trial facilities was more striking than elsewhere, and expressed 
hope that “the new economy of the west may provide the eco- 
nomic justification for their continued operation and that the 
thousands of industrious men and women who came west to 
ra these plants may become permanent partners in our 

uture.” 

Lower transportation rates, he believes, ‘‘will depend, not 
upon the good offices of the Department of Justice, but upon 
such further increases in efficiency as we can effect; upon con- 
tinued cooperation between carriers and shippers and between 
the carriers themselves; and upon further elimination of com- 
petitive wastes; upon lower costs of labor and materials and 
Supplies; upon reduction of taxes; and upon continuing to use 
the railroads to their full capacity.” 


NEW TYPE LOCOMOTIVE 


_ Eight railroads, the General Electric Co., and Babcock & 
Wilcox Co., have progressed in the cooperative development of 
a design for a steam turbine electric locomotive to the point 
where the railroads and the engineering companies expect the 
boiler of the locomotive to be ready for tests early in June. 
The second step, if the tests prove satisfactory, will be the build- 
ing of the locomotive and testing it in service. 

The railroads associated in the development are: The Nor- 
folk & Western Railway Co.; the Baltimore & Ohio Railroad; 
the Chesapeake & Ohio Railway; the Illinois Central Railroad; 
the Louisville & Nashville Railroad; the New York Central Rail- 
Toad; the Pennsylvania Railroad; the Reading Co.; and the 
Virginian Railway. 





Maritime Day Observance 


Maritime Day, May 22, was observed in accord with the 
proclamation issued by President Roosevelt April 5 under the 
joint resolution of Congress designating May 22 each year as 
National Maritime Day. 

In the Senate, May 21, addresses were made by Senator 
Bailey, of North Carolina, chairman of the Senate commerce 
committee; Senator Barkley, of Kentucky, majority leader in 
the Senate; Senator Thomas, of Utah; Senator Burton, of Ohio; 
and Senator White, of Maine. The senators praised the accom- 
plishments of the merchant marine in the war period and the 
expansion of American shipping in the war period under the 
Maritime Commission. 

The day commemorates the successful crossing of the . 
Atlantic by the first steamship—The Savannah—which left the 
United States on its voyage May 22, 1819. The Maritime Com- 
mission said world-wide ceremonies marked the tenth observ- 
ance of the day. Officials of the commission delivered addresses 
at meetings in Mobile, Ala.; Seattle, Wash.; San Francisco, 
New York and New Orleans. 

In the House, May 22, speeches in observance of Maritime 
Day were made by Chairman Bland, of the House merchant 
marine committee, and Representatives Martin, Herter, and 
McCormack, of Massachusetts; Welch and Patterson, of Cali- 
fornia; Jackson, of Washington; Ramspeck, of Georgia; Hale, 
of Maine; Bonner, of North Carolina; Havenner, of California; 
Buck, of New York; Knutson, of Minnesota; Combs and Lyle, 
of Texas. 

Vice Admiral Land, Maritime Commission chairman and 
war shipping administrator, in a Maritime Day address before 
the Mobile, Ala., Propeller Club, said he was “fed up with the 
eternal alibi that ‘a shortage of ships is responsible for all the 
difficulties of the war’.” 

“There are in 1945, under the United States flag, 4-1/2 
times as many ships as there were in 1939,” he said. “It is not 
a shortage of ships so much as it is temporary shortages of 
cargo at pier-heads, delayed turn-around, shortage of inland 
transportation, too extensive use of ships as floating store- 
houses, congestion of ports, selective discharge, shipping priori- 
ties, and a number of kindred ailments. They must bear their 
share in this ‘shortage of ships’ disease.” 

He said the Maritime Commission, to help to meet increased 
demands on the merchant fleet in connection with the war in 
the Pacific, was converting 100 fast Victory ships for the car- 
riage of military personnel. He said that other existing de- 
mands for merchant shipping meant that “within the next 
month or two we expect shipping to be tighter than at any time 
since the war began,” and that this status would continue for 
an indefinite time. 

Much of his address was presented in a question-and-an- 
swer form, and after saying that the answer to the question 
whether heavy subsidies would be necessary to support the 
U. S. Merchant fleet after the war was “no,” he stated that 
“the maximum annual cost for both operating and construction 
subsidies would not be greater than 44 cents per capita per 
year.” 

Address by Vickery 


Vice Chairman Vickery, of the Maritime Commission, in a 
Maritime Day address at Seattle, Wash., said that, though con- 
struction of special types of ships would continue, the majority 
of the nation’s shipyards would have “served their purpose” 
by the end of 1945. He said it was not the commission’s inten- 
tion “that our splendid new fleet be used to dominate the sea 
lanes, or to corner any more than America’s fair share of the 
business of transporting its exports and imports.” He noted 
that under the merchant marine act of 1936, however, it was 
the commission’s responsibility to insure that the American 
merchant marine was adequate and that it carried “a substan- 
tial portion” of our foreign trade. 

“Of some sixteen shipping lines connecting this port (Se- 
attle) with foreign countries before the war,” he said, “only 
four flew the American flag, and only one of those four made 
its home here. On the other hand, five of the foreign lines were 
Japanese, and, in view of the treacherous use they were put to, 
it would appear that someone will have to replace the services 
which their ships once provided. Perhaps we and our good 
friends to the north, the Canadians, might well give some ser- 
ious thought to that problem.” 

Later in his address, he said: 
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I was greatly encouraged the other day by the published statement 
of a national official of one of the longshoremen’s unions. He urged 
union members to recognize and prepare to keep up with the rapid 
development of methods of handling, storing, and stowing cargo. Fore- 
casting the adoption of belt-line loading and the elimination of the 
necessity for making-up and breaking-down loads at shipping centers, 
he called for cooperation of members of his union. With a progressive 
attitude like this, labor can be a tremendous factor in creating more 
business. Approaching the future with such a spirit, labor cannot lose. 

Similarly, the owners and operators of port facilities can encour- 
age business by streamlining services—and rates . 


Improvements at Ports 


Commissioner Woodward, of the Maritime Commission, in 
an address at Philadelphia, May 22, said the commission was 
continuing to explore ways and means of improving ships, 
tackle, and shoreside and port facilities. 

“We need everywhere improvement in our shoreside facili- 
ties to keep pace with the modern world,” he said. “This may 
mean scrapping and rebuilding of some of our docks and piers 
and a general modernization of our terminal facilities. In many 
instances, the improvements of the ships have shown that the 
shoreside facilities have not kept pace. One of the most im- 
portant factors in cost of operation is the time spent in port. 
Cost of cargo handling must be reduced. If we can cut down 
the time in port, we can carry goods more cheaply .. .” 


Commissioner Carmody, of the Maritime Commission, 
speaking at New Orleans on Maritime Day, said that Great 
Britain, the United States and the other Allied nations had, 
before the war, a total of 55,000,000 deadweight tons of mer- 
chant ships, to which was added 10,000,000 deadweight tons of 
“miscellaneous” shipping and 16,000,000 tons of shipping of the 
Axis nations. By the end of this year, he said, the “score”? would 
be 55,000,000 deadweight tons owned by the United States and 
22,000,000 tons owned by Great Britain. He added that tonnage 
for other Allies and neutrals, as well as for Axis nations, was 
not available. 


Captain Macauley, Maritime Commission member, in a 
Maritime Day address at San Francisco, said that “we must 
watch for efforts by cartel interests to regulate and restrict 
our products of industry for sale to foreign countries and there- 
by eliminate many of the cargoes that should be carried by our 
merchant marine to other nations.” He said he believed there 
was enough trade for all maritime nations, and that there cer- 
tainly was sufficient demand for United States products from 
nations decimated by war and from awakening peoples who 
had never known “the fullness of living that is ours.” 


S. D. Schell, executive director of the Maritime Commis- 
sion, in an address at Kansas City, Mo., May 22, after a dis- 
cussion of the question of ship subsidies, said: 


Let the foreigners raise their wage and living standards to ap- 
proach our levels and these differentials will be negligible and dis- 
appear. One of the greatest of American hopes for the future and our 
whole concept of international cooperation is to help all the peoples 
of the world improve their economic standards of living, to help all 
rise to the American way. Do the theoretical economists, who would 
utterly abandon our merchant marine to the cheaper foreign flag oper- 
ators, disregard these fundamental precepts, or do they ignore them?... 

If we had had a powerful navy and a strong merchant marine, there 
would not have been any World War II. Let’s keep them both and 
prevent a World War III. Let’s make sure treaties will be observed... 


Domestic Ship Subsidy Plan 


“Benefits of the construction differential subsidy should 
be extended to the domestic trade,” said Almon E. Roth, presi- 
dent of the National Federation of American Shipping, in an 
address before the Washington, D. C., Propeller Club. 

He made that suggestion—with the comment that it might 
“shock some people,” particularly the railroads—after having 
asserted that lack of suitable ship tonnage for post-war use 
applied particularly to this country’s coastwise trade “which 
requires small vessels especially adapted to cheaper handling 
of cargo and to shallow waters.” 

“Even if more suitable tonnage were available,” he said, 
“we cannot shut our eyes to the fact that pre-war experience 
has shown that our coastwise trade and a considerable portion 
of our intercoastal trade was unable to earn a reasonable return 
over a 20-year period on valuations which were much lower 
than the purchase prices now: being proposed for war-built 
vessels. 

“In this connection we must not overlook the fact that the 
railroads will probably make many technological improve- 
ments in their equipment and methods of handling cargo and 
traffic. The improvement of our highways, the increase in the 
size of trucks, the expanded use of Diesel engines and gas 
turbine motors, are all factors which must be reckoned with 
in appraising our post-war domestic competition.” 


TRAFFIC WORLD 


He said that the primary purpose of the construction dif- 
ferential subsidy in its present application was to encourage 
the construction of vessels in American. shipyards in order 
that the United States might have available the nucleus of 
a shipbuilding industry in time of emergency. 

“This laudable objective,” he continued, “will be served 
as well by the construction of ships for the domestic trade as 
for foreign operation. If it were not for the law which pre- 
cludes domestic operators from using foreign-built ships in 
the domestic trade, our coastal and intercoastal operators could 
buy their ships in foreign markets at costs approximating 50 
per cent of the domestic cost of construction. This law is 
obviously a tariff on foreign-built ships which is designed to 
protect and encourage American shipping. . . . If we are to 
have an adequate American merchant marine, this important 
segment of the industry (the domestic trade) must be furnished 
with suitable ships at prices which it can afford to pay. The 
money which the taxpayer might expend for this purpose can 
be justified upon the same ground that we justify the main- 
tenance of our American navy. In light of the tough com- 
petition which both our overseas and domestic operators will 
face, there is no likelihood that private concerns would unduly 
profit from construction subsidy payments in either the foreign 
or domestic fields. .. .” 

He said it was indicated that the adverse operating differ- 
ential that existed before the war—represented by operating 
costs of American ship lines 50 per cent higher than those of 
their principal foreign competitors—would increase after the 
war. As an illustration of the trend, he said that when foreign 
maritime unions recently suggested a uniform basic wage of 
$72 a month for European sailors, “or an increase of roughly 
$16 per month,” one of this country’s leading maritime unions 
countered with the suggestion that the American seamen’s wages 
be raised $30 a month. He added that some American unions 
now were demanding that a substantial part of the war risk 
bonus be frozen into the ship lines’ permanent wage structure. 


Need for Cargoes 


Having noted that 70 per cent of this country’s pre-war 
ocean-going tonnage was engaged in domestic commerce, he said 
that “our coastal and intercoastal operators face the difficult 
task of recapturing their business from the railroads and truck 
lines without the aid of operating subsidies.” 

* “But even in the foreign trades,” he continued, “parity 
allowances alone will not guarantee ‘profitable operation of 
American tonnage. Operating subsidies are no guarantee against 
losses. They are merely parity payments which are designed 
to equalize the costs of operation of American and foreign com- 
petitors. Unless the operator has a sufficient payload of cargo, 
he will sustain losses notwithstanding such parity payments. . .” 

He listed the following as problems of the merchant marine 
that remained to be clarified and solved: What the total world 
commerce would be; how it would be financed; to what degree 
it would be fettered with embargoes and international trading 
restrictions; how soon the necessities of war would permit the 
resumption of private enterprise; under what formula vessels 
would be released from the international shipping pool for 
private operation; to what extent, if any, the navy and army 
post-war transport services would encroach on the field of 
private operation; what disposition was to be made of Axis 
ships and shipping services; what attempts, if any, would be 
made to prevent world over-tonnage through international co- 
operation, and on what terms American war-built ships were 
to be sold to both citizens and non-citizens. As to the last of 
these points, he said that, though three ship disposal bills had 
been introduced in Congress and each had been an improve- 
ment over its predecessor, “we still are far from reaching a 
generally acceptable solution of the troublesome $64 question 
of restriction on use.” 


He advocated granting of authority to steamship lines to 


engage in air transport service, saying that there was “no basis 
for the sometimes expressed fear that steamship companies 
might stifle the development of air transport,” since no steam- 
ship company would be “so foolish” as to invest in air facilities 
and then retard their use in the face of competition by foreign 
lines. He assailed American proponents of “bigger and better 
foreign merchant marines,” contending that there was no rea- 
son why shipping should be singled out as “the one industry 
which should refrain from engaging in international trade in 
order to erable foreign countries to earn more dollars with 
which to buy our goods.” In conclusion, he said: 


Use of Labor-Saving Devices 


Our hope for the future rests principally upon these three factors: 
1. Profitable operation is the crux of the situation. If we are to 


operate profitably, we must obtain greater efficiency on the part of 
both management and labor. Our handling charges, which approximate 
40 per cent of our costs in many trades, must be reduced. This means 
that all restrictions upon the output of individual workers and the 
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use of labor-saving machinery must be removed. We-.have been able 
to maintain our high standards of living in this country and at the 
same time sell our goods to foreign purchasers, with lower standards, 
only because the man-hour production in American factories has been 
high in comparison with other countries. The same fundamental 
principle applies to the operation of our ships, but, unfortunately, it 
cannot be so readily applied because we do not at the moment enjoy 
the technical advantages in shipping which apply to American manufac- 
turing processes. The only answer is to tighten our belts and increase 
our efficiency by every possible means. ; 

2. In the second place, our domestic trade must be given the 
opportunity to operate under compensatory rates and be freed from 
some of the inequities which pertain to our present rate structure. 

3. Finally, the American public must be made to realize that the 
most important factor which can contribute to the maintenance of 
an adequate merchant marine is the patronage of American shippers. 
War-time enthusiasm for a strong merchant marine must be translated 
into peace-time cargoes for American ships. 





(District Court, E. D. Pennsylvania.) A recital in bill of 
lading that shipment is in apparent good order is only prima 
facie evidence of that fact and, as a receipt, it is not contractual 
and does not constitute a warranty as between the immediate 
parties. Limited Liability Act Sec. 4, 46 U. S. C. A. Sec. 193. 

A recital in bill of lading that shipment is in apparent 
good order and condition does not preclude carrier from proving 
the contrary. Limited Liability Act Sec. 4, 46 U. S. C. A. Sec. 
193. 

A recital in bill of lading that shipment is in apparent 
good order and condition refers to external condition only, 
and shipper bears burden of establishing actual good order 
and condition at time of delivery to carrier. Limited Liability 
Act Secs. 3, 4, 46 U. S. C. A. Sees. 192, 193. 

In libel for damage to shipment of canned beets, where, 
on discharge, cases were found mouldy, cans were rusted, and 
labels soiled because of excess moisture in wood of cases, ab- 
sence of proof that moisture was present at time of shipment 
did not authorize conclusion that moisture got into wood during 
voyage. Limited Liability Act Secs. 3, 4, 46 U. S. C. A. Secs. 
192, 1938. . 

The party having burden of proof must do more than 
create a doubt which trier of facts is unable to resolve. 

In libel for damage to shipment of canned beets, where, 
on discharge, cases were found mouldy, cans were rusted, and 
labels were soiled because of excess moisture in wood of cases, 
inherent defect in wood would not preclude recovery if cargo 
owner could show that excess moisture in wood would not 
have produced injury involved if carrier had not been negligent. 
Limited Liability Act Secs. 3, 4, 46 U.S. C. A. Secs. 192, 193. 

In libel for damage to shipment of canned beets, where, 
on discharge, cases were mouldy, cans were rusted, and labels 
were soiled because of excess moisture in wood of cases, evi- 
dence was insufficient to establish negligence of carrier. Limited 
Liability Act. Secs. 3, 4, 46 U. S. C. A. Secs. 192, 193. 

Witness who had had experience with gum veneer in con- 
nection with laboratory research work was qualified to testify 
as expert regarding source of moisture in wood which became 
mouldy and caused damage to shipment of canned beets. 

Witness who had no familiarity with absorbent qualities 
of gum veneer such as that used in wood cases which became 
mouldy and caused damage to shipment of canned beets, but 
who had examined damaged cargoes for 28 years, had examined 
many shipments, and had much experience with canned goods, 
was competent to state whether he found evidence of con- 
densation of moisture, ship’s sweat, and water in hold in which 
beets were shipped and to express opinion whether mould was 
brought about by water, sweat, condensation of moisture, or 
other source. 

The description “clean bill of lading’? in general, imports 
that the goods are to be safely and properly secured under 
deck, but, broadly speaking, a clean bill of lading is one which 
contains nothing in the margin qualifying the words of the 
bil! of lading itself. 

Where nothing appeared on government bill of lading te 
qualify its printed terms, and according to printed terms con- 
ditions in carrier’s usual bill of lading were incorporated 
therein, bill of lading issued by carrier was a “clean bill of 
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lading” and complied with agreement that no goods were to 
be loaded unless carrier could supply government with clean 
bill of lading, and it was none the less so because of the incor- 
poration. 

Where bill of lading excepted carrier and vessel from 
liability for damage caused by mould, rust, and discoloration, 
and carrier satisfied burden of bringing damage within the 
exception, cargo owner had burden of proving negligence of 
carrier in order to recover for the damage. 

Clause of bill of lading excepting carrier and vessel from 
liability for damage caused by mould, rust, and discoloration 
did not place on carrier the burden of establishing the essen- 
tial cause of the moisture, rust and discoloration. 

Under clause of bill of lading excepting carrier and vessel 
from liability for damage caused by mould, rust, and discolora- 
tion, cargo owner could not recover from carrier and vessel 
for damage to shipment of canned beets by mould, rust, and 
staining of labels, in absence of evidence of negligence. 

Where mould, rust, and discoloration of shipment of canned 
beets was caused by excess moisture in wood of cases, insured 
cargo owner which failed to establish the cause of the moisture 
did not establish insurer’s liability under policy insuring against 
loss for damage caused by sweat, fresh water, or steam of hold. 

Under policy insuring owner of cargo of canned beets 
against loss or damage caused by sweat, fresh water, or steam 
of hold, insurer was not liable for damage caused by mould, 
rust, and discoloration of labels because of excess moisture 
present in wood of cases prior to coverage of the shipment by 
insurance. (Thomas Roberts & Co. vs. Calmer S. S. Corporation, 
59 Fed. Supp. 203.) 





(Circuit Court of Appeals, Second Circuit.) A charterer, 
seeking to recover damages for refusal of owner to allow 
vessels to be used for a second voyage pursuant to alleged 
oral charters, had burden of showing what the oral charters 
were. 

Parties who undertake to contract are bound if clear 
meaning of words used shows an agreement without regard 
to any secret reservation which either may have entertained, 
since only relevant intent in such circumstances is the intent 
to say what they did say. — 

Where negotiations to charter vessels from owner were 
conducted on basis of one round voyage and shipowner did not 
understand, and was not informed by broker acting as agent 
for both parties, that addition of words “from two or about 
five months in the trading limits” reflected charterer’s desire to 
use vessels for more than one voyage, whether charterer had 
proved that shipowner had agreed to time charters instead 
of voyage charters by the use of quoted words was for trial 
judge. 

Trial judge’s finding that charterer seeking to recover 
damages for refusal of shipowner to allow vessels to be used 
for a second voyage had failed to prove that shipowner had 
agreed to time charters instead of voyage charters must be 
given effect on appeal unless clearly erroneous. 

Where negotiations to charter vessels from owner were 
conducted on basis of one round voyage and shipowner did 
not understand, and was not informed by broker acting as 
agent for both parties, that addition of words “from two to 
about five months in the trading limits” reflected charterer’s 
desire to use vessels for more than one voyage, shipowner’s 
actual understanding, being what a reasonable man in like 
circumstances could have understood proposal of charterer to 
be, was the meaning which the law would impute to proposition 
to which shipowner assented. 

Where negotiations to charter vessels from owner were 
conducted on basis of one round voyage and shipowner did not 
understand, and was not informed by broker acting as agent for 
both parties, that addition of words “from two or about five 
months in the trading limits” reflected charterer’s desire to use 
vessel for more than one voyage, trial judge’s finding that quoted 
words did not change agreement to a fixed period charter 
so as to permit a charterer to recover damages for refusal 
of shipowner to allow vessels to be used for a second voyage 
was not clearly erroneous. (United States Nav. Co. vs. Black 
Diamond Lines, 147 Fed. Rep. 2d 958.) 


UNITED MARITIME AUTHORITY 


Vice Admiral Emory S. Land, U. S. N. (Ret’d.), United 
States representative of the United Maritime Authority and 
War Shipping Administrator, May 24 issued the following state- 
ment: 


The United Maritime Authority, established by international agree- 
ment last summer to provide for continued control of merchant ship- 
ping, was Officially brought into operation today. 

Under the terms of this agreement, the governments involved 
accepted as a’ common responsibility the provision of shipping for mili- 





| 
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tary and other tasks necessary for and arising out of the completion 
of the war in Europe and the Far East and for the supplying of the 
liberated areas as well as the United Nations generally and territories 
under their authority. Unless sooner terminated by the agreement of 
the governments, the United Maritime Authority will remain in effect 
for six months after the termination of the war in the Far Bast. 

Following a meeting this morning of the Washington Branch of 
the United Maritime Executive Board, and a similar meeting held in 
London, the War Shipping Administration and the British Ministry of 
War Transport issued the following statement: 

‘‘The governments of the United States and United Kingdom, acting 
in consultation with the other contracting governments concerned, have 
determined that the ‘Central Authority Established Pursuant to the 
Agreement on Principles Having Reference to the Continuance of Co- 


_ ordinated Control of Merchant Shipping’ entered into in London, August 


5, 1944, shall come into operation this, the 24th day of May, 1945. This 
action is taken pursuant to Article 14 of the Annex to the aforesaid 
Agreement on Principles.’’ cs 

Countries represented in the UMA are, United States, United King- 
dom, Norway, Netherlands, France, Belgium, Canada, Greece, Poland, 
India and Australia. 


W. S. A. RATE ACTION 


The War Shipping Administration has issued rate order 
No. 325, voyage charter rates—grain in bulk or bags—from 
U. S. Atlantic and Gulf ports to Mediterranean, Adriatic, 
Aegean and Black Sea ports; rate order No. 326, voyage char- 
ter rates—coal in bulk and coke in bulk—from U. S. Atlantic 
and Gulf ports to North Africa, French Mediterranean and 
West Coast of Italy; rate order No. 327, voyage charter rates— 
sulphur in bulk—from U. S. Gulf ports to France, West Coast 
of Italy and Adriatic Sea ports; rate advice No. 119, voyage 
charter rate—sugar—from Cuba to the United Kingdom; and 
rate advice No. 120, voyage charter rates—sugar—from Cuba 
to Holland, Belgian, French, North African, West Coast of Italy 
and Black Sea ports. 


CONTROL OF EXPORTS AND IMPORTS 


The War Production Board has announced that it is pre- 
pared to authorize under General Imports Order M-63, the 
purchase of an additional limited quantity of rough bark-tanned 
splits for import from South American countries. As previously, 
these imports will be restricted to the manufacture of inner- 
sole leather for children’s shoes. 

Application by persons desiring to import should be made 
on Form WPB-1041 filed with the Textile, Clothing and Leather 
Bureau, W. P. B., Washington 25, D. C., Reference M-63, not 
later than May 31, 1945, the agency said. 


WAIVER OF COASTWISE LAWS 


Acting Secretary Gaston, of the Treasury Department, by 
an order identified as T. D. 51235, has waived compliance with 
the coastwise laws, in the period from June 1 to July 31, 1945, 
to the extent necessary to permit the transportation of passen- 
gers on Canadian vessels between points in Alaska, and to 
permit the transportation of merchandise on Canadian vessels 
between points in Canada and Skagway, Alaska, as a portion 
of the transportation of that merchandise between points on 
the Pacific coast of continental United States and Skagway, 
Alaska. He said the order was issued on written recommenda- 
tion of the war shipping administrator, and that he deemed its 
issuance necessary in the conduct of the war. 


SHIPS FOR UNITED FRUIT 


A service between the west coast of the United States and 
Central America and the United Kingdom and Europe is 
included in the postwar maritime plans of the United Fruit Co. 
The company states that it contemplates a weekly service, and 
that building of the nine fully-refrigerated vessels is now under 
way. Some of the completed new vessels are in government 
service, but will become available to the company in the post- 
war period. In addition to these nine ships, the United Fruit 
Co. has filed an application with the U. S. Maritime Com- 
mission for the purchase of another six refrigerated cargo 
vessels for use in the trade between the United States and the 
Caribbean. 

Invitations to bid on the construction of three refrigerated 
cargo vessels have been announced by the Maritime Commis- 
sion which says: 


The twin-screw and turbine driven ‘‘reefers,’’ 450 feet in length, are 
to be constructed for the United Fruit Steamship Corporation. Invitation 
to bid is extended on behalf of the steamship operator by the Maritime 
Commission, in accordance with provisions of the merchant marine act, 
1936, as amended. 

Bidding is limited to American citizens and the construction must be 
within the continental limits of the United States. Contractors may bid 
on one, two or three vessels. 

Bids will be received by the secretary, Maritime Commission, until 
12 o’clock noon, E. W. T., June 18, 1945, and the commission reserves 
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the right to disapprove, and the right is reserved on behalf of the 
United Fruit Steamship Corporation to reject any and all bids. 

Invitations to bid and details on the bidding may be obtained by 
writing U. S. Maritime Commission, Washington, D. C. 


SHIPBUILDING FUND CUT 


The Senate has completed congressional action on H. J. 
Res. 177, providing for cancellation of $3,100,000 of the ap- 
propriation for the Maritime Commission, and reduction of the 
present contract authorization for ship construction by $4,265.,- 
000,000 (see Traffic World, May 12, p. 1259). The measure was 
sent to President Truman who had recommended that the can- 
cellation and reduction be made. 


APPROVAL OF RECIPROCAL TRADE ACT 


The board of directors of the Maritime Association of the 
Port of New York, speaking for its 1,200 members, on May 8 
approved the extension of the reciprocal trade agreements act 
for a further period of three years from June 12, 1945, as 
stipulated in H. R. 2652. Holding that “for the successful 
operation of (an American) merchant marine, it is imperative 
that we should have a two-way trade,” the association believes 
that “the most realistic approach to the question of maintaining 
two-way trade is-through the renewal of reciprocal trade agree- 
ments with as many foreign nations as possible, and the 


—— removal of restricted trade barriers throughout the 
world.” 


AWARDS TO SEAMEN 


Two Meritorious Service Medals awarded to merchant sea- 
men for meritorious conduct were among the presentations 
made by the Merchant Marine Medals Award Committee in 
April, the War Shipping Administration announced May 24. 
Thirty-seven Mariner’s Medals were awarded to injured seamen 
and 219 posthumously to next-of-kin in the month. These 
medals are authorized by Congress under Public Law 524 and 
Public Law 52. 

Awards made by the committee from the beginning of the 
war to April 1 total 104 Distinguished Service Medals, 5 
Meritorious Service Medals, 3,405 Mariner’s Medals, 32 con- 
gratulatory letters, 174,982 Merchant Marine emblems, 80,379 
combat bars, 3,682 defense bars, 325,504 war zone bars for 
service in the Atlantic, Pacific, or Mediterranean-Middle East 
war zones. 


12-FOOT RIVER CHANNELS 


The House committee on rivers and harbors, by resolution, 
has requested the army Board of Engineers for Rivers and 
Harbors to submit a report on the advisability at this time of 
providing for 12-foot depth channels in the Monongahela, Alle- 
gheny and Kanawha rivers. The committee previously called 
for a similar report on the Ohio river. Present channels have 
a depth of 9 feet. 


WORLD TRADE LUNCHEONS IN OAKLAND 


The Oakland, Cal., Chamber of Commerce and the Kiwanis 
Club sponsored a world trade luncheon. May 21 at the Hotel 
Leamington. Sir Ramaswami Mudaliar, chairman of the Indian 
delegation to the United Nations Security Conference, spoke 
on “India’s Place in Future World Economy.” On the following 
day the Advertising Club of Oakland sponsored a United 
Nations luncheon at the City Club Hotel, where Ambassador 
Galo Plaza Lasso from Ecuador to the United States spoke 
on “A South American Looks at World Unity.”’ Both luncheons 
marked the observance of national foreign trade week. 


PARCEL POST TO FRANCE, ETC. 


Parcel post service to France will be resumed June 1, 
Postmaster General Frank C. Walker has announced last night. 

At the same time, Mr. Walker said that he had signed 
an order, effective immediately, permitting the acceptance of 
non-illustrated post cards for mailing to Norway. The cards 
may be on business as well as personal matters but must be 
limited to an exchange of information and ascertainment of 
facts. The postage rate is 3 cents. 

Parcel post to France will be subject to the following re- 
strictions: 

Not more than one parcel weekly may be sent by the same sender 
for the same addressee. The weight limit is 11 pounds. Packages may 
not exceed 18 inches in length and 42 inches in combined length and 
girth. Contents are limited to non-perishable matter not prohibited in 
parcel post mails to France. Parcels must conform to the regulations of 
the Foreign Economic Administration. j 

Rates are reduced to 14 cents a pound or fraction thereof. 
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Travel Restrictions and the Church 


Editor the Traffic World: 

I have just read in the May 5 Traffic World, another 
discussion of the question of the ban on meetings of more than 
fifty persons requiring other than local transportation as it is 
applied to religious groups. I can resist, no longer the urge 
to say something about this as I think I am familiar with both 
sides of the question. 

I have been an active member of a Baptist Church for 
twenty years, serving my last year in civilian life as chairman 
of the Board of Deacons of a southern Baptist church with 
about two thousand members and a fine active pastor. I was 
also a member of the finance committee for two: years prior, 
also superintendent of two of the Sunday school departments 
as well as teaching classes. 

In 1942, I was recommended by the transportation indus- 
try of my state to the Office of Defense Transportation as 
the best qualified available man to handle the affairs in the 
state for O. D. T.’s division of motor transport and was ap- 
pointed. I remained with O. D. T. until 1944, when I was 
commissioned in the United States Naval Reserve. While 
serving with O. D. T., I attempted to sell the entire conservation 
program to the public, studying the facts affecting all trans- 
portation and presenting them as best I could. 

No one doubts that the program was essential in time of 
critical shortages. I am now trying to get maximum utilization 
and prolong the life of existing Navy-owned transportation 
facilities. 


Notwithstanding the fact that I earnestly believe the ques- 
tion of soul salvation and the spiritual life to be the most im- 
portant to any person, I feel that religion is being used as an 
excuse to further interests other than purely evangelistic and 
religious. 

More than ever before, the people of this country are 
dislocated and earning more money. A certain percentage of 
these people are Christian people and need to be ministered 
unto, invited to worship, work, and contribute to the cause. A 
certain percentage needs to hear about religion and what it 
can do to one’s life. 


The sorrows of war have made ears attentive that before 
would not listen. If the clergymen would seize the opportunities 
at hand, there would be much more accomplished and little 
time left for conventions. The necessary minimum amount of 
associational work can be carried on by mail during the emer- 
gency, and in the final analysis more people will be touched and 
more money available with which to carry on the work, when 
unrestricted travel returns. Commercial groups have seized 
similar opportunities and profited and there is no reason to 
believe that the Almighty does not expect Christian leaders to 
use their ingenuity also. 


(Naval officer’s name withheld.) 
May 14, 1945. 


Traffic Education for Executive 


Editor the Traffic World: 

Much has been said regarding traffic professionalization. 

It is our opinion that the proper ambition of the traffic man 
is traffic recognization first, then professionalization will neces- 
sarily follow. Unfortunately for the traffic man, regardless of 
how good or how poor he may be, he today is looked on by the 
average business man—the boss—as a shipping clerk and he 
calls himself, for his own vanity sake, a traffic manager. He 
generally reports to some under executive who often takes 
credit for the good deeds accomplished, but readily sidesteps 
when something goes wrong. We are speaking for the lesser 
lights and are not concerned with the big time traffic manager 
who has arrived and has a place in the sun reporting directly 
to the big shot, where he may be in a position to show the exact 
Savings he has accomplished and the great amount of help he 
has been able to render the sales, purchasing, production, and 
other departments. 

Again referring to the underdog who may report to the 
factory manager, the big boss says: 

“Kelly, we have just ordered some new machinery.” The 
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purchasing department says it will be shipped today. See what 
you can do. 

The factory manager calls the traffic man, who knows how, 
and the car is expedited, delivery made in reeord time. The 
factory manager then goes to the big boss and says: 


“Mr. Brown, that car of machinery was delivered this 
morning.” 


The big boss says: 

“Fine work on your part, Kelly.” 

But Mr. Traffic Man has a car for Camden, N. Y., and on 
his shipping papers the N. Y. looks like N. J. 

The car goes to Camden, N. J. The factory manager says 
to the big boss: ; 

“That dumb shipping clerk sent that Camden, N. Y. car to 
Camden, N. J. and did I baw] him out.” 

The big boss says: 

“Fine work, Kelly.” 

So you see what we mean by recognition of traffic. 

In the article published February 24 in the Traffic Worid, 
by a gentleman who is a non-lawyer practicitioner, he deals 
entirely with the use of the name “Traffic Manager.”’ What care 
we what we are called as long as our profession is recognized 
and we are afforded our opportunity to stand on our own bot- 
tom, get credit for what we do right and get hell for what we 
do wrong? Give us an opportunity to sit with the other depart- 
ment heads, to voice our opinions as to what is and what is not 
profitable territory wherein we may buy or sell, 

We have known cases where the sales manager would make 
a sale, freight allowed, and when the freight bill came in, Oh, 
boy! Why, the price was so: low that cheap packing was used, 
damage resulted, claims followed, and all because the material 
was packed in containers that carried a penalty rate. The 
traffic man was again censured for faulty packing. 

The boss, not being traffic minded, has never bothered 
himself why freight moves, how freight moves, the causes for 
delays, lost packages and claims, should such things occur in his 
course of business. He says: 

“That careless railroad. Do not ship by it again.” 

Does he take time to find if package was marked correctly, 
packed carefully, old marks effaced, moved by most direct 
route or by some route that entailed several transfers if less 
carload, or if via highway? Did he know whether the motor 
carrier was within his rights to handle the shipment or was 
the motor carrier carrying sufficient insurance to cover any loss 
that may be occasioned by its neglect or carelessness? No. 

The boss says, “ship it,” and that is all he knows. He passes 
the word down the line to others who know less about the 
shipping game than does he until it gets to the shipping clerk, 
traffic manager, or call him what you will—this man knows his 
stuff. Hence, the shipment goes forward correctly packed, 
marked, and all other details properly attended to that make 
for perfect shipment. The consignee receives the merchandise, 
pays his invoice, and the boss thinks he did it. 

An article published March 10 in the Traffic World speaks 
of how Traffic Professionalization should be accomplished. The 
writer’s three phases are sound. It really is hard work and 
much study is required for the traffic man to keep abreast of 
the time, rates, rules, routes, etc. Classification regulations re- 
garding packing are constantly changing, also, carriers are con- 
stantly endeavoring to change rates. It behooves the traffic man 
to be constantly on the alert to see that his firm does not get 
hurt. 

However, we would like to enlarge on his remarks relative 
to his first phase, the education of management. Brother, you 
sure got something there! We do not agree that it is a job for 
the Associated Traffic Clubs, although they could be a great as- 
sistance if they saw fit, which they evidently do not. The proper 
approach we believe is to have a series of articles written, ex- 
pounding the cause, and have the articles printed, not in the 
Traffic World, which is read by practically no one except those 
who are seeking knowledge concerning the traffic field, and 
rarely, if ever, by the man who pays the salary and says what 
is what. These articles should be published in some publication 
which is read by the man upstairs. Such magazines as “Busi- 
ness Week,” “Printer’s Ink,” ‘“Nation’s Business,” ‘Collier’s,”’ 
or some such. 

However, it appears that such papers do not care for such 
articles. Sometime ago an article appeared in the “Traffic Club 
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Record,” Baltimore, Md., over the signature of the undersigned 
for the educational committee of the Traffic Club of Baltimore. 
This article had rather extensive publicity among traffic clubs 
and later was offered to two of the above named magazines 
with a request to publish, no fee being asked or desired. The 
committee on publicity of our club received several very nice 
letters declining stating that they had no room. I wonder why 
they did not see fit to enhance our cause. 

The Associated Traffic Club requested a hundred copies of 
this article which were furnished but we (the traffic men) never 
received any benefit from the effort of the educational com- 
mittee. The second article, which was to have been written by 
another member of the committee, was never written. 

Again referring to management education, several years 
ago a certain insurance company published a pamphlet regard- 
ing traffic management. This article was widely distributed to 
its clientele. I asked several business men of my acquaintance 
if they ever got a copy. They answered they had but turned it 
over to the shipping department. I then asked if they had read 
it. The answer was: 

“No. I do not know anything about traffic.” 
replied: “You should be ashamed to admit it.” 

And the subject was dropped. 

The Traffic World has helped much in its various articles. 
Again, we say, the boss has much to learn and is standing in 
his own light. 

W. F. KING, Baltimore Porcelain Steel Corporation. 

Baltimore, Md., May 11, 1945 


To which we 


What's Ahead for Traffic Management 


Editor the Traffic World: 

Your editorial in the April 28 issue of the Traffic World, 
entitled “What’s Ahead for Traffic Management,” has been 
read with considerable interest. Because your reasoning is so 
nearly parallel to that which activated the establishment by 
the Traffic Club of Washington, D. C., of a committee on pro- 
motion of traffic management, I thought you might be inter- 
ested in a brief summary of our objectives and the procedures 
we have adopted in our effort to attain them. 


The inclosed copy of a joint letter addressed to the Vice 
Chairmen of our Committee is self-explanatory and will, I 
believe, give a pretty clear picture of the course we propose 
to pursue. It is transmitted for your information. 


Leading to the appointment of our Committee, certain 
members of the club met on several occasions, formally and 
informally, for the purpose of exchanging ideas on the subject. 
This group finally reached an accord as to several elements 
which it believed essential to the success of any effort directed 
toward the elevation of traffic management to a higher plane, 
or, if you will, to the “professionalization” of traffic manage- 
ment, which may be summed up in three words—“first things 
first.” The conclusions reached by this group were transmitted 
to the governing body of the club, with the result that the 
program has become an integral part of our Club’s activities. 

Following is a brief outline of the foundation on which we 
hope to build a structure of which we may all be proud: 


1. This is not an educational program—at least not so far as the 
members of our club are concerned. Our membership is made_up of 
mature men, most of whom are possessed of a practical background 
based on many years of experience in this field. If one of them wishes 
to pursue a course of specialized study in some particular phase of 
traffic management he may take advantage of one of the many oppor- 
tunities for study already available. 

2. The traffic man is, himself, largely responsible for his failure 
to receive the recognition which he feels he so richly deserves— 

(a) Because he is too often given to the policy of ‘‘a short life and 
a merry one’’; ‘ 

(b) Because of his inability to impart to others the knowledge they 
should have of the part he plays in the overall in language they can 
understand. 

3. ‘‘Professionalization’’ must come from within. It cannot be 
acquired in three, or any other number of easy lessons, or donned like 
a cloak to be thrown off at will should it serve some selfish purpose 
so to do. Nor can it be established by proclamation or legislation as to 
either an individual or a group. It must be earned by ethical conduct 
over the course of years. This, in turn, means due regard for the 
best interests and rights of one’s associates even if that entails some 
personal sacrifice. 

4. Before traffic management can be sold, and stay sold, to em- 
ployers, its capacity to return a profit on the investment must be 
demonstrated. 

5. Coordination of the numerous programs for the promotion or 
professionalization of traffic management is essential. Employers cannot 
be blamed for treating lightly those who, up to now, have been unable 
to make up their own minds where they stand. 


The Membership of the Traffic Club of Washington, D. C., 
is committed to the view that most of the numerous plans, 
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programs, campaigns and schemes for the advancement of 
traffic management as a profession have been lacking in some 
important respect. In other words, we feel there is a last word 
which is yet to be written or said. Otherwise, the tons of paper, 
the barrels of ink and the millions of words which have been 
devoted to the subject during the past twenty years or more 
would have long since added up to fruition—which they haven't. 
Maybe our plan will fill the gap or finish the sentence. At least, 
to the best of our knowledge, the matter has not previously 
been approached in this way. We have received considerable 
encouragement from several outstanding members of the traffic 
fraternity but, frankly, our minds are still open and we would 
welcome comment, favorable or critical, from any interested 
source. 

As one feature of its program, the committee on promotion 
of traffic management will have published, in each issue of the 
club’s magazine, “Contact,” an article calculated to be informa- 
tive, maybe instructive, on subjects of general interest to our 
members. 

W. E. Hayghe, Chairman, 
Committee on Promotion of Traffic 
Management, The Traffic Club of 
Washington, D. C. 

Washington, D. C., May 5, 1945. 


MOTOR CARRIER STATISTICS 

Motor carriers of property, having average gross operating 
revenues of $100,000 or more annually, had total operating rev- 
enues of $214,151,774 in the fourth quarter, 1944, as compared 
with $207,756,772 in the last quarter of 1943, according to a 
compilation of revenues, expenses, and other income of Class I 
motor carriers of property, prepared by the Commission’s Bu- 
reau of Transport Economics and Statistics, statement Q-800. 
The compilation covered 1,595 carriers, including 349 local car- 
riers. 

The compilation showed $35,993,228 equipment maintenance 
and garage expenses for the fourth quarter of 1944, as against 
$33,326,256 in the like period of 1943, with total operation and 
maintenance expenses of $175,946,230 and $171,554,965, respec- 
tively, for those periods. Total expense for the fourth quarter 
of 1944 was shown as $216,765,292, and for the last quarter of 
1943, $210,208,366. Net operating revenue for the two periods 
— a and $2,451,594, respectively, both reported as 

eficits. 

For the fourth quarter of 1944, net income before income 
taxes was $2,051,238, and after income taxes, $4,904,610, both 
reported as deficits. The comparable figures for the fourth 
quarter of 1943 were $1,706,663 and $5,616,804, respectively, 
both reported as deficits. 

Total operating revenues of the 349 local carriers included 
in the aforementioned figures were $36,108,295 for the 1944 
quarter and $34,853,061 for the 1943 quarter. Total expenses 
for those carriers were $35,929,296 for the fourth quarter of 
1944, and $33,902,043 for the corresponding quarter of 1943, and 
net operating revenues were $178,999 and $951,018, respectively, 
for the fourth quarters of 1944 and 1943. 


A. T. A. on Competition-Monopoly 


The Amercian Trucking Associations, Inc., has issued a 
pamphlet prepared by its research department entitled, “Com- 
petition vs. Monopoly in Transportation,” in which it asserts 
that improvements in railroad freight service have been inspired 
by development of the trucking industry. It said this was the 
first of a series of such pamphlets. 

The railroads, according to the A. T. A. pamphlet, are cam- 
paigning for support of “integration of transportation” whereby 
railroads would be permitted to establish gigantic “transporta- 
tion corporations.” The latter would operate railroads, air- 
planes, trucks, busses, boats “and anything else which might 
strike their fancy,” according to the statement, adding that the 
net result would be restoration of monopoly in transportation. 
This, it continues, raises the question: 


Which is better in the national interest, real competition between 
independent modes of transportation as at present, or mock competition 
by a few super corporations that would dominate the entire transpor- 
tation system? 


“In the last decade,” says the A. T. A., “development of 
truck transportation has been the primary factor in changing 
the attitude of the railroads from ‘Public Be Damned’ to ‘God 
Bless the Public.’ ”’ 

The argument is then made that before the advent of the 
truck the shipper was, in effect, at the mercy of the railroads 
so far as service and timeliness in the delivery of freight was 
concerned. The speed and other advantages of the truck 
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“changed things,” it continued, and shippers began to divert 
freight from the railroad to the truck. 

“Then, and not until then, the railroads were shocked out 
of their complacency, and they began making concerted efforts 
to give the public better freight service,” it said. “And they 
have been trying ever since to keep up with this highway com- 
petitor which itself has continually improved and expanded its 
ervice.” - 

; The purpose of the discussion, however, said A. T. A., was 
not to emphasize shortcomings in railroad service but rather 
to bring out some of “the really creditable progress which the 
railroads have made in recent years under the whip of com- 
etition.” 

. Reference is made to the Southern Pacific’s “ccompetition- 
inspired progress” of which its train No. 70, an overnight mer- 
chandiser running between San Francisco and Los Angeles is 
“an outstanding example.” ; 

The famous “MS-1” or. ‘Merchandise Special” operated by 
the Illinois Central Railroad “is another outstanding example 
of improved service to the public resulting from the incentive 
of truck competition, says the A. T. A. In conclusion, it says: 


In summary, the railroads functioned for many long years without 
any improvement in their freight service worthy of mention. During 
that long period they had everything they needed to progress except 
the will and desire to progress. That they did not progress, until they 
were confronted by an alert and progressive competitor, clearly reflects 
the complacency and stagnation of monopoly. 

What better evidence than the record of the railroads themselves 
is needed to condemn their program for restoration of monopoly in 
transportation? Real competition between independent modes of trans- 
port must be maintained in the interest of progress and maximum 
service to the nation and its people. 


AMPHIBIOUS TRUCK IN EUROPEAN WAR 


From the landing of Allied armies on the Normandy coast 
all the way to Berlin, the 2%-ton “six-by-six’” amphibious 
“duck” truck has played a major role, according to the truck 
and coach division of the General Motors Corporation, which 
carried a large share of the production of those vehicles. The 
amphibious truck—which Prime Minister Churchill has called 
“the marvelous duck of American invention’—is said to be the 
most unique vehicle of the war. It is of greatest value during 
amphibious operations, carrying men and material between 
ship and shore or on inland waters. 

Swimming from ship to the Normandy coast, amphibious 
trucks equipped with steel hull, propeller and rudder landed 
an estimated 60 per cent of the supplies; unloaded over 188,000 
tons of supplies at the port of Cherbourg in five months; aided 
the landing in southern France; rescued Canadian troops in 
Holland when the enemy blew up dykes; laid a submarine com- 
munication cable across the Rhine; and carried engineers 
across the Elbe River, last water barrier before the Nazi 
capital, according to a General Motors release. 


TRUCK PRODUCTION INCREASE 

The War Production Board announced that a meeting of 
its Truck Manufacturers Industry Advisory Committee would be 
held May 25 to consider a substantial increase in the number of 
light and medium trucks to be manufactured this year. It said 
it had approved an AA-2 rating for a program calling for addi- 
tional commercial trucks in 1945 “to the extent they can be 
made without interference with military and present commer- 
cial truck production.” 


WILLOW RUN SHUTDOWN IN AUGUST 


With the Willow Run bomber plant scheduled to cease 
production not later than August, the plant is now beating its 
own bomber-an-hour record, according to Ford officials, who 
State that B-24’s are rolling off the line regularly every 55 
minutes. Last week the plant’s total production passed the 
8,500 mark, far ahead of schedule. 


WHITE TRUCK ON ARMY’S RADIO PROGRAM 


The Army’s “Weapons for Victory” program on May 3 
featured Mrs. Dorothy Prokop of the White Motor Co. and 
Corp. James F. Place of Philadelphia, former truck driver in 
the war zone. In portraying the vital role of the motor truck 
(which General Patton considers the greatest weapon of this 
war), the story of how the Allies crossed the Rhine was 
dramatized. Landing craft for conveying tanks, heavy artillery, 
and personnel and supplies, were trucked from the Belgium 
border to the Rhine. Corp. Place related his experience in 
driving White trucks in New Guinea and New Britain, where 
he hauled supplies from the Beachhead to the front lines, re- 
turning with wounded men. 





Air Transport and Merchandising 


Some of the ways in which air freight transportation can 
create new traffic, new commodities in new markets to be mer- 
chandised by new methods, were related by Mr. James A. 
Wooten, cargo traffic manager of American Airlines, Inc., in 
a talk May 7 before the Newark traffic club. 

The fundamental principle motivating traffic by air is that 
air transportation adds a value to the commodity, Mr. Wootten 
said. He described the job that air freight was accomplishing 
in the merchandising of fashion. Six thousand yards of dress 
fabric were flown from the mills in Rome, Georgia, to New 
York City where the design was imprinted; the cloth was then 
flown overnight to Hollywood where the cutting and styling 
were done. From there the finished product, 2,000 dresses, 
were shipped to Dallas for final distribution to national outlets. 

Because the first fashionable Paris or Hollywood creation 
is always worth more to the consumer, air transportation defi- 
nitely adds a value to an established fashion, Mr. Wooten said. 

“The primary purpose of any good or efficient economic 
system is to provide an abundance of goods and services and 
to distribute them widely among the consumers. The main 
purpose of economic effort is to satisfy as many consumer 
wants as possible.” 


Commenting on the ephemeral nature of fashions, the speaker 
exposed the commonly-held idea that producers start and stop 
fashions. “If they had such power, there would be year-round 
rejoicing and prosperity in the fashion industry. The fact is, 
that once a new fashion is offered, its fate is in the hands of 
the buying public. .. . Of the estimated 20,000 models shown 
at the Paris fashion show, fewer than 200 found acceptance in 
the United States.... . 


“The time factor, plus existence of a medium which will 
give the retailer the opportunity to order only that quantity 
or volume of a product which he feels sure he can sell from 
day to day, will subsequently reduce the risk and extra costs 
attending maintenance of large stocks, thus increasing profits. 
And there is where air transportation comes in to play its 
own singular role. It can deliver the goods on time and in such 
quantity as to satisfy all three concerned: the producer, the 
retailer and the consumer.” 


Mr. Wooten said his company’s survey of the shoe indus- 
try indicated that air transportation of shoes could save the 
retailer heavy markdowns. “We know that before the war a 
$15 pair of shoes two weeks after Easter sold at $10.99— 
27 per cent of them went for that price. How much of a 
markdown is that per pair? A buck. And what’s the cost of 
air transportation per pair? 55 cents. Air freight can save that 
dollar markdown, and, if you deduct the 55 cents air freight 
cost, you are still in clover. ... 

“If we can maintain this condition of no markdowns in 
peacetime with every size available and with 95 per cent of 
business from 90 per cent of inventory, what more do we need 
to sell air freight to industry besides making them that profit. 
Furthermore, in the shoe business, the retailer effects, through 
the elimination of obsolete stock and reduction of inventory, a 
considerable savings in rent, heat, labor and the accessory 
costs of maintaining his business.” 


Mr. Wooten sees one of the biggest advantages in air 
freight in that when the farmer or manufacturer ships his mer- 
chandise, it is sold at a definite price. He has no worry about 
market variation risks. 


The speaker closed by recalling that a Harvard university 
president allegedly stated some 80 years ago that rail trans- 
portation was a fine medium for passenger and light express 
movements, but that it would never attract the heavy tonnage 
moving via barge and waterways, such as smoked meats. 


“The funny thing about it is that, even though he was 
president of Harvard, he was right. Wherever water transpor- 
tation is available, the water boys are able to corral the ma- 
jority of the cooked, cured and preserved meats. But the rail 
carriers went on to develop a new industry, new commodities 
for new markets: fresh meats. Who today would prefer the 
commodity he knew to the fresh meats we had before the war, 
before OF P. A. and ration points? ... Every day we find that 
the limitations which we have placed on the use of air trans- 
portation should be removed. It seems as though the only 
thing that will be required to create many new markets and 
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to open up new avenues of merchandising is to talk to men of 
vision, men who will act decisively in support of that vision.” 


International Aviation 


Objection to certain of the agreements signed at Chicago, 
December 7, 1944, as a result of the International Civil Aviation 
Conference, and adherence thereto by ‘executive authority” 
rather than by treaty approval by the Senate, has been ex- 
pressed by the executive council of the American Federation 
of Labor in a statement submitted to Senate foreign relations 
committee. In part, it said: 


Our State Department has recently announced that Agreements I, 
III, and IV are accepted by the United States as ‘‘executive agree- 
ments.”’ 

Agreement II is the only one of these four agreements that has 
been submitted and is now before our Senate to be accomplished 
through treaty machinery. We favor our government accepting Agree- 
ments I and II when ratified by the U. S. Senate as a treaty which 
provides machinery for our country and other countries to cooperate in 
the sound development of international air transportation. 

Agreement III extends the right to foreign flag aircraft of member 
nations to fly on regular schedules across the United States and to 
land for refueling and traffic purposes without securing a specific per- 
mit or franchise from the United States, as now required by the air 
commerce act. 

Agreement IV extends the right to foreign flag aircraft to trans- 
port air traffic including passengers, freight and mails between the 
United States cities and foreign countries without securing a specific 
permit or franchise from the United States, as now required by the 
civil aeronautics act. 

We believe that adherence by the United States to Agreements I, 
III, and IV by executive authority is illegal. These agreements should 
be submitted to the Senate for ratification in the same manner that 
Agreement II was submitted. Agreement II is satisfactory in principle 
and should be approved by the Senate. 


Asks Committee Review 


“Congress must decide whether the historic licensing con- 
trol of foreign flag airlines seeking to operate on international 
trade routes to the United States should be abandoned through 
adherence by the United States to Agreement III and Agree- 
ment IV negotiated at the Chicago Aviation Conference,” said 
the A. F. of L. council, adding: 


The. great majority of the American transportation industry, as 
well as organized labor, strongly oppose the United States accepting 
Agreements III and IV. We believe that such a fundamentally new 
policy would damage all United States transportation—domestic and for- 
eign surface, sea and air. 

We favor the United States continuing as contemplated under the 
Cc. A. A. act of 1938, the licensing of foreign flag airlines seeking to 
operate to American territory only after public hearings—through 
issuance of specific permits by the Civil Aeronautics Board after ap- 
proval by the President—such permits containing appropriate restric- 
tions and limitations as the long range interests of the United States 
require. 

American capital, if refused the right to operate on international 
service by our government under the American flag, could organize 
under the laws of any signatory to the agreement and operate pre- 
cisely the service which our government had forbidden, without even 
being bound by the labor and safety standards to which it would have 
been subject under the American flag. 

We believe that the fundamental issues raised by Agreements III 
and IV with respect to our national security and the economics of the 
entire transportation system should be reviewed by the Senate foreign 
relations committee, and that the State Department should be instructed 
either to withdraw our government’s assent to Agreements III and 
IV, or these agreements should be immediately transmitted to the 
Senate for consideration as treaties. 


Air Traffic Conference 


With the objectives of providing better passenger and 
cargo service to the public and more efficient cooperative sales 
effort in the immediate post-war period, reorganization of the 
Air Traffic Conference of America, effective June 1, has been 
announced. The conference represents the twenty United States 
flag and two Canadian airlines. 


“Under the new set-up,” said the conference announcement, 
“the handling of traffic and sales matters of industry-wide inter- 
est has been subdivided into three specialized-sections operating 
under an overall assembly of traffic executives. The three 
groups consist of (1) a passenger traffic section; (2) a cargo 
traffic section, and (3) a tariff publication bureau. 


“These newly created divisions will take the place of 
the general conference, which in the past has handled all traffic 
and sales matters of whatever nature. After June i, specialist 
treatment will be given any subject that merits industry at- 
tention.” 

“The public is expected to be the benefactor through stand- 
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ardized and more efficient handling of both passenger and cargo 
(express) traffic,” said the conference, adding: 


The overall ‘‘assembly’’ will be composed of the vice-president-traffic 
or the general traffic manager of each airline. The officers of the ‘‘as. 
sembly,’’ which will constitute the executive committee of the confer. 
ence, for an interim period until the first regularly called meeting is 
held, are as follows: President, Harold Crary, vice-president-traffic, 
United Air Lines, Chicago; first vice-president, Charles E. Beard, vice. 
president, Braniff Airways, Dallas; second vice-president, P. J. Car. 
michael, general traffic and sales manager, Continental Air Lines, Den- 
ver; executive secretary, M. F. Redfern of the Air Transport Association 
of Washington, D. C. 

The passenger traffic section will be composed of passenger traffic 
managers of the various lines, and will have jurisdiction over all pas- 
senger matters. The interim chairman is Willis G. Lipscomb, general 
traffic manager of American Airlines, New York; vice-chairman, R. L, 
Heininger, general traffic manager of Chicago and Southern, Memphis; 
ae C. C. Hubbard of the Air Transport Association, Washing. 
ton, D. C. 

The cargo section, composed of cargo traffic chiefs, is headed by 
H. R. Stringer, vice-president of All American Aviation, Wilmington, 
Del., as chairman and G. M. Springer, air mail and cargo manager of 
Braniff Airlines, Dallas, as vice-chairman. Emery Johnson of Air Trans- 
port Association, Washington, is secretary. 

The tariff publishing bureau will be operated as a part of the con- 
ference, with J. B. Walker as manager, and W. D. Barrington, G. P. 
Weisiger and D. M. Berry as assistants and compilers. 

The officers of the assembly, together with the officers of passenger 
and cargo sections, will comprise a steering committee which has the 
duty of referring items for action to the proper group, depending upon 
the nature of the subject. When the specialized section takes action, it 
will stand as the action of the conference. 

In this manner, it is proposed to obtain specialized handling of every 
subject relating to better service to the public and better and more eff- 
cient handling of the traffic and sales problems of the industry. Study 
will be made of each subject with experts in each particular category 
contributing their full talents. Such matters as improved baggage han- 
dling and uniform tickets will be given early attention, and the whole 
object will be to provide better and more expenditious service for 
travelers and shippers in the immediate post-war period. 


Air Trip Accident Insurance 


Passengers on planes of the Army Air Transport Com- 
mand—thousands of them a month on thousands of flights— 
will shortly be able to buy trip accident insurance at low rates, 
regardless of destination and regardless of point of origin, says 
the Chamber of Commerce of the United States. 


“Early approval of the same program by the Naval Air 
Transport Service is anticipated,’ said the chamber, adding: 


Extension of the trip accident insurance plan—familiar to railroad 
and commercial air line passengers—to A. T. C. passengers was an idea 
developed in the chamber’s insurance department which brought private 
insurance companies and officials of A. T. C. and N. A. T. S. together 
at a conference here last January. A. T. C. awarded the contract for 
the insurance as of May 14 to the Indemity Insurance Company of Phil- 
adelphia, and the program will be serviced by Marsh and McLennan, 
insurance brokers, who have offices in most principal cities. 

Besides providing a needed service, the program literally ‘‘carries 
American insurance around the world,’’ said H. E. Hilton of the chan- 
ber’s insurance department. 

Wherever there’s an A. T. C. base—anywhere in the world—a pas- 
senger can obtain accident protection up to $10,000 as easily as he can 
buy a money order. The applicant need only fill out an extremely sim- 
ple form, retaining one copy and mailing one to his beneficiary. Another 
copy goes to the company and another is retained by a ‘‘witnessing 
representative’ of A. T. C. Rates are based on amount, time and trip, 
but a typical policy for $5,000 would cost about $5 for 10 days anywhere 
in the world. 

The chamber prevailed on A, T. C. to provide it with restricted in- 
formation as to the number of passengers and other details essential in 
calculating the risk, then relayed this information to all American insur 
ance companies, requiring them to maintain utmost secrecy. 


There followed the conference in Washington of interested comps} 


nies, meeting at the invitation of the chamber’s insurance committee, 
and attended as well by Colonel Reese F. Hill, chief of the contract 
insurance branch of the Army Service Forces, and Commander S. F. 
Procopio, of the navy’s insurance department. 


Texas-Oklahoma Air Service 


The Civil Aeronautics Board has granted to Continentd 
Airlines authority to conduct air transportation from Hobbs, 
N. M., to Tulsa, Okla., via Lubbock and Wichita Falls, Tex, 
and Oklahoma City. 

“Since Continental is now authorized to operate betweel 
Hobbs and El Paso, this authorization will make possible 
through service from El Paso to points on the new route,” the 
board said. “The application of American Airlines to includ 
Wichita Falls and Lubbock on its route 4 between Oklahom 
City and El Paso was denied. ; 

“This supplemental opinion comes as a result of reopening 
the proceeding concerning Memphis-Oklahoma City-El] Pas? 
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service, decided by the board on November 10, 1944. The case 
was reopened only for reargument of the issues concerning 
service to Wichita Falls and Lubbock, for which American and 
Continental were applicants. 

The board said it reached the conclusion that air service 
was necessary between Lubbock and Wichita Falls to and from 
Oklahoma City, Tulsa, and El Paso after a reappraisal of 
existing transportation facilities, particularly in relation to the 
commercial importance of these cities to their surrounding 
areas, and their relative positions in the oil and cotton indus- 
tries. It added that, in its opinion, both Continental and Amer- 
ican were fit, willing and able to furnish air transportation 
through Wichita Falls and Lubbock, but that it believed that 
the “development of air traffic at these relatively small cities 
will, in our judgment, receive more intensive efforts from a 
carrier such as Continental, which is more vitally dependent 
upon such traffic, than by American. Development by the latter 
company would be likely to be incidental to the development 
of the longer haul traffic over the new route.” 

Chairman Pogue and Board Member Lee concurred in this 
opinion. Members Branch and Ryan filed a concurring opinion 
in which they agreed with the majority that the air service 
was necessary, and approved the award to Continental, but 
they believed that such service could more appropriately be 
rendered by American Airlines. 

Vice-Chairman Warner, in a concurring opinion, said that 
he did not believe that a transcontinental route should be 
diverted to the extent necessary to serve Wichita Falls. He 
stated that service could have been best rendered to Wichita 
Falls by connecting it with eastern Texas’ and Oklahoma cities 
as an intermediate point on one or both of the two routes 
now operating between Chicago and Dallas-Fort Worth by way 
of Oklahoma City. Mr. Warner stated, however, that inasmuch 
as the majority of the board had decided that there should be 
service between El Paso, Lubbock, Wichita Falls and Tulsa, 
he would join with the majority in selecting Continental in- 
stead of American as the airline to operate that service, as 
“the better of the two alternatives presented.” 


Air Service at New Bern, N. C. 


That the Civil. Aeronautics Board should authorize service 
to New Bern, N. C., by National Airlines as an intermediate 
point between Norfolk, Va., and Wilmington, N. C., on its New 
York-Florida route, and that it should deny the application of 
Eastern Air Lines for authority to serve New Bern and Wilming- 
ton as intermediate points between Raleigh, N. C., and Charles- 
ton, S. C., are recommendations made by Examiners Lawrence 
J. Kosters and Richard A. Walsh, of the C. A. B., in a proposed 
report in Nos. 1595 and 1596, applications of Eastern and 
National, respectively. 

“Eastern’s exhibits show that service can be given to 
New Bern and Wilmington on a straight line between Charles- 
ton and Richmond, Va., by-passing Raleigh, with only 43 addi- 
tional route miles required,’ the examiners said. “Such an 
operation would duplicate National’s existing operation up the 
Atlantic coast. National, on the other hand, could provide New 
Bern with service between New York and Florida with only 
four additional miles by reason of the fact that New Bern is 
located on its present line of flight. In addition, National is 
presently authorized to serve Wilmington on this route. The 
record does not show that additional and duplicating service 
to Wilmington is needed. Since New Bern can be served by 
National with fewer additional miles of flying and less addi- 
tional cost to its system than Eastern, and since authorization 
of Eastern into Wilmington would result in an exact duplication 
of National’s service . . . it is concluded that National’s request 
to serve New Bern should be granted and that Eastern’s appli- 


cation to provide service to New Bern and Wilmington should 
be denied.” 


Braniff Air Route Restriction 


Examiners F. A. Law, Jr., and Joseph L. Fitzmaurice, of 
the Civil Aeronautics Board, have recommended in a proposed 
report in No. 1225, Braniff Airways, Inc., Application for Re- 
moval or Modification of Restriction of Service on Route 15, 
that the board modify an existing restriction on service by 
Braniff on route 15, extending between Denver, Colo., and 
Dallas, Tex., between Amarillo, Tex., and Memphis, Tenn., and 
between Dallas, on the one hand, and Brownsville and Galves- 
ton, on the other. 

_ The aim of the applicant, the examiners said, was the 
elimination or modification of the provision of its certificate 
or this route that “the exercise of the privileges granted by 
this certificate, as amended, shall be subject to the condition 
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(1) that the holder shall serve Denver, Colorado Springs, and 
Pueblo, Colo., only on flights originating or terminating at Fort 
Worth-Dallas, Tex., or points south thereof on route No. 15.” 
They said the principal objective of the applicant was to be 
able to perform single-plane through service between Denver, 
Colorado Springs and Pueblo on the one hand and points on 
route 15 east of Oklahoma City, on the other. 

Modification of the restriction in question was recommended 
by the examiners “so as to authorize Braniff to serve Denver, 
Colorado Springs, and Pueblo, Colo., only on schedules originat- 
ing or terminating at or south of Wichita Falls, Tex., or on 
schedules originating or terminating at points east of Fort 
Smith, Ark., provided that where such flights, initiated in con- 
formity with the provisions of the restriction, shall be inter- 
rupted en route by causes beyond the control of Braniff, the 
grounded aircraft involved, if serviceable, may be turned around 
and returned to the point of origin as a revenue flight.” 






























































AIR CERTIFICATE APPLICATIONS 

United Air Lines, Inc., Chicago, Ill., has asked the Civil 
Aeronautics Board to consolidate United’s certificates for route 
No. 1 (the trans-continental route between New York-Newark, 
on the one hand, and Oakland, Calif., and Seattle, Wash., on 
the other) and for route No. 62, between Washington, D. C., 
and Toledo, O., and to designate such consolidated routes as 
route No. 1: Docket No. 1903 has been assigned to this appli- 
cation. 

Other new certificate applications filed with the board are 
the following: 
























































No. 1895, American Airlines, Inc., New York City; amendment of 
certificate so as to permit nonstop service between Oklahoma City, 
Okla., and Tucson, Ariz., and between Oklahoma City and Phoenix, Ariz. 

No. 1899, Trans-Southern Corporation, Chicago, Ill.; scheduled 
transportation of persons, property and mail between Kansas City, Mo., 
and Jacksonville, Fla., via Springfield, Mo., Memphis, Tenn., Birming- 
ham, Ala. and Columbus, Ga.; between Oklahoma City and Memphis; 
between Springfield, Mo., and Pensacola, Fla., and between Nashville, 
Tenn., and Birmingham and between Birmingham and Savannah, Ga., 
via specified intermediate points. ; 

No. 1900, U. S. Flying Services, Inc., St. Petersburg, Fla.; scheduled 
transportation of property and mail over four routes serving points 
within Florida. " 

No. 1901, American Export Airlines, Inc., New York City; exemption 
from provisions of section 401 of civil aeronautics act so as to permit 
continuance of service to and from Botwood, Newfoundland, on route 
between New York and Foynes, Eire, heretofore rendered under tem- 
porary confidential exemption order issued by the board July 2, 1943. 

No. 1902, Edward F. Zedeker, Dayton, O.; scheduled transportation 
of persons, property and mail on routes between Dayton, on the one 
hand, and, on the other, Cleveland, O., Louisville, Ky., and Lexington, 
Kentucky. 

















































































































AIRLINE INQUIRY BY C. A. B. 


By an order in a proceeding docketed by it as No. 1896, 
In the Matter of Certain Activities of Page Airways, Inc., the 
Civil Aeronautics Board has instituted an investigation into the 
activities of Page Airways, Inc., a New York corporation en- 
gaged in the solicitation and carriage by aircraft of persons 
and property for compensation in interstate commerce, to deter- 
mine whether in the conduct of such services this carrier has 
failed to comply with any provision of section 401 of the civil 
aeronautics act (the certificate provision of the act) or any 
requirement established pursuant thereto. Institution of this 
investigation followed a C. A. B. inquiry into circumstances 
surrounding a crash of a Page Airways transport plane at the 
Washington National airport. The crash resulted in fatal 
injuries to several passengers in the plane, traveling from 
Miami, Fla., to destinations in New York state. 






































































































































Cc. A. B. RULE ON APPLICATIONS 
By an amendment to its economic regulations, the Civil 
Aeronautics Board has provided that, effective as of August 26, 
1944, requests for authority to engage in scheduled air trans- 
portation and requests for authority to engage in non-scheduled 
air transportation shall not be included in same application. 






































SOUTHERN AIRWAYS RELATIONSHIPS 


The Civil Aeronautics Board has received an application 
(No. 1898) from Southern Airways, Inc., of Birmingham, Ala., 
and its president, Frank W. Hulse, asking for approval by the 
board of corporate relationships existing through the holding 
by Mr. Hulse of the positions, also, of president and treasurer 
of Southern Airways, Inc., of Georgia, president of Southern 
Airways, Inc., of South Carolina, and president and treasurer 
of Southern Airways Sales Co. 



























































P.-C. A. SERVICE RESUMPTION 


Resumption of service by Pennsylvania-Central Airlines on 
its route No. 34 between Baltimore, Md., and Buffalo, N. Y., 
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has been authorized by a Civil Aeronautics Board order (serial 
No. 3674). The board said in its order that service on that route 
had been temporarily suspended by a prior order (serial No. 
1759), but that that suspension order had been partially re- 
scinded by another order, issued July 17, 1942, to permit re- 
sumption of service between Washington, ‘D. C., and Baltimore. 


SAFETY AWARD TO PANAGRA 
For its perfect safety record of operating 5,143,442 flight 
miles and 68,014,116 passenger miles during 1944 without a 
single mishap or fatality, Pan American-Grace Airways will 
receive the annual aviation safety award of the Inter-American 
Safety Council, at a luncheon Wednesday, May 23, at 12:30 in 
the Metropolitan Club, New York City. The council’s president, 
J. T. Wilson, will present the award to Panagra’s President 
Harold J. Roig. L. Welch Pogue, chairman of the civil aero- 
nautics board, will be the principal speaker. 


Cc. & S. AIR MAIL RATES 


Chicago & Southern Airlines, Inc., of Memphis, Tenn., has 
asked the Civil Aeronautics Board, in an application docketed 
as No. 1897, to determine the “fair and reasonable” rate of 
compensation for transportation of mail over that part of the 
applicant’s Houston-Detroit route (route No. 53) extending be- 
tween Memphis and Detroit. The applicant said it was in- 
augurating service between Memphis and Detroit with one 
round trip a day on or about May 20 and that it would add 
two additional round trips a day on or about June 1, in trans- 
portation of persons, property and mail; that air mail schedules 
between Memphis and Detroit had been designated by the 
Postmaster General, and that the applicant was proposing 
a rate of 22.5 cents an airplane mile. 


CLIPPER SERVICE TO EUROPE 


The departure of the Pan American clipper for Europe 
May 15 was the first publicly announced departure since 
Pearl Harbor. With easing of security restrictions, Pan Amer- 
ican has revealed that since Dec. 7, 1941, it has furnished clipper 
transportation for about 61,000 vital war passengers in flights of 
more than 7,400,000 miles. It has carried 7,000,000 pounds 
of mail and nearly 2,000,000 pounds of high-priority cargo to 
Europe and Africa. Clippers flew 2,200,000 miles on special 
missions, in one of which it flew the late President Roosevelt 
to and from Casablanca in January, 1943. 


BRITISH AIRLINE SERVICE TO U. S. 


The Civil Aeronautics Board, by an order (serial No. 3642), 
has granted authority to the British Overseas Airways Corpora- 
tion to increase the frequencies operated by that airline be- 
tween Baltimore, Md., and Foynes, Eire, under its foreign air 
carrier permit, from three a week to four a week in each direc- 
tion. The board noted in its order that by an order issued 
May 18, 1944, it had authorized increase of the frequency of 
service by B. O. A. C. between those points from two trips a 
week to three trips a week in each direction. 


MEMPHIS-DETROIT AIR SERVICE 


The Civil Aeronautics Board has issued an order (serial 
No. 3686) authorizing inauguration of service by Chicago & 
Southern Air Lines, Inc., in the transportation of persons, prop- 
erty and mail between Memphis, Tenn., and Detroit, Mich., 
on the airline’s route No. 53, extending between Houston, Tex., 
and Detroit. 

Intermediate points to be served on the part of the route 
between Memphis and Detroit are: Paducah, Ky.; Evansville, 
Indianapolis, Anderson-Muncie-New Castle, Marion and Fort 
Wayne, Ind., and Toledo, O 

The board said in its order that it appeared that the na- 
tional defense no longer required that inauguration of service 
between Memphis and Detroit be delayed. 


COMMERCIAL PLANE PRODUCTION 


The War Production Board has revoked General Limitation 
Order L-48, restricting the transfer and manufacture of civilian 
aircraft, and has issued P-47a, prescribing conditions under 
which civilian transport aircraft may be manufactured and 
delivered to United States air carriers. In part, the board said: 


The revocation of L-48 now permits any manufacturer of aircraft or 
aircraft products to engage in the production of civilian aircraft and 
aircraft products of all types as long as this will not interfere with 
production to fill higher rated orders that may be scheduled in the plant 
and as long as materials are not used in a manner prohibited by other 
applicable W. P. B. orders and regulations. 

However, it must be clearly understood the revocation of L-48 is not 
to be considered as giving any assurance that all of the materials re- 
quired to produce aircraft or aircraft products will be available. 

The repeal of the order, however, does permit the manufacturer to 





TRAFFIC WORLD 


make substitutions and to take advantage of idle or excess stocks in 
order to avoid the use of materials that are still in scarce supply. 

The general policy of the War Production Board is that all manv.- 
facturers of civilian aircraft should utilize as much of the materials ang 
components as are needed from idle or excess stocks. However, should 
there be a need for priorities assistance to procure materials and com. 
ponents that are not available from surplus stocks, manufacturers of 
“civil transport aircraft’’ to fill essential needs will be accorded priori- 
ties assistance under the provision of the new order P-47a. 

Priorities assistance for converting military type surplus aircraft to 
suitable civilian type, previously accorded under Direction 1 to L-48, is 





















being continued, under the provisions of the new order P-47a. alle 
Re ee, Ee 1 
AIRLINE REVENUE DATA seer 
Net operating revenues in January of the 18 domestic air ek : 
carriers, including All American Aviation, Inc., and Hawaiian Kaminsk 
Airlines, Ltd., totaled $2,622,444 and represented an increase Worsted 
of $855,797 over the same month of 1944, according to data Baird cl 
issued by the Civil Aeronautics Board. The board said the§ ooo. ‘Ey 
revenue miles flown by these airlines in January totaled 14,267,- Haug a 
647, as against 9,475,819 in January, 1944. land Clit 
Operating revenue of the carriers in the first month of this Brgcar E 
year totaled $14,460,544, as against $10,608,761 in the firste Lake 
month of 1944. Comprising the former figures were receipts Feeley 
from various sources as follows: Passenger, $10,619,365; mail, Wire C 
$2,753,003; express and freight, $846,974, and “all other,” Bat R, 
$241,202. Operating expenses last January totaled $11,838,100 have 
as against $8,842,114 in January, 1944. Traffic C 
_ For the 12 months ended January 31, 1945, the net oper- Union P 
ating revenue for all the domestic airlines amounted to $37,- 
346,867 as compared with $27,529,255 for the preceding 12 The 1 
months, and operating expenses totaled $127,256,968, as against held its 
$97,905,751 for the 12 months ended January 31, 1944. Principal is 
revenue increases were from the passenger and mail sources, I colt Cc 
the former having risen to $119,539,988 from $89,163,970, the re: Jur 
latter from $24,804,826 to $33,732,696. 8 all ¢ 
PROPOSED BROOKLYN AIR-BUS-RAIL TERMINAL —v2/mau 
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An air-bus-rail terminal with an air strip for light planes 
and helicopters, located in the heart of Brooklyn’s commercial 
district over the present site of the Long Island railroad sta- 
tion, was proposed May 16 by John F. Budd, publisher of Air 
Transportation and chairman of the aviation section, New 
York Board of Trade. : 

“I have always thought it rather silly,” Mr. Budd said, 


“that a Brooklynite bent on meeting a plane at LaGuardia 
airport must travel along a wide curve—from Brooklyn, to 
Manhattan, to Long Island. . . . The proposed terminal . .. 
would not necessitate the tearing down of any structures. 
Brooklyn needs rapid transit between itself and big airports.” 
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Business Travel to Europe 


Procedural steps to be followed by American business men 
planning trips to Europe have been simplified and “right now 
steamship and airplane travel space is more plentiful to 
Europe,” says the United States Chamber of Commerce. It 
explains that the availability of such travel space is due largely 
to the movement of transport vessels and planes from this 
country to Europe to bring back troops, and adds that “as long 
as this is necessary, space is available for the transport of bona 
fide business men to England, Ireland, France and Switzer- 
land.” 

“After obtaining passports and visas,” the U. S. chamber 
continues, ‘“‘the business man who wishes to travel on ships 
controlled by the United States or who desires priority trans- 
portation supplied by the army’s Air Transport Command, 
Naval Air Transport Service, or by commercial plane, should 
get in touch with one of the 26 Commerce Department field 
offices, or the Bureau of Foreign and Domestic Commerce, 
Washington. It is not necessary to do this for transportation 
on ships of neutral countries or non-priority passage on com- 
mercial airlines, provided one has a passport and the necessary 
visas. In the application for transportation a business man 
must show that his trip will be in the national interest. This 
means that it is (a) contributing ‘directly or indirectly to the 
war effort’; (b) that it will contribute ‘to relief or rehabilitation 
activities in areas affected by the war,’ and (c) that it will 
contribute to ‘the resumption of economic or other activities 
disrupted by the war that are necessary for the prompt re- 
establishment of peacetime conditions.’ ” 

On U. S. government-controlled vessels the one-way fare, 
including taxes, to England was $172.50 and to France, $189.75, 
whereas by A. T. C. or N. A. T. S. planes the fare to England, 
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including tax, was $792.35, and to France, $815.35, the cham- 
ber said. It added that three ships that left New York March 
30, April 6 and May 1 carried only up to 150 business men as 
passengers, despite greater capacity, and said this doubtless 
was due to business men not knowing the space was available. 
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on’ May 28. Past presidents will be hon- 
ored at this meeting. 


The Junior Traffic Club of Metropoli- 
tan St. Louis will install the following 
officers at its annual installation dinner 
in the De Sota Hotel, June 6: President, 
Matt C. Klein, Mississippi Valley Barge 
Line Co.; first vice-president, R. Paul 
Yellen, Norfolk & Western Railway; sec- 
ond vice-president, Omar F. Graeler, 
Chevrolet-St. Louis Division; third vice- 
president, John H. Meitz, Springmeier 
Shipping Co.; recording secretary, Oliver 
A. Kohl, Ludlow-Saylor Wire Co.; finan- 
cial secretary, Robert C. Hoffman, Jr., 
James R. Kearney Corp.; treasurer, Earl 
G. Herchert, Major Transports. Indus- 





trial directors are: William P. Overman, 
Socony-Vacuum Oil Co., and Albert J. 


Schueler, Century Electric Co. Transpor- - 


tation directors are Ad Schaefer, Jr., 
Pacific Intermountain Express, and Max 
G. Fortune, Anderson Motor Service Co. 
Guest speaker of the evening will be 
Rev. J. F. Bannon, S. J., director of his- 
tory, St. Louis University. 





F. R. Gerard, president of the Lehigh 
Valley Railroad, was speaker at the 
May luncheon of the Traffic Club of De- 
troit in the Hotel Statler. Mr. Gerard 
paid tribute to Detroit’s industrial and 
business men who have accomplished 
much during the war. He also expressed 
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the hope that railroads would be allowed 
to carry on, unhampered by “‘starry-eyed 
theorists.” 





A featured event at a meeting of the 


Metropolitan Traffic Association of New | 


York was the presentation of a moot 
I. C. C. case by the Senior class of the 
Academy of Advanced Traffic, New York, 
H. L. Main, Commerce Counsel, Dela. 
ware, Lackawanna and Western R. R 
Co.; W. L. Carney, Principal Transpor. 
tation Consultant, O. P. A.; S. S. Eisen, 
Commerce Attorney; T. W. Van Metre, 
Professor of Transportation, Columbia 
University, and Arthur Arsham, Direc. 
tor of Research, Academy of Advanced 
Traffic, served as commissioners. 





SHIPPER BOARD FORECAST ACCURACY 


Chairman Kendall, of the car service division of the Asso- 
ciation of American Railroads, has compiled a statement show- 
ing comparison of the national freight loading forecasts made 
by members of the thirteen shippers advisory boards for the 
fourth quarter of 1944 with the actual carloadings for the same 
quarter. Eleven boards made over estimates and two made under 
estimates. Over estimates were made covering fifteen commodity 
groups and under estimates in twelve commodity groups. The 
boards estimated total carloadings of 7,433,569 for the quarter, 
while the actual loadings were 7,158,473, the percentage of 
over estimate having been 3.7 per cent. 


JOHNSON ON PERFECT SHIPPING 


“Because of the continuing difficult transportation situation 
occasioned by the vast military redeployment program, it seems 
to me that every month—not just April—should become ‘Per- 
fect Shipping Month’,” Director Johnson, of the Office of De- 
fense Transportation, suggested May 22 in a letter to General 
Chairman J. E. Bryan of the national management committee 
for the 1945 perfect shipping month sponsored by the Shippers 
Advisory Boards. 


“The redeployment program not only means the greatest 
passenger transportation job the nation’s railroads have ever 
been called upon to perform; it also means that the freight 
load will be greater—and more difficult—than last year’s rec- 
ord-breaking tonnage,” Director Johnson said, and continued: 

“T look for the next twelve to fifteen months to be the 
most critical period in all transportation history. As a problem 
in simple arithmetic the task ahead of us seems impossible. We 
can only be successful through the complete utilization of all 
available equipment. While some new equipment is now being 
programmed, it will be well into next year before much of it 
can be put to use. 

“T strongly urge every user of transportation to continue— 
until the fall of Tokyo—those simple and practical rules which 
during the April ‘Perfect Shipping Month’ campaign effected 
worthwhile savings of time, labor, materials and transporta- 
tion itself.” 


P. S. CHAIRMAN THANKS ASSOCIATES 


J. E. Bryan, general chairman, National Management Com- 
mittee, Perfect Shipping Month, 1945, has addressed a letter 
of appreciation to regional chairmen, urging that committees in 
each Advisory Board territory be maintained throughout the 
year and that, if necessary, special commodity committees be 
organized and contact made with carrier committees wherever 
they are maintained. 

“To all of those who have so generously given of their time 
and talent in conducting the current campaign I extend the 
sincere thanks of the Management Committee as well as 
my personal appreciation of the assistance given by all to make 
this year’s campaign the success already attained and which 
it is hoped will increase in value as the months roll on,” wrote 
Mr. Bryan. 


As evidencing a determination to carry the perfect shipping 
effort through the year, Mr. Bryan quoted a committee chair- 
man as saying: “Our principal concern is not in filing claims 
against carriers, but preventing a reoccurrence through cor- 
rective action,” and, again: “We realize the importance of per- 
fect shipping, and pledge cooperation in making 1945 a perfect 
shipping year.” 

Mr. Bryan said the shippers, receivers, railroads, motor 
carriers, the Railway Express Agency, and “everybody” had 
taken hold of the problem “with a determination and a vigor 
which cannot help but bring about the desired results— sub- 


— reduction in the loss and damage cost we all suffer 
rom.” 


ASSOCIATED TRAFFIC CLUBS’ DIRECTORS MEETING 


J. M. Fitzgerald, chairman of the board, Associated Traffic 
Clubs of America, has called a directors’ meeting for 10:30 
a. m. June 6 in the Rose Room of the Sherman Hotel, Chicago, 
The special committee appointed in Cleveland in February, 
1944, charged with bringing about a better public appreciation 
of traffic management, will submit its report. 





PACKAGING ENGINEERS’ MAY MEETING 


Processing of packages for the Pacific theater of war, and 
the experiences of a woman:secret agent of the Allies in occupied 
Poland, will share the program of the Industrial Packaging 
Engineers Association of America the evening of May 28, at 
the Hotel Sherman, Chicago. Capt. August D. Thau, chief 
technical section, U. S. Engineer district office, Chicago, will 
be chairman of the meeting, at which Lt. Dave Geiser, assistant: 
in-charge, processing and packaging section, Engineer Board, Ft 
Belvoir, and Capt. R. F. Lewis, upper Mississippi Valley division 
of the U. S. Engineers, will be the speakers. Captain Lewis has 
just returned from an overseas processing and packing mission 

Countess Marie Pulaski, an Allied secret agent, will relate 
her experiences as a spy mingling with Nazi officers in occupied 
Poland. Because of other engagements, she will be introduced 
at 7:40 p. m. 


N. A. R. U. C. MEETING REPORT 
The National Association of Railroad and Utilities Com- 
missioners, Washington, D. C., has announced publication of 
“Utility and Transportation Regulation in Wartime,” a volume 
containing the entire proceedings of the association’s 1944 war 
conference. Members may obtain the volume for $5, while the 
price to others is $6. 


N. Y. SHIPPERS’ CONFERENCE COMMITTEES 
The list of chairmen of standing committees of the Ship- 
pers’ Conference of Greater New York printed at p. 1266 of 
the Traffic World of May 12 contained several inaccuracies. 
The correct list is as follows: 


Rate construction and tariffs, A. C. Welsh, chairman, and G. E 
Mace, acting chairman; classification, F. L. Pomeroy; freight claims, 
T. R. Freebody; legislative, R. A. Cooke; motor transport and drayage. 
E. K. Laux; freight terminal, C. M. Smith; car demurrage and storage 
W. A. Moore; bill of lading, C. J. Weidinger; freight forwarder, H. M 
Frazer; air transportation, R. W. Bennington; express and parcel post, 
Simon Katz; export and import, Otto Olsen; membership, John Orr; 
publicity, J. J. A. Winzenreid; auditing, J. A. Gerlin; reception, H. H 
Horton; visiting, A. A. Stanley; intercoastal and inland waterways, 
R. V. Harron. 


I. C. C. PRACTITIONERS 


The following have been admitted to practice before thé 
Commission: Jesse M. Brown, Fort Worth, Tex.; John Pershing 
Carr, Washington, D. C.; Walter A. Christopher, Chicago, II. 
Ruben A. Dankoff, Rochester, N. Y.; Frederick Y. Dietric 
Williamsport, Pa.; Carl A. Elliott, Jasper, Ala.; J. V. Framto 
Oil City, Pa.; Dwight Sheppart Gabriel, Chicago, Ill.; Victor 5 
Gilbert, El Paso, Tex.; LeRoy B. Giles, Orlando, Fla.; Harry 
Grubbs, Ja., Washington, D. C.; Benjamin Gerard Hartzogj 
Washington, D. C.; Horace S. Haworth, High Point, N. ¢. 
Samuel H. Livingston, New York, N. Y.; John Bob Mort's 
Detroit, Mich.; Benjamin F. Morrison, Chicago, Ill.; Jame 
Addison Newman, Nashville, Tenn.; James F. Reilly, Washing 
ton, D. C.; Clyde C. Rowan, Spokane, Wash.; Benjamin | 
Schiff, New York, N. Y.; Lawrence Adams Truett, Tallahasse 
Fla.; William B. Umstead, Durham, N. C., and John H. Yauci 
Jr., Newark, N. J. 
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Tariff Interpretation—Applicable Rating 


on Tank Car Heater Outfits 
The following communication has 


been received in connection with our an- 


swer, under the above caption, which 
supports our views: 


With respect to question and answer, Penn- 
sylvania, page 1198, Traffic World, May 5, 
1945, reference may be made to a number of 
articles listed under the heading ‘‘Machinery 
or Machines, or Parts Named.’’ Consolidated 
Freight Classification No. 16, which do not 
utilize power. 

For example: Cabinets, drying, item 27725; 
slag pots, items 31050-55; soap frames, item 
31065; tanks, beer cooler, item 31195; urns, 
beverage, items 31700-05. 

In certain tariffs boilers are specifically 
named in machinery items. For example, 
item 1480, T. C. F. B. 29-G; item 3960, T. C. 
F, B. 1-X. 

Accordingly it appears the contention of 
Pennsylvania cannot be accepted as refuting 
the correctness of your answer to Minnesota, 
page 942, Traffic World April 7, 1945. 


Tariff Interpretation—Automobile Acces- 
sories or Parts 


Indiana. — Question: In our audit of 

freight bills we have had a large number 
of shipments that are described on the 
original bills of lading as “cartons of 
automobile accessories NOI.” It is our 
contention that these are correctly rated 
at Class 70, as per Item 1795 of Middle- 
west Motor Freight Bureau Exceptions 
Tariff 1025, MF-I. C. C. No. 21. How- 
ever, the truck lines are applying first 
class on a number of these shipments. 
You will note that the general caption 
of Item 1795 reads ‘automobile parts or 
accessories’ and National Motor Freight 
Classifications 6 and 7 also use the same 
general caption. We have contended 
that, in the classification and the excep- 
tions, “parts” and “accessories” are used 
as interchangeable terms. The motor 
carriers, however, are declining over- 
charge claims, unless the shipments on 
the original bills of lading are described 
a “Auto Parts NOI.” In other words, 
they will apply Item 1795 only on ship- 
ments described as parts NOI. 
: I might further state that the word 
or” is defined in National Motor Freight 
Classifications 6 and 7 to provide for the 
alternation or use of either or both of 
the terms between which it appears. 


Answer: The general heading “Auto- 
mobile Parts or Accessories” includes, in 
our opinion, two different lines of allied 
articles. What we mean by this is that 
there is a difference between what is 
Cons'dered an automobile part and an 
automobile accessory. For example: Con- 
Sider the entry described under this 
heading as “doors.” A door is truly a 
Part of an automobile. On the other 














hand consider the article described as 





“chains, tire.’ This, according to our 
interpretation, is not a part of an auto- 
mobile, but instead is an automobile ac- 
cessory. 

The entry in question, “parts, N.O.I.,” 
as published in the classification is pub- 
lished to include any automobile part 
that is not otherwise indexed by name 
therein. The same entry, as provided in 
the exceptions, is published to include 
any automobile part that is not other- 
wise indexed in the National Motor 
Freight Classification. 

There appears to be no rating pro- 
vided for ‘“‘automobile accessories N.O.I.” 
in either the classification or the excep- 
tions. However, the applicable rating to 
be applied on a shipment is not neces- 
sarily that applicable to what is shown 
or described on the bill of lading, but is 
that applicable to the commodity actu- 
ally shipped. 

We quote from the following deci- 
sions: 


Dolese Bros. Co. vs. C. R. I. & P. Ry. 
Co., 109 I. C. C. 561, on page 562: 


The terms in the general heading are mere- 
ly descriptive of what follows and may only 
be considered as qualified by the further 
descriptions appearing in the item. We can 
not consider only the part of the rule that 
is favorable to complainant’s contention, and 
ignore other provisions of the tariff that make 

clear its application. 


Twin City Milk Producers Assn. vs. 
Boston & M. R., 208 I. C. C. 533, on page 
534: 


Exceptions to the classification . . pro- 
vided a basis . . . on powdered milk, under 
the heading of ‘‘Canned Goods, viz. ‘ 
‘“‘There have been instances where, in order 
to give meaning to the words following the 
abbreviation ‘‘viz.’’ we have had to lessen 
the value to be attached to the introductory 
heading, but there is no occasion here for so 
doing. 


Arthur Morgan Trucking Co. vs. Balti- 
more & O. R. Co., 232 I. C. C. 137, on 
page 138: 

The words ‘‘Granite or Marble’’ and ‘‘Stone,’’ 
which appear in heavy-faced type at the be- 
ginning of the item, state the general cate- 
gory of commodities covered thereby. In- 
dented under this general heading are the 
words ‘‘Rip Rap,’’ ‘‘Crushed,’’ etc., indicating 
the specific kinds of descriptions of marble, 
granite, or natural stone upon which the 
rates are to apply....Such items must be 
read as a whole, and signify that the rates 
or ratings apply to the particular varieties 
or descriptions of the commodity which are 
specifically enumerated in the indented por- 
tion of the item. 


Tariff Interpretation 


California.—Question: On September 
1, 1944, we shipped two cars, and on 
September 5, one car of crude clay from 
our plant at Lincoln, (Placer County), 
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Cal., to Los Angeles. The clay was 
loaded by steamshovel in open top cars. 
The two cars shipped September 1 were 
overloaded 25,920 lbs. and 26,460 Ibs. 
The overloads in these cars were trans- 
ferred to one car at Fresno. The other 
car was overloaded 24,200 lbs. and the 
overload in this car was transferred to 
one car at Bakersfield, Cal. 

Item 2380 of Southern Pacific Ter- 
minal Tariff 230-J provides in part as 
follows: 


When car is overloaded by shipper, and 
such overloading is not discovered until after 
the car has left point of origin, this company 
will transfer the entire shipment or the ex- 
cess weight; and the actual cost of such 
service will be charged and collected with 
the freight charges; the freight charges will 
be based on the actual weight of entire 
shipment at the carload rate, subject to the 
minimum weight applicable to the car orig- 
inally loaded. 


We paid charges on the entire amount 
of clay shipped, plus cost of transfer in 
accordance with Item 2380 of Terminal 
Tariff 230-J. We have now been pre- 
sented with a balance-due bill amount- 
ing to $86.38 covering the overloaded 
clay in the two cars reduced at Fresno, 
based on the actual weight at a carload 
rate of 24 cents, subject to a minimum 
of 40,000 pounds, less the 18 cents per 
ewt. which is the rate on a carload sub- 
ject to a minimum of 100,000 lbs. that 
we originally paid, and a bill on the 
24,200 pounds transferred at Bakersfield, 
based on a rate of 24 cents, minimum 
40,000 lbs., less the amount originally 
paid of 18 cents per cwt. 


We are advised that Service Order 
No. 68, effective February 15, 1942, can- 
cels Item 2380 of Terminal Tariff 230-J, 
and authorizes the assessment of these 
additional charges. We do not believe 
that this is in accordance with the tariff 
and would appreciate it if you would 
give the matter your consideration and 
favor us with your views, referring us 
to the tariff publication that cancels 
Item 2380 as far as intrastate move- 
ments in California are involved. 


In the first place, Service Order No. 
68, as published in the Consolidated Clas- 
sification, applies to interstate and for- 
eign commerce only, as per Amendment 
No. 1. Amendment No. 6 provides spe- 
cifically that this amendment will apply 
to intrastate as well as interstate traffic, 
but was not effective until November 
29, 1944. Service Order No. 68 further 
provides that the changes authorized by 
the order must be published in a sup- 
plement to the tariffs. Clearly this has 
not been done in connection with Cali- 
fornia intrastate traffic, as the order as 
published in the Consolidated Classifi- 
cation is restricted to interstate and for- 
eign commerce. 


In the second place, Service Order No. 
68 refers to Rules 24 and 34 of Consoli- 
dated Classification No. 16, and other 
tatriffs containing similar provisions in 
respect to the furnishing, substitution 
and use of multiple cars for single ship- 
ments; and the order itself in Section 3 
reads: 


That the operation of all provisions... in 
like manner, as or in modification or exten- 
sion of Rule 24, and that portion of Rule 34 
herein suspended, permit cars to cars to be 
used for the shipment of carload freight... 
are hereby suspended. 


You will note that the order refers to 
“the shipment of carload freight,” and 
the shipment of freight is the act of 
forwarding the shipment from points of 
origin and does not refer to the handling 
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of the freight by the carrier after it is 
shipped and has left the shippers pos- 
session. 

It is our opinion that Service Order 
No. 68 was not intended to apply to 
overloaded cars moving in intrastate 
traffic until Amendment No. 6 was is- 
sued. Further, Item 2380 is not similar 
to Rules 24 or 34 of the Western Classi- 
fication, and clearly the provisions of 
Service Order No. 68 when first issued 
were intended to restrict the use of cars 
by the shipper for shipment from the 
point of origin and do not apply to the 
handling of the freight by carrier after 
the cars had left the shipping point. 

Answer: It is our understanding that 
service orders have force and effect and 
are to be complied with regardless of 
whether or not specific tariff provisions 
affected by the service order are changed 
in accordance with the terms of the or- 
der. In other words such orders govern 
until rescinded. However, in this in- 
stance, Supplement No. 17 to Southern 
Pacific Company Tariff No. 230-J, I. C. 
C. No. 4574, Supplement No. 10 to Cali- 
fornia Railroad Commission No. 3183 
makes the tariff subject to Agent Kipp’s 
Service Order Tariff No. S. O.-68, I. C. C. 
No. A-3391, C. R. C. No. 53, by stating 
the following on the title page: “This 
supplement is applicable on intrastate 
traffic only to the extent authorized by 
Tariff No. S. O.-68, referred to above.” 
Supplement No. 2, on page 2, of Agent 
Kipp’s I. C. C. No. A-3391, Cal. R. C. 
No. 53, Tariff No. S. O.-68 states that 
the provisions of this tariff also apply 
on California Intrastate Traffic. 

In view of the above, regardless of 
the application of Service Order 68 by 
itself, specific provision has been pub- 
lished in the terminal tariff whereby the 
provisions of Service Order No. 68 does 
apply to California intrastate traffic. 

A ruling has been made by the Com- 
mission’s Advisory Committee on Serv- 
ice Orders, with respect to Service Order 
No. 68. The Commission interprets the 
Service Order both before and after the 
effective date of Amendment No. 6 to 
that order, as providing for charges on 
the second car, into which an “over- 
flow” part of the lading of the first car 
was transferred at a point between 
origin and destination, on the basis of 
the rate from the place where the trans- 
fer took place and not from the point 
of origin of the shipment. See page 1302 
of the May 19, 1935, Traffic World, 
under the caption “Service Order and 
Freight Charges.” 


Tariff Interpretation 


Michigan.—Question: Central States 
Motor Freight Bureau Tariff 216-B, 
M. F.-I. C. C. 94, names local and joint 
class rates from designated points in 
Wisconsin to points in the lower penin- 
sula of Michigan. 

A shipper made a shipment of army 
tractor tank parts from point A to a 
consignee at point C. Before it reached 
point B, the carrier was instructed to 
deliver part of the shipment to a con- 
cern at point B. 

Is the carrier entitled to assess charges 
for the entire shipment from A to C, 
or from A to B on the portion deliv- 
ered there and A to C on the balance? 

Please cite any decisions of the Inter- 
state Commerce Commission or courts. 

Answer: The transaction to which 
you rffer is neither a stop for partial 
unloading nor a reconsignment within 
the ordinary meaning of those terms, 
as under a stop for partial unloading 
the stop-off point and final destination 
are to be shown in the bill of lading ‘at 


the time the shipment is tendered for 
transportation at point of origin, while 
a reconsignment cover a change in des- 
tination of the entire shipment. 

Unless there is tariff authority for the 
transaction, it is a matter for determina- 
tion by the Interstate Commerce Com- 
mission as to what charges should be 
assessed for the service performed. 

If tariff authority is lacking the Com- 
mission would probably authorize the 
assessment of the rates from A to B 
and from B to C, on the portions de- 
livered at each point, plus a _ service 
charge. 


Tariff Interpretations—Blanks, 
Stampings or Shapes 


Illinois. — Question: We _ purchase 
stampings in the rough from an eastern 
source which are completely machined 
by our plant, including cutting of teeth, 
and finished to a thickness of in excess 
of 16 gauge. These stampings are then 
shipped via truck to an eastern point 
to be bonderized and returned to us as 
a clutch facing for a metallic clutch 
which goes into a dual assembly con- 
sisting of 10 clutch facings to each suit. 

The question has arisen whether these 
should be classed as tractor parts, clutch 
facings or hardware, N. O. I., when they 
are shipped to the eastern point for the 
final processing into the finished part 
of clutch facings. 

We refer to National Motor Freight 
Classification No. 7, page 164, Note 5, 
which states: 


Where blanks, stampings or shapes require 
no further work before becoming finished 
articles, or where they have been further 
finished than in the rough by mechanical 
process, or by being bonderized, coppered, 
ete., the general or specific description for 
the articles must be used; in the absence of 
such description, blanks, shapes or stampings 
of 16 gauge or thicker will be subject to 
ratings for iron or steel hardware, NOI. 


There is no specific description shown 
for this particular item and the part 
itself could hardly be classed as a trac- 
tor part, in its present stage even though 
teeth have been cut, it is of no value and 
can not be used as a tractor part until 
such time as the stamping has gone 
through the bonderizing process in the 
manufacture of the clutch facings. 


Eastern Central Motor Freight tariff 
14-D, MF-ICC A-12, Item 1855, carries 
an exception rating of Column 72 for 
clutch facings. These stampings are 
further finished than in the rough by 
mechanical process. We are of the opin- 
ion that since they have no value as a 
tractor part and are of 16 gauge or 
thicker, as previously stated, they are 
not adaptable for use as such and that 
hardware, N. O. I., should apply. If the 
general description of tractor parts is 
applied, it would mean that this item 
would carry a second class rating, in 
the rough, being returned when com- 
pleted and finished, at a cheaper rate 
of Column 72. 

Answer: Note 5, page 164 of the Na- 
tional Motor Freight Classification No. 
7, reads as follows: 


Where Blanks, Stampings, or Shapes require 
no further work before becoming finished 
articles, or where they have been further 
finished than in the rough by mechanical 
process or by being bronzed, coppered, acid- 
coppered, enameled, . .. or coated by any 
other process, the general or specific descrip- 
tion for the article must be used; in the 
absence of such description, Blanks, Shapes 
or Stampings of 16 gauge or thicker will be 
subject to ratings for iron or steel hardware, 
N. O. I., page 152, Item 11, and Blanks, 
Shapes or Stampings of 17 gauge or thinner 


article as described, after it has been 
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will be subject to the ratings for Sheet Stee 
Ware, N. O. I., page 254, Item 8. 


It is our opinion that the article in 
question should be rated as clutch fac. 
ings under the authority of the above 
note. To us the article falls in the above 
classification under the words, “or where 
they have been further finished than in 
the rough by mechanical process.” As 
such, the provision states that the gen. 
eral or specific description for the article 
must be used. It appears to us that the 


completely machined, including the cut- 
ting of the teeth, and finished to a spe- 
cific thickness, and only lacks a coating 
applied by bonderizing to become a com- 
pleted article, has become a clutch fac- 
ing in the light of Note 5. In other words 
the stamping has definitely taken on the 
appearance of a clutch facing. Inas- 
much as facings, clutch, are listed speci- 
fically in the classification and in the 
exceptions referred to, such specific de- 
scription is applicable. 

According to the remaining provisions 
of Note 5, only in the absence of a gen- 
eral or specific description would you 
be permitted to apply the Hardware, 
N. O. I. or the Sheet Steel Ware, N. 0. 
I. rating, depending on the gauge. 


Routing and Misrouting—Conflict Be- 
tween Rate and Route in Bill of Lad- 
ing—Rate Inapplicable via Any Route. 


Missouri.—Question: Please refer to 
your answer to Maryland, on page 1264 
of the may 12th issue of the Traffic 
World, under the above caption, where- 
in the principle enunciated in the St. 
Louis Cooperage Case, 161 I. C. C. 258 
is discussed. 

It is evident that both the questioner! 
and the “answer man” are of the opin- 
ion that the rate inserted in the bill of 
lading involved in the Cooperage case 
was not a rate at all, but merely a fig- 
ure and just to keep the records straight 
attention is called to the fact that the 
rate of 20c inserted in the bill of lading 
was applicable from St. Louis, Missouri 
to Lawrenceville, Illinois, via B. & 0. 
direct and other carriers, but not in con- 
nection with the Southern Railway as 
the initial carrier. The decision itself is 
clear on this point, and reads as follows: 


A rate of 20c was inserted in four of the 
bills of lading, and the allegation of mis- 
routing is confined to these four shipments. 
This rate did not apply over the route 
specified, or over any route in connection 
with the Southern, but applied over the Balti: 
more & Ohio direct and other competitive 
routes. ' 


There was, therefore, a conflict be-[ 
tween a bona fide rate (not an arbitraryy 
figure) inserted in the bill of lading andy 
a route. 

Answer: Strictly speaking, the St 
Louis Cooperage case, 161 I. C. C. 258, 
does not involve the principle of thef 
Union Saw Mill Co. case, 40 I. C. C. 661, 
in that the rate shown in the bill of 
lading was actually a rate, although not 
a rate to which the Southern Railway 
was a party. 

However, the Union Saw Mill case 
is referred to and commented upon I 
a manner which indicates that.the Com- 
mission makes no distinction between 4 
rate which applies via some route and 
a figure which is not an applicable raté 
via any route between the points It 
volved, and in the cases cited in the 
third paragraph of our answer to which 
you refer the St. Louis Cooperage cast 
is cited in instances where the so-calle 
conflict resulted from the showing of 4 
figure (not a rate) and a route. 


May 26, 
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On June 1, Thomas E. Harris, manager 
of foreign freight traffic of the Illinois 
Central Railroad, Chicago, will retire. 
His assistant, Oliver J. Williford, Jr., 
will become manager. Mr. Harris, who 
has been a railroad traffic man for forty- 
two years, was made general agent at 
Gulfport, Miss., for the Illinois Central 
System when it bought the Gulf & Ship 
Island Railroad, for which Mr. Harris 
had been serving as traffic manager, in 
1925. He became manager of the foreign 
freight department, Chicago, in 1932. 
Mr. Williford, who has a service record 
of 30 years with Illinois Central, became 
assistant manager of foreign freight in 
1942. His assistant will be Monroe J. 
Flicker who has been an Illinois Central 
traffic man since 1922. 

H. E. Robins has been appointed as- 
sistant general freight agent, Atlanta, 
— Birmingham and Coast Railroad 

0. 

Two Chicago appointments are an- 
nounced for Pere Marquette Railway Co. 
traffic department. J. A. Hewitt is as- 
sistant freight traffic manager, succeed- 
ing John C. Harms, promoted. John E. 
Clark succeeds Mr. Hewitt. 

The following promotions and ap- 
pointments in the law department, Louis- 
ville and Nashville Railroad Co., are an- 
nounced: Edward D. Mohr, commerce 
attorney, is promoted to senior com- 
merce attorney. M. T. Hastings is com- 
merce attorney. Clarence Raymond is 
appointed assistant commerce attorney. 

Following the election of the board of 
directors of the Southern Pacific Co., at 
the annual meeting of the stockholders 
in May, the board re-elected Armand T. 
Merdier as president, and re-appointed 
all other officers. The following direc- 
tors were re-elected members of the 
executive committee: James. B. Black, 
Allen L. Chickering, William W. Crocker, 
Armand T. Mercier, San Francisco; 
Henry L. Corbett, Portland; V. H. Ros- 
setti, Los Angeles. 


Oliver Olson has been appointed gen- 
eral manager, Rapid City, Black Hills & 
Western Railroad Co. His headquarters 
will be at Rapid City. 

P. J. O’Connor is manager for Uni- 
versal Carloading & Distributing Co. at 
Newark, N. J. 

The New York chapter of Delta Nu 
Alpha Transportation Fraternity will 
hold its next regular meeting on Wed- 
nesday evening, June 6, at the Hotel 
Pennsylvania, New York City. John 
Dickinson, general counsel of the Penn- 
sylvania Railroad, will address the meet- 
ing on the subject of the anti-trust pro- 
ceedings of the Department of Justice 
against the railroads. 

Iron and Steel Products, Inc., of Chi- 
cago, reports the resignation of A. G. 
Schroeder, who was connected with their 
machinery and equipment department. 
No successor has been named as yet. 

Louis E. Young has recently been ap- 
pointed assistant general traffic manager 
for Thomas A. Edison Industries, Orange, 
N. J. He succeeds George L. Ferris, re- 
tired. 

A. D. McLennan is special representa- 
tive of the general manager, with head- 
quarters at Los Angeles, for the Atchi- 


son Topeka & Santa Fe Railway Com- 
pany. K. C. Fuller, who formerly held 
this position, has been promoted. 

W. H. Petersen, who became a con- 
sultant for the Rock Island Lines after 
23 years of active service, died in Dixon, 
Ill., following an operation, May 21. 

Seaboard Air Line Railway’s traffic 
department has announced the recent 
appointment of H. P. Smith as general 
agent, St. Louis, Mo. 

Five promotions in the Union Pacific 
Railroad’s passenger traffic department 
at Omaha, one at San Francisco, two 
affecting positions in Chicago and one in 
Salt Lake City were announced by C. J. 
Collins, general passenger traffic man- 
ager. Omaha promotions include: E. A. 
Klippel, assistant passenger traffic man- 
ager; L. G. Meder, assistant passenger 
traffic manager; H. B. Northcott, general 
advertising manager; A. J. Hilker, gen- 
eral passenger agent; F. J. Pflaum, as- 
sistant to general passenger traffic man- 
ager. A. G. Bloom, Chicago, was pro- 
moted to general passenger agent at 
Salt Lake City. H. W. Hicks was pro- 
moted to general passenger agent at 
San Francisco; J. C. Pollock, general 
agent at Chicago, promoted to general 
passenger agent. G. I. Giles, formerly 
district passenger agent in New York has 
been appointed assistant general passen- 
ger agent at Omaha. 

William F. Wagner, who has been 
vice-president and export traffic man- 
ager of Pitt & Scott, Inc., since 1931, has 
become affiliated with W. R. Keating Co., 
New York foreign freight forwarders, 
as vice-president and traffic manager. 

Harry A. Clark, Chairman of the golf 
committee of the Export Managers’ Club 
of New York, has announced that the 
club will hold its spring golf tourna- 
ment on June 12 at the Plandome Golf 
Club, Plandome, Long Island. 

The following officers have been elected 
for the Commerce and Industry Associa- 
tion of New York: Alan M. Pope, presi- 
dent of The First Boston Corporation, 
president: John K. Whitaker, president 
of Neuss Hesslein and Co., vice-presi- 
dent; Philip D. Reed, chairman of the 
board of the General Electric Co., direc- 
tor. Re-elected officers include: Herbert 
L. Carpenter, president of the Carpen- 
ter Container Corporation and Francis 
L. Whitmarsh, president of Francis H. 
Leggett and Co., vice-presidents; Samuel 
D. Leidesdorf, head of accounts of S. D. 
Leidesdorf and Co., treasurer. Thomas 
Jefferson Miley has been elected secre- 
tary of the Association. 

When Robert J. Henderson, vice-presi- 
dent in charge of traffic for Minnesota 
and Ontario Paper Company, retires 
from office on May 28, he will be con- 
cluding nearly 29 years of continuous 
service for the same company. He will 
be succeeded by Franklin E. Hufford of 
Washington, D. C. 

American Airlines, Inc., announces the 
following appointments: Russell Wilcox, 
assistant manager of reservations and 
ticket offices in the central region, head- 
quarters in Chicago; Margaret Micel, as- 
sistant airport ticket offices manager at 
the Chicago Municipal airport. 


Fred W. Climer, assistant to the presi- 
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dent of the Goodyear Tire & Rubber Co, 
has been chosen by President Truman ag 
an alternate member of the National 
War Labor Board, representing employ. 
ers. For the past three years he has 
been active on part time basis in the 
wartime service of the government. In 
October, 1942, he was appointed assist- 
ant chief of a section of the War Pro- 
duction Board to plan and direct the in- 
stallation of labor-management commit- 
tees in the industry. In February, 1943, 
he accepted an appointment in the re. 
gional WLB office in Cleveland, serving 
there one week each month until the 
middle of 1944 when he was named a 
substitute of the WLB in Washington. 

Republic Carloading & Distributing 
Co., Ine., announces the appointment of 
W. S. Jones as general freight agent, 
with headquarters at Detroit, Mich. and 
Robert R. Green, district manager,. head- 
quarters at Cleveland, Ohio. 

Cornelius H. Callaghan, manager for 
the last ten years of the Maritime As- 
sociation of the Port of New York, has 
been elected vice-president of that or- 
ganization. Mr. Callaghan has been a 
member of the Maritime Exchange for 
over 40 years. 

Guy de Berc, newly appointed general 
of the Campagnie Generale Transatlanti- 
que for the United States and president 
of the French Line, Inc., has arrived in 
New York to assume the positions for- 
merly held by H. Morin. 

Philip J. Cote, formerly Asst. Traffic 
Manager, has been appointed Traffic 


Manager of Reid, Murdock & Co., Chi- |! 


cago. 


Horace Bolding, who has been asso- 
ciated with Braniff Airways for more 
than ten years in Dallas, has been ap- 
pointed purchasing agent for Braniff Air- 
ways, headquarters at Dallas. 


Donald A. Duff has been appointed to 
the position of executive assistant in 
charge of traffic and sales, Continental 
Air Lines. For the past two years he 
has been executive assistant for Con- 
tinental. Paul J. Carmichael, who for- 
merly held this position, has resigned as 
general traffic and cargo manager. It 
has also been announced that Joseph 
Andrew Uhl has been appointed as as- 
sistant to the president of Continental 
Air Lines. Mr. Uhl will be assigned to 
the Continental-Denver modification cen- 
ter as perscnal representative, to act as 
contract coordinator and liaison man be- 
tween the airlines and the modification 
center, for Robert F. Six, president of 
Continental. 


The board of directors of Los Angeles 
Traffic Managers’ Conference has ap- 


pointed W. O. Narry, traffic manager of} 
the Richfield Oil Co. and Frank Powers, | 
traffic manager of Sears, Roebuck & Co.,jj 


to work out details for incorporation of 
the Conference. Horace Noyes, assist- 
ant traffic manager of Lockheed Aircraft 
Corporation, has been selected to present 
the Conference’s views in opposition to 
the passage of a bill by the California 
legislature to prohibit the appearance of 
anyone other than an accredited lawye! 
before a public body. The directors also 
voted to file a petition with the execu 
tives of the western railroads that 4 
hearing in ex parte 104, Part 2, be held 
in Los Angeles in order that membe!s 
of the Conference might appear. 


In preparation for inauguration of reg 
ular passenger-mail-express service 1 
Detroit, United Air Lines has made neW 
appointments in Detroit, Des Moines and 
Moline. S. P. “Seth” Parker has beet 
appointed station manager at Detrolt 











May 2¢ 




















May 26, 1945 


IN MEMORIAM 


NEVER FOR CONQUEST — NEVER FOR POWER — 
NEVER WITH CRUELTY NOR ARROGANCE — BUT 
ALWAYS FOR FREEDOM — EVER FOR JUSTICE — 
WITH FAITH AND WITH HONOR — OUR SOLDIER 
DEAD CONTENDED FOR THE RIGHT. 












FROM LEXINGTON TO MUNICH, FROM CONCORD 
TO IWO JIMA — ON LAND, ON SEA, AND IN THE 
AIR, THEIR HIGH RESOLVE WAS TO LIBERATE — 
NEVER TO ENSLAVE. 













BY THEIR COURAGE — FROM THEIR DEVOTION, 
THROUGH THEIR SACRIFICE —THE FLAG THEY HELD . 
. ALOFT WHIPS PROUDLY TO THE BREEZE, TODAY — 
THE WHITE STARS OF ‘OLD GLORY’ KEEP VIGIL 
WHILE THE FALLEN VALIANT SLEEP. 
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MADE, AND KEPT, AMERICA FREE. 
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and will be succeeded as station man- 
ager at Des Moines by S. M. Hadden. 
Henry K. Vieman, assistant station man- 
ager at Washington, will take over the 
Moline managership. 

Henry A. Palmer, who recently was 
elected a member of the board of direc- 
tors of the Transportation Association of 
America (see Traffic World May 12, 
p.1268) has been named vice-president in 
charge of publicity and other matters of 
that association. 


E. H. Eckert has been appointed Traf- 
fic Manager of the Waukesha Motor Co. 
He has served the company for sixteen 
years and, since 1934, as assistant traf- 
fic manager. 

William J. Scott has been appointed 
assistant general manufacturing man- 
ager of Chevrolet Motor Division, De- 
troit, Mich. Effective June 15, Tom F. 
Brown will be assistant general sales 
manager of Chevrolet. He succeeds 
Wendell G. Lewellen, who has been 


TRAFFIC WORLD 


made an executive of the General Motors 
Corp. 

E. S. Hiner, assistant traffic manager 
of the Detroit and Toledo Shore Line 
Railroad, has been promoted to traffic 
manager, with headquarters at Detroit. 

R. L. Redline has recently been ap- 
pointed communications supervisor of 
Santa Fe Coast Lines, with headquarters 
at Los Angeles. He entered Santa Fe 
service as apprentice operator in the Los 
Angeles telegraph department in 1907. 














MC C-486, H. D. Fulwiler, dba Pan-American Transit, El Paso, Tex., vs. 
Ruth Lester et al. 

Alleges certain operations in providing transportation of passen- 
gers and their baggage since January 13, 1943, between El Paso, 
Tex., and the boundary of the United States and Mexico, changed 
April 1, 1943, to the transportation of passengers between El Paso 
and Chihuahua, Chih., Mexico, without authority from the Com- 
mission. (Donovan N. Hoover, 414 El Paso National Bank Bldg., 
El Paso, Tex.) 

No. 29308, American Cyanamid & Chemical Corporation, New York, N. 
Y., vs. St. Louis Southwestern Railway Co et al. 

Alleges rates on silica gel catalyst, in carloads, shipped from Fort 
Worth, Tex., to points in Official, Southern and Southwestern terri- 
tories, in violation of sections 1 and 3. Asks cease and desist order 
and rates. (Robert E. Quirk, Norman, Quirk & Graham, Investment 
Bldg., Washington 5, D. C.) 

No. 29309, Great Lakes Steel Corporation, Ecorse, Mich., vs. New York 
Central Railroad Co. 

Alleges rates on iron and steel articles shipped by complainant 
to E. C. Atkins & Co., Indianapolis, Ind., for fabrication-in-transit 
and reshipped to destinations in La., Calif., Tenn., Mo., Ill., and 
other points, without transit privilege, in violation of section 6(7). 
Asks cease and desist order, application of transit tariff, and recov- 
ery of overcharges of $25,000. (H. D. Fenske, Great Lakes Steel 
Corporation, Ecorse, Mich.) 

No. 29310, New England Paper & Pulp Traffic Association, Boston, Mass., 
et al., vs. Baltimore & Ohio Railroad Co., et al. 

Allege rates on bituminous coal from points in Pa., Md., and 
W. Va., including the Clearfield and related districts, to West Fitch- 
burg and Wachusetts, Mass., in violation of section 1. Ask cease and 
desist order, rates, and reparations. (Frederick Manley Ives, 50 State 
St., Boston 9, Mass.) 

No. 29312, Summerbell Roof Structures, Los Angeles, Calif., vs. Southern 
Pacific Co., et al. 

Alleges rates on carload shipments of lumber, Oct. 30, 1942, to 
Feb. 1, 1943, from Portland, Ore., to Santa Ana, Tustin, and Venta, 
Calif., in excess of through rate plus transit charge, in violation of 
sections 1 and 6. Asks cease and desist order, rates, reparation of 
$3,417.25, and inclusion in the instant proceeding of the subject 
matter of informal complaint No. 172686. (E. W. Cox, 541 South 
Spring St., Los Angeles, Calif.) 

No. 29320, R. E. McCaughern, H. G. Hohwiesner, and V. F. Oliver, dba 
Starr Fruit Products Co., Portland, Ore., vs. Oregon Electric 
Railway Co. et al. 

Alleges rates on carload shipments of fresh prunes in lug boxes 
and empty lug boxes, between Oregon and Idaho points, in Sep- 
tember and October, 1944, in violation of sections 1, 2, 3, and 4. 
Ask cease and desist order, rates, and reparation of $729.68. (E. F. 
Brady, 319 Board of Trade Bldg., Portland 4, Ore.) 

MC C-487, Flavoring Syrup, to Evansville, Ind., and Louisville, Ky. 

Investigation instituted by division 2, on its own motion, into 
and concerning the reasonableness and lawfulness otherwise of the 
rates and charges, and the rules, regulations, and practices affecting 
such rates and charges, applicable to the transportation, in inter- 
state or foreign commerce, of syrup, flavoring or fruit, in packages, 
subject to minimum weights of 20,000) and 36,000 pounds from 
St. Louis, Mo., to Evansville, Ind., and Louisville, Ky., maintained 
by carriers parties to tariff MF-I. C. C. No. 122, as amended, of 
the Central States Motor Freight Bureau, Inc., agent, with a view 
to making such findings and prescribing such just, reasonable, and 
otherwise lawful rates and charges, and rules, regulations, and 
practices affecting such rates and charges, if any, as the facts and 
circumstances should appear to warrant. Carriers parties to afore- 
mentioned tariff made respondents to the proceeding. 

No, 29315, Merchants and Manufacturers Traffic Bureau, Muskogee, 
Okla., vs. Atchison, Topeka & Santa Fe et al. 

Rates charged on shipments of citrus fruit from origins in Cali- 
fornia to various destinations in Oklahoma, including Muskogee, 
alleged to be in violation of section 3, the undue preference being 
for ‘‘persons, firms and the locality of Tulsa, Okla.,’’ and in viola- 
tion of section 4, in that Muskogee is intermediate to Tulsa on 
certain routes of movement. Reparation sought for account of 
Brown Produce Co., and Schuler Fruit Co., both of Muskogee, as 


to shipments moved since February 15, 1940, from the California 
origins to those consignees. Complainant asks issuance of cease 
and desist order. (J. Ed Schwachhofer, Traffic Manager, Merchants 
and Manufacturing Traffic Bureau, Room 8, Municipal Building, 
Muskogee, Okla.) 

No. 29316, Pacific Chemical & Fertilizer Co., San Francisco, Calif., vs. 
Pennsylvania Railroad Co. et al. 

Domestic rates charged on carload shipments of sulphate of am. 
monia, shipped in March, 1942, from Clairton, Pa., and Minnequa, 
Colo., and consigned to complainant at Richmond, Calif., destined 
for export to Hawaiian Islands, assailed as in violation of section 1. 
Reparation asked. (Gwyn H. Baker, 268 Market Street, San Fran- 
cisco 11, Calif.) 

No. 29317, Peter Kiewit Sons’ Co., Omaha, Neb., vs. Chicago & North 
Western et al. 

Rates charged, old relaying rails, track bolts and spikes, angle bars 
and used wooden ties, shipped in May, 1943, from Colorado Springs, 
Colo., to complainant at Box Elder, S. D., alleged to have been 
in violation of sections 1 and 6. Reparation of $2,830.84 and interest 
asked. (F. B. and G. M. Stephen, 19 South Wells St., Chicago, Il.) 

No. 29318, Staples Coal Co., Boston, Mass., vs. New York, New Haven 
& Hartford Railroad Co. et al. 

Alleges demurrage charges averaging more than $67 a car on 47 
carloads of coal shipped from Pa. and W. Va. mines to Fall River, 
Mass., Jan. 19 to March 30, and detained at Fall River beyond the 
free time allowed, in violation of section 1. Asks reparation. 

No. 29319, B. F. Nelson Manufacturing Co., Minneapolis, Minn., vs. 
Atchison, Topeka & Santa Fe Railway Co. et al. 

Alleges rates on several carloads of fuel oil, residual, shipped 
May 13, 1943, to July 30, 1944, from Kansas origins to Minneapolis, 
in violation of section 1. Asks reparation of $20,000 with interest. 

MC C-488, Servus Rubber Co., Rock Island, ill., vs. Merchants Motor 
Freight, Inc., St. Paul, Minn. 

Alleges rates on shipments of boots and shoes from Rock Island 
to Minneapolis, St. Paul, and Austin, Minn., December 1, 1942, 
to February 23, 1944, in violation of sections 216 and 217, Motor 
Carrier Act, 1935. Asks rates and payment of overcharges of 
$1,614.63 and interest. (Stephen Robinson, 1010 Walnut Bldg., Des 
Moines, Ia.) 


War Traffic to Pacific 


“More than 800,000 measurement tons of cargo on ships 
and nearly 200,000 tons of railroad freight were turned around 
by the army from May 2 through May 10 to stop the flow 
of combat supplies to Europe,” said the War Department, May 
20, in announcing that the first step in the supply turnaround 
program had been accomplished. 

“Eighty-nine ships were stopped at sea or returned from 
foreign ports without discharging all of their cargo. Thirteen 
other ships, fully loaded, were held at anchor and will be di- 
verted direct to the Pacific. Loading of non-essential military 
cargo in other ships was halted. 

“Upon orders from the army, east coast ports halted un- 
loading and eastern railroads stopped in transit a total of over 
seven thousand freight cars. 1,079 cars were permitted to go 
on to port for export, while 6,033 others were diverted to in- 
land depots and holding and reconsignment points. 

“The huge turnaround was accomplished by two principal 
divisions of the Army Transportation Corps, an A. S. F. Tech- 
nical Service under the command of Major General C. P. Gross, 
the chief of transportation. Its water division, headed by Brig. 
Gen. J. M. Franklin, after consultation by cable with foreign 
theaters, recalled those ships at sea carrying cargo no longer 
required. Its traffic control division chief, Brig. Gen. William J. 
Williamson, set up with the railroads, the commanders of the 
ports of embarkation and other technical services of the A. S. F. 
an intricate procedure for stopping rail freight and diverting 
it to inland points to prevent port and rail congestion.” 

Continuing, the department said: 


Actually, the War Department plan for rolling back the huge flow 
of freight to Europe after VE-Day was established nearly a year ago. 
As early as last October, theater commanders in Europe and the 
Mediterranean indicated on their supply requisitions by a code mark- 
ing if they desired the material to be shipped in the event Germany 
capitulated. If not needed after VE-Day, it was marked “STO;”’ if 
required regardless of victory, the requisition was marked ‘‘SHP.”’ 

Principal reason for the code marking was to facilitate the shuffling 
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OF WAR, OF VICTORY, AND OF WORLD PEACE 


B PURCHASING War Bonds, Americans on 
the work front reaffirm their unbreak- 
able bond with their fellow-Americans on the 
battle front. And, as we of this nation keep 
strong our bonds with each other, we establish, 
simultaneously, an example of freedom and 
democracy-at-work for all the world to see. 
Our model of practical democracy stands as 
irrefutable evidence that a good life zs possible, 
that the brotherhood of man is more than a 
catch phrase. 

As men set about to convert peace ideals into 
peace facts, they have at their disposal a potent 
force, with unprecedented possibilities for the 
betterment of civilization: global air transporta- 
tion. The movement of cargo and people by 
air will hasten reconstruction and will aid 
immeasurably in creating and maintaining a 
world at peace. 

In this connection, we believe that American 
Airlines’ Airfreight—both national and inter- 
national— illustrates the usefulness of swift, 
economical transportation of cargo by air. With- 
in our national boundaries, Airfreight will aid 
in the creation of new markets and the expan- 
sion of existing markets, and will facilitate 
transportation of many kinds of merchandise. 
As an instrument of international shipping 
(International Airfreight now is available to 
Mexico—in limited capacity for non-priority 
cargo), we are confident that it is helping to 
strengthen the bond between two great neigh- 
bor nations. 
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of freight after VE-Day so that food, clothing, medical equipment and 
other supplies necessary regardless of peace in Europe would not be 
halted while tanks, guns, ammunition and other combat material could 
be stopped. 

The transportation corps knew all to well that VE-Day would bring 
to the railroads and truck lines of the United States the toughest traffic- 
management problem of the war. Every 24 hours an average of more 
than 3,000 freight cars loaded with army or lend lease shipments ar- 
rived at Atlantic ports. Delay in proper disposal would cause those 
cars to pile up in and back of the ports so rapidly that paralyzing con- 
gestion would set in. If control was lax, a transportation jam rivaling 
the catastrophic rail tie-up of the first world war could result. 

A single trainload representing rail traffic converging on east coast 
ports each month would stretch from New York to Muncie, Ind. 

In addition, motor freight hauled into Atlantic ports each month 
totaled nearly 61,000 tons. 

To roll back that traffic required intensive preparations. The trans- 
portation corps began planning for the turnaround last summer. So 
complete were the plans developed by General Williamson that weeks 
before VE-Day, a special room in the Pentagon, complete with desks, 
a battery of telephones, scratch pads and pencils was set aside for 
control officers. Several ‘‘dry-runs’’ were held so that the Army and 
the railroads would be fully acquainted with the problem. 

On May 2 control officers representing the Army Air Forces and 
each of the A. S. F. technical services received orders to report to 1A- 
670 in the Pentagon, the empty room in the traffic control division. 
(The seven technical services are the engineers, ordnance, signal corps, 
quartermaster, chemical warfare service, medical department and the 
transportation corps itself.) 

In the meantime, the railroads, acting upon orders. from traffic 
control division, had begun to apply controls upon the movement of 
S. T. O. cargo to ports. As the railroads and ports telephoned or tele- 
graphed carload identities into Washington, the control officers directed 
immediate disposition of their cargo. New shipping instructions were 
wired to railroads within minutes of receipt of the commodity infor- 
mation. 

On May 5 the transportation corps asked the Association of Amer- 
ican Railroads to place an embargo on all freight cars carrying War 
Department freight to New York and Hampton Roads ports of embarka- 
tion. This was the most drastic action taken to roll back the tide of 
war freight, and it was in effect only until May 10. 

In the nine-day period that restrictions on shipments of S. T. O. 
cargo were in effect, the ports reported in 5,444 cars, and the railroads 
asked for disposition of 1,668 cars. Working twenty-four hours a day 
in three shifts, control officers had disposed of the entire lot by the 
morning of May 10. 

General Williamson was high in his praise of the control officers 
from the air forces and the A. S. F. units, as well as the railroads. 
‘“‘The control officers and the railroads deserve the highest commenda- 
tion for their split-second efficiency in rolling back the flood of war 
freight going to the Eastern Seaboard,’’ the general said. ‘‘The mili- 
tary transportation section of the Association of American Railroads, 
headed by A. H. Gass, acting as liaison between this office and the rail- 
roads, likewise respected no duty hours during the emergency.’’ 

The piecemeal disintegration of German resistance made it possible 
for the War Department to place gradual controls upon .port-bound 
traffic long before VE-Day, however. Weeks ago, shipments of combat 
material to Europe were sharply cut so that the full force of freight 
movements to the Atlantic had been reduced when VE-Day was actually 
proclaimed. General Williamson disclosed that already some of the 
shipments which had been turned back from ports to army depots are 
beginning to head for Pacific coast ports. 
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SURVEY OF MINERAL WEALTH IN ARKANSAS 


The industrial development department of the St. Louis- 
San Francisco railway, assisted by the Arkansas geological 
survey, has published a booklet entitled “Arkansas Mineral 
Wealth” which lists prominent natural resources in the 26 
Arkansas counties served by the railway. Although Arkansas 
primarily is an agricultural state, the booklet states, it possesses 
a wide variety of minerals of which the most important are 
petroleum, coal, and bauxite. Other minerals found in relatively 
unlimited quantities include chalk, marl, clay, glass sand, sand, 


gravel, limestone, dolomite, sandstone, tripoli, slate, whetstone, 
and mineral waters. 


NEW YORK CENTRAL PASSENGER POLL 


Four thousand New York Central passengers are being 
polled for their ideas about the railroad dining car of the 
future, according to F. H. Baird, general passenger traffic 
manager. Passengers on a dozen of the New York Central’s 
trains are being asked about their preferences for location of 
the diner in the train, for dining service, for price range of 
meals, and for entertainment. The poll, which follows others 
on coach and pullman travel, is being conducted by an inde- 
pendent agency, and results will be made public. 


SAFETY AWARD TO UNION PACIFIC 

On behalf of the 65,000 employes of the Union Pacific Rail- 
road, President W. M. Jeffers accepted May 19 from Sidney J. 
Williams, general manager of the National Safety Council, the 
council’s group A railroad safety contest first place award for 
1944. The Union Pacific has had the lowest casualty rate in 
the class A group for 17 of the past 22 years. For the second 
consecutive year the road also received the council’s special 
wartime distinguished-service-to-safety award. 


CHANGES IN DOCKET 
Hearing in Finance 14870, now assigned for May 26, at Washington, 


D. C., is cancelled and reassigned for May 31, at Washington, D. C., 
before Examiner Molster. 


Hearing in MC 48846, Sub. 10, assigned for May 25, at Binghamton, 
N. Y., was postponed to a date to be fixed. 


LIFT TRUCK IN PRINTING PLANT 


Use of a platform lift truck has resulted in direct labor 
savings estimated at about $4.80 a day and in savings in reduced 
damage, increased safety, and improved morale of stock han- 
dlers, according to Martin Oom, traffic manager, Michigan 
Lithographing Co., Grand Rapids, Mich., whose statement is 
quoted by Automatic Transportation Co., of Chicago. Average 
skid load of paper in the plant weighs 3,250 pounds, and han- 
dling of paper was complicated, it is said, by the fact that in 
moving loads several ramps were encountered previously, re- 


quiring the assistance of men taken from machine operating 
jobs. 








NOTE—lItems in the docket marked with an asterisk (*) have been added since the last issue 
of THE TRAFFIC WORLD. New assignments now on the Commission's docket of dates later 
than herein shown will not bear asterisks when they do appear. Current cancellations and 


postponements announced too late to show the change in this docket will be noted else- 
where. 


May 28—Chicago, Iil.—Sherman Hotel—Exam- 


eee, Md., certificate to extend opera- 
ons. 

Mey 29—Washington, D. C.—Argument: 
inance 13170—F. E. C. reorganization. 
May 31—Cheyenne, Wyo.—State Comm.—Ex- 

iner Snider: 

Ex Parte 72, Sub. 1—In matter of regula- 
tions concerning class of employes and 
subordinate officials that are to be_in- 
cluded within term ‘‘employe’’ under Rail- 
way Labor Act—Union Pacific. 

May lage Mich.—Olds Hotel—Exam- 
iner Hanback: 

MC 18176, Sub. 72—Creston Transfer Co., 
Grand Rapids, Mich., certificate to extend 
operations. : 

tay Se Ye Mo.—Mark Twain Hotel— 
MC 103794, Sub. 13—Major Transports, St. 


iner Hanback: 
MC 18176, Sub. 72—Creston Transfer Co., 


Grand Rapids, Mich., certificate to extend 
dperations. 


May 28—Cincinnati, O.—Gibson Hotel—Exam- 
iner Garofalo: 
MC 43038, Sub. 229—Commercial Carriers, 
Inc., Detroit, Mich. 
May 28—Madison, Wis.—State Comm.—Exam- 
iner Parker: 
MC 62069, Sub. 2—Waupun Dray Line, Wau- 
Pun, Wis., certificate to extend operations, 
prey 28—Washington, D. C.—Examiner Lyle: 
* Finance 14531—W. & L. E., operation. 
May 29—Denver, Colo.—Cosmopolitan Hotel— 
Examiner Snider: 
1. & S. 5331—Returned containers in W. T. 
L. and southwest. 
* Fourth Section Appls. 18323 et al.—Class 
rates in mid-west and southwest. 
May 29—Detroit, Mich.—Hotel Ft. Shelby— 
Examiner Rice: 


29237—-Morton Salt Co. vs. Port Huro 
Detroit et al. sede 


May 29—Fort Worth, Tex.—Hotel Texas—Ex- 
aminer Borroughs: 
MC 87088, Sub. 1—Abe Ross Truck Line, 
— Tex., permit to extend opera- 
ons, 
May 29—Madison, Wis.—State Comm.—Exam- 
iner Parker: 
MC 103248, Sub. 7— Petroleum Transport, 
Inc., Madison, Wis. 


May 29 — Pittsburgh, Pa. — Roosevelt Hotel— 
Examiner Stiles: 
a ae Fruit Co. et al. vs. B. & 
.e 6 


eee” af Sg Calif.—P. O. Bldg.— 
MC 1651 B Sub. 21—Railway Express Agency, 


Inc., San Francisco, Calif., certificate to 
extend operations. 


“Ma 29-—Washington, D. C.—Jt. Bd. 112: 


C 3470, Sub. 4—Fleet Transfer Co., Balti- 


Louis, Mo., permit to extend operations. 
June 1—Brooklyn, N. Y.—Hotel St. George— 
Examiner Hail: 
mae + ey 4 Engineering Co. vs. 
A. T. & S. F. et al. 
June 1—Detroit, Mich.—Ft. Shelby Hotel— 
Examiner ce: 
29100—G reat Lakes Steel Corp. vs. B. & 
. et al. 
June 1—Indianapolis, Ind.—U. S. Ct.—Examl- 
iner Stiles: 
Merom Gravel Co. vs. Ill. Cent. 
June 1—St. Louis, Mo.—Mark Twain Hotel— 
Jt. Bds. 46 and 135: 
MC 29880, Sub. 2—Fowler Truck Service, 
Hardin, Ill., certificate to extend opera 


tions. 
MC 59431, Sub. 1—J. J. Tune, Salem, Mo., 
certificate to extend operations. 
—, ee D. C.—Examiner Bern- 


ard: 
Finance 10882—C. M. St. P. & P., reorgal 
ization. 
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LAREDO / 4 
NUEVO me E: 


MONTERREY 





BRANIFE 
AIR EXPRESS 


V NO DELAY AT BORDER-—immediate, in-tran- 
sit customs clearance at Laredo—largest, most 
complete U.S. port of entry to and from Mexico. 


YW NO MORE“IN BOND” SHIPMENTS—duties 
advanced at the border eliminate this delay. 


YW REDUCED RATES—became effective March 10, 
to provide saving in money as well as time for 


shippers using Braniff International Air Express. 
@ 


VY LOWER PACKING COSTS — because careful 
handling, absence of damaging jolts and vibration, 
eliminate need of heavy, expensive crating or pack- 


ing. This is another important economy in this 
streamlined air service. 


V FREE PICK-UP—Call your local Railway Express 
Agency for the Braniff Shipper’s Letter of In- 
structions, and to pick up your shipment. 


For Memorandum Tariff and Further Information, Write 


BRANIFF AIRWAYS 


General Traffic Office, Love Field, Dallas 9, Texas 
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«Togs gett x ae ry. + 
; Reproduction of, ‘part of an Express 
Y  p receipt weilten in 1807. The orig- 
inal is in the Museum maintained 
"het Yy Railway Express in New York. 


‘Bedquich cS 






‘<r 


Receipt is now 


a ‘Museum Piece 


The practice of giving a receipt for Express 
shipments began with the first transaction 
more than a hundred years ago. It is, in ef- 
fect, a contract setting forth the terms of 
responsibility of the Express Agency. The 
receipt taken at delivery is a record of ful- 
fillment of service. 

In 1839, Express receipts covered ship- 
ments only from Boston to New York and 
return. Today, Express receipts are written 
for every conceivable variety of goods—war 


items, commercial, personal — for delivery 
throughout the nation. Every foot of the 
way from shipper to receiver, direct respon- 
sibility for safe transportation, by rail and 
air, remains with Railway Express. 
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June 1—Washington, D. C.—Argument: 

Ex Parte 104 Part 2—Practices of carriers 
affectin ng operating revenues or ex nate, 
terminal services, Fruit Growers upply 
Co. (formerly Red River Lumber 
terminal allowances. 

Terminal allowances at West- 
* wood, Calif. 

ey ie 5271—Liquefied petroleum gas in 
south and southwest. 

Fourth Section Appl. poe sees petro- 
leum gas from ee wy 

June 1—Washington, D. C.— Jt. Bd. 68 and 
Examiner Joyner: 

MC 52974, Sub. | ug Transfer Co., Inc., 
Washington, D . C., permit to extend oper- 
ations 

MC 105529—R. Citro, Baltimore, Md., cérti- 


ficate. 
June 2—Brooklyn, N. Y.—Hotel St. George— 
Examiner all: 
1. x $. 5321—Pick- -up allowance at Newark, 


June 2—Minneapolis, Minn.—Hotel Nicollet— 
——— kg-l 
MC 36994, 6—Speedway Transit, Mar- 
ao Minne ie * certificate to extend opera- 


June 2—Minneapolis, Minn.—Hotel Nicollet— 
J. Bd. 145: 


MC 49490, Sub. 7—Osteboe Motorway, Win- 
—. Minn. -, certificate to extend opera- 


ons. 
June 2—St. Louis, Mo.—Mark Twain Hotel— 
Jt. Bd. 135: 


* MC ,108702—W. Moritz, Jacob, Ill., certifi- 
cate 
June 4—Brookl $5 N. Y.—Hotel St. George— 
Examiner all: 
= eer & 1—Gult Carloading Co., Inc., 


June ¢ 4—Chicago, Tit Hotel Morrison—Exam- 

iner Stiles: 

D. W. Davies vs. Railway Express 

Agency, Inc. 

June 4—Joplin, Mo. — Federal Bldg. — Exam- 
iner Garofalo: 

MC 104420, Sub. 1—Patton Transfer Co., 

aa Mo., certificate to extend opera- 


ae = Minn.—Hotel Nicollet— 
Examiner Parker: 
MC 105512 — Terminal Transport Co., St. 
Paul, Minn., permit. 
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For Sailing Information 
Consult Our Offices 


Vola Lowe 


MISSISSIPPI] SHIPPING COMPANY INC 


NEW ORLEANS 
NEW YORK CHICAGO 





June 4—Portland, Ore.—Multnomah Hotel— 
Examiner Snider: 
W-413, Sub. 1—W. Smith, extension, com- 
mon carrier auido 
7, — Va.—Fed. nt —Examiner 
ettis: 
* MC-F 2792—R. N. Smith (R. Smith, ad- 
ee and R. R Sinith purchase, 
M. Grove and C. E. Houff. 
aunt ‘5—Chicago, it!._—Hotel Morrison—Exam- 
iner Stiles: 
283—Federal Cement Tile Co. (formerl 
age i Corp., Inc.,) et al. vs. C. 
. et al. 
i bw a Worth, Tex.—Hotel Texas—Jt. 


We 
MC 33500, Sub. 7— Pyramid Moving Co., 
Cleveland, O., certificate to extend opera- 


tion: 
June 2 o—Little Rock, Ark. —State Comm.—4Jt. 


MC 62228, Sub. 4—R. Vann Motor Freight 
Line, Fort Smith, yg permit to extend 
operations. 

June 5—Portland, Ore.—Multnomah Hotel— 
Examiner Snider: 

W-442—W Martinson, Portland, Ore., 
permit. 

June 5—San Francisco, Calif.—P. O. Bldg.— 
Jt. Bd. 75: 

MC 48632 and Sub. 1—Willig Freight Lines, 
San Francisco, Calif., certificate. 

MC 63066 and Sub. 2—E. J. Willig ange 
— Co., San Francisco, Calif. 


rmit. 
pom ‘Brooklyn N. Y.—Hotel St. George— 
Log all: 
F 86, Sub. 1—Wells Binnnn 4 Carloading Co., 
New York, N. 
June 6—Chicago, NL ~ Hotel Morrison—Exam- 
iner Stiles: 
29213—-Inland Steel Co. vs. Un. Pac. et al. 
June 6—Kansas City, Mo.—Hotel Pickwick— 
Examiner Smith 
* MC-F 2529—St. 
control; 
chase, 


Louis-San Francisco Ry., 
Frisco Transportation Co., pur- 
"Missouri-Arkansas Transportation 


Co. . 
June 6—Minneapolis, Minn.—Hotel Nicollet— 
Jt. Bd. 142: 


105503 — Schirmer Transportation Co., 
Inc., St. Paul, Minn., permit. 
June 6—Portland, Ore .—Multnomah Hotel— 
Examiner Snider: 
29292—L. D. McFarland Co. vs. Sou. Pac. 
os. ue ag Spee Calif.—P. O. Bldg.— 


MC 78786, Sub. 153—Pacific Motor Trucking 
Co., San Francisco, Calif., certificate to 
extend operations. 

June ae Okla.—Mayo Hotel—Jt. Bd. 88: 

MC 52318 ub. 18—Luper Transportation 
Co. of Oxia. ., Shawnee, Okla., certificate 
to extend operations. 

June 6—Washington, D. C.—Ar ent: 

28896—Forwarder rates conditioned upon 
aggregates of tonnage ‘‘Published by Carl 
E. Anderson, dba Western Freight Asso- 
ciation.”’ 

29051—Mack eenetatening Corp. et al. vs. 
Alton and Southern et al. 

June oe D. C.—Examiner Prich- 
ard: 

* Finance 14936—Application of Virginian Ry. 
for authority to acquire a right of joint 
use of, and to use jointly, Mill Creek 
Branch of C. & O., in Fayette and Raleigh 
Counties, W. Va. 


June 6—Wichita, Kan.—Broadview Hotel—Jt. 
Bd. 52: 


MC 30600, Sub. 49—Santa Fe Trail Trans- 
portation, Wichita, Kan., certificate. 
June 6—Wichita, Kan.—Broadview Hotel—Ex- 

aminer Garfalo and Jt. 5 

MC 6150, Sub. 3—G. B. Dunn, Enid, Okla., 
permit to extend operations. 

MC 30600, Sub. 46—Santa Fe Transportation 
Co., Wichita, Kan., certificate to extend 
operations. 


June 7—Brooklyn, N. Y.—Hotel St. George— 
Examiner Hall: 


ee Factors, Ltd., vs. C. of Ga. 

e 

June 7—Los Angeles, Calif.—Fed. Bldg.—Jt. 
Bd. 75: 


MC 29988, Sub. 18—Denver yoo Trucking 
Co., Inc., Denver, Colo., certificate to ex- 
tend operations. 

June 7—Richmond, Va.—Hotel Richmond— 
Examiner Cunningham: 

MC 104740, Sub. 1 and Sub. 2 — Russell 
Trucking Co., Orlando, Fla. 

June 7—Topeka ‘Kan.—Hotel Kansan—Exam- 
iner Garofalo: 

MC 63159, Sub. 4—Rapid Transit Co., Sa- 
lina, Kan., permit to extend operations. 

MC 94963, Sub. 1—G. R. Roberts, Sa- 
betha, Kan., permit to extend operations. 

June 7—Tampa, Fla.—Floridian Hotel—Exam- 
iner Pettis: 

* MC-F 2794—D. E. Hunt, Estes 
Investments, Inc. 

* MC-F 2795—S. Allen, control; Central Truck 
Lines, Inc., lease and purchase, Estes In- 
vestments, Inc. 


purchase, 


* MC-F 2796—H. Fogarty et al., control; Fo- : 
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garty Bros. Transfer, Inc., purchase, Es- 
tes Investments, Inc. 

* MC-F 2797—G. F. and F. H. Tresher, con- 
trol; St. Johns River Line Co., purchase, 
Estes Investments, Inc. 

* MC-F 2798—L. A. Raulerson, control; Great 
Southern Trucking Co., lease and pur- 
chase, Estes Investments, Inc. 

* MC-F 2838 — Watkins Motor Lines, Inc., 
lease and purchase, Estes Investments, 


Inc 
. June 7—Washington, D. C.—Jt. Bd. 68: 
MC 


13832, Sub. 31—Savage Truck Line, Nor- 
folk, Va., certificate to extend operations, 
June 7—Washin ton, D. C.—Argument: 
29067—F rank ox, Secretary of the Navy, 
acting for the Navy Department, an execu- 
tive department of The Government of the 
United States of America, vs. Abilene & 
Southern et Se 
29116—Henry L. Stimson, as the Secretary 
of War, vs. Abilene & Southern et al. 
29155—Puget Sound Bridge & yy g - 
of Seattle, and Lake Union O 
Machine es dba reo Snippoe 
ers vs. C. me et 
June ee BK Ay Yn-Hotel St. George— 
Examiner Hail: 
29289—American Factors, Ltd., vs. Erie et al, 
o—- gg one Minn.—Duluth Hotel—Exam- 
ner 
a ee Dredge Co. vs. Northern Pa- 


ooist- West? End Iron & Metal Corp. vs. 

Northern Pacific Ry. 
June 8—Los Angeles, Calif.—Federal Bldg.— 
Examiner Linn: 
MC 105408—Morgan Bros., Maywood, Calif. 
June 8—Richmond, Va.—Hotel Richmond—Ex- 
aminer Cunningham: 

MC 93980, Sub. 16— Vance Trucking Co., 
Inc., Henderson, N. C., certificate to ex- 
tend agg 

June 8—Topeka, Kan.—State Comm.—Jt. Bd. 


MC 77289, Sub. 1—P. Palenske, Alma, Kan., 
certificate to extend operations. 
June 8—Topeka, Kan. —State Comm.—Exam- 
Lyd Garofalo 
C C-485—R. 


certificate. 
June 8—Washington, D. C.—Argument: 
29167—Cudahy Packing Co. vs. 


B. & 
a, oa yy City, Mo.—Hotel Pickwick— 


Bd. 36: 

MC 35737, Sub. 5—Cassell Transfer & Stor- 
age Co., Wichita, Kan., certificate to ex- 
tend operations. 

June oo's Angeles, Calif.—Federal Bldg.— 


Jt 75: 

MC 1651, Sub. 22—Railway Express Agen- 
cy, Inc. of Calif., San Francisco, Calif., 
certificate to extend operations. 

one Ste Minn.—Hotel Nicollet— 

MC 81463, Sub. 1—T. Fanetti, Bloomer, 

Wis., certificate to extend operations. 
June 11—El Paso, Tex.—Hotel Paso Del Norte 


—Jt. Bd. 33: 
MC 104872, Sub. 1—T. H. Cockran, Pecos, 
Tex., permit. 
a, jtpKansas City, Mo.—Hotel Pickwick— 


36: 

MC 35820, Sub. 10—Mohawk Freight Lines, 
Kansas City, Mo., certificate to extend op- 
erations. 

* MC 29130, Sub. 44—Rock Island Motor Tran- 
sit Co., Chicago, Ill., certificate to extend 
operations. 

June 11—Lubbock, Tex.—Lubbock Hotel—Ex- 
aminer Smith: 

* MC-F 2766—C. B. Olney et al., purchase, 
Dalby Motor Freight Lines, Ine. ; Texas- 
Arizona Motor Freight Inc., lease, C. & 
Olney et al. 

* MC-F 2810—L. F. Miller and F. D. Miller, 
yo Dalby Motor Freight Lines, Inc. 

* MC-F 2814—L. F. Miller and F. D. Miller, 
lil Dalby Motor Freight Lines, Inc. 

June 11—Minneapolis, Minn.—Hotel Nicollet 
—Examiner Stiles: 

29279—-Federal Cartridge Corp. vs. C. of 
N. J. et al. 


June 11—Newark, N. J.—State Comm.—Ex 
aminer Schutrumpf and Jt. Bd. 119: 
MC 668 and Subs. 1 and 4—Inter-City Trans 
portation Co., Inc., Paterson, a P 
MC 1079 and Subs. 1 and 4—New Jersey: 
ad York Transit Co., Inc., Paterson, N. 


MC 3699 and Subs. 1 and 6— Manhattan 


d 8— Manhattan 
Transit Co., Clifton, N. J. 
MC 3701, Sub. 1—Westwood Transportation 
mS” Little Ferry, N. J. 
C 3705, Sub. 1—Westwood Transportation 
a Py Inc., Little Ferry, N. J. 


June 11—Raleigh, N. C.—Sir Walter Hotel— 
Jt.. Bd. 103: 


MC 13300, Sub. 23—Carolina Coach Com- 
pany, Raleigh, N. C., certificate to extend 
operations. 

MC 61599, _ 62—Queen City Coach Co., 
ae 3. . C., certificate to extend oper 
ations. 


E. Blickenstaff, revocation of 


May 2 
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“| Working For Victory 





or- 
ns, 


; Planning For Peace 











the 

& 

ary 

Co The millions of dollars in- 

= vested on improvements 
e: for the Port of Los Angeles 
Me are paying the highest 

ms | 

a dividends today...in pro- 
B— viding modern facilities for 
EX dispatching war materiel 
~ and commerce. Tomorrow, 

B.S peace-time trade will take 
> over this Gateway to the 
cal Seven Seas. In the mean- 
7 time, your inquiry is cor- Board of Harbor Commissioners 
i dially invited. M. G. Rouse... Secretary 
) @X- Room 189, City Hall, Los Angeles 12, Calif. 
ig.— 
aie, 
jlet— 


mer, No Conversion Problems with the 


Norte 
ee National Freight 


ines, oe - 
id op- Rate Service Book 


Tran- 
xtend 


|—Ex- 








CLIPPER EXPRESS 


means International 


CE ges 


chase, 

Texas: (§ © Although there is still a treacher- 
C. B. ous enemy to beat in Japan, now 
Miller, that V-E Day is here, reconversion 
s, Inc. problems are fast unfolding. Maybe 
— you are experiencing them now. If 
de et you aren't you will in the not far 
, } distant future. 

Cc. of 





Quite a number of traffic men in shipper companies and railroads have 
|. —Ex- told us how the National Freight Rate Service Book is doing a job for 


9: them despite complications or reconversions. One of them aptly sums 

—— it up in, “We are getting ready for conversion and going back into by PAN AM ERICAN 

Jersey: normal business and there is no conversion problem with your publica- : : 

jon, N. @ tion. li worked for us well in rate finding and checking 24 hours a day In the future, international Air Express car- 

uhattan & during all-out war and is fitting in nicely as we go back into civilian ried by Pan American will be referred to as 

call activity.” a Express.” If you have a shipment to 
“i icked up, cal i 

— There are dozens of advantages that NFRSB offers you, too. We P P» . ptt nape Agency, 


Inc. They offer FREE pick-up at 6,000 points 


can't list them all here but we want you to find out for yourself. Write within the U.S.A 


yrtation today for a free ten-day trial. There is no obligation. The service costs 
but 53 cents per week. Parcel post rates and express rates are but 


Hotel— 10 cents extra per week. Write us today. PAN AME RICA, N 
n Com 


NATIONAL FREIGHT RATE SERVICE WorLD AIRWAYS 
1d oper Dowagiac, Michigan The System of thePlying Chippers 


30 years of continuous up-to-the-minute rate information. 


——e 
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June 11—Sioux om. la.—Warrior Hotel—Jt. 
Bds. 182 an 
ass Ws46e LE E. Knudtson, Sioux Rapids, 
MC 105610, Sub. 1—W. O. Johnson, Elk 
Point, s. D., certificate. 
June 12—Columbia, Ss. C.—Jefferson Hotel— 
Examiner Way: 
6 . Lumber from and to H. & B. 


June 12—Detroit, Mich.—Fort Shelby Hotel— 
Examiner Cantrell: 

* MC 3602, Sub. 16—Lecrone-Benedict Ways, 
Inc., Detroit, Mich., certificate to extend 


operations. 
June 12—Kansas City, Mo.—Hotel Pickwick 
—Jt. Bd. 


— Sub. i-R. E. Parsons, Fort Scott, 
June 12—Los Angeles, Calif.—Fed Bldg.—ZJt. 
a - ‘95219—Unitea Transit Lines, Bishop, 


a. 
June oe Francisco, Calif.—U..S. P. O. 
and Ct. House Bldg.—Examiner Snider: 
Fourth Section App! 20489—Joint motor-rail 
rates, Pacific Motor Trucking Co. 
June 12—St. Paul, Minn.—Minn. R. R. and 
Warehouse Comm. —Examiner Stiles: 
as a Traffic Assoc. vs. C. & 
a OT eae <r" of Trade et al. vs. C. 
al, 
2oe7 rs) Paul Assoc. of Commerce vs. 
i, ae ws City, N. M.—Clark Hotel—Jt. 


MC 104798—G. Gwyn, Silver City, N. M. 
June 12—Sioux Chey, la.—Warrior Hotel—Ex- 
aminer Parker: 
MC » Sub. 1—Daniels Transfer, Ewing, 
Neb., certificate to extend operations. 
—_°* 12—Washington, D. C.—Examiner Grif- 


P. & P. U. Ry. Co. 
and Peoria Gateway 


ae 


Everybody's Gateway 
Always Open 





Se 


Peoria and Pekin Union Ry. Co. 
Room 36, Union Station, Peoria 2, lil. 


E. F. Stock, Traffic Manager 


"One of America's Railroads—All United 
for Victory"’ 


WRITE NOW! 





29307—-Storage-in-transit on artificial rubber. 
29313—-Inland Waterways on. weer 
Federal Barge Lines) vs. A. al. 

June 12—Washington, D. C. at ¥. 4%. Swink: 

* MC 94265— Bonney Motor Express, Inc., 
Norfolk, Va., certificate. ; 

* MC 94265, Sub. 1—Bonney Motor Express, 
Inc., Norfolk, Va., certificate to extend 
operations. 

June 13—Kansas City Mo -—Hotel Pickwick— 
Examiner Garofal 

1 & S. M-2517—All freight, Chicago to Kan- 
sas points. 

saa. gg oe a oe City, Mo.—Hotel Pickwick— 


MC "100088; Sub. 1—De Witt Smoot, Polo, 
Mo., certificate. 

June 13—Los Angeles, Calif.—Federal Bldg.— 
Examiner Linn: 
- & S&S. M-2535—Non-explosive ammunition, 
 Calif., to Nev. points. 

June 13—Los Angeles, Calif.—Federal Bldg. 
—Jt. Bd. 47: 

MC 40007, Sub. 15—Reliable Transportation 
Co., Los Angeles, Calif., certificate to ex- 
tend operations. 

June bog maha, Neb.—Hotel Fontenelle—Jt. 


MC 58948, Sub. 36— Union Freightways, 
— a, Neb., certificate to extend opera- 
ons. 
June 13—Raleigh, N. C.—Sir Walter Hotel— 
Examiner nning am: 
MC 104708, Sub. 1—Poythriess Truck Line, 
Washington, N. C., certificate. 


—, — N. C.—Sir Walter Hotel— 


da 
MC 58021, Sub. 4—Colonial Bus Lines, 
Rock Mount, N. C., certificate to extend 
operations. 

June 13—Washington, D. C.—Argument: 

1. & S. 5324 and ist Sup. Tee NS. charges 
of B. C. R. R. at Buffalo 

June 13—Washington, D. C.—Examiners Mol- 

ster and Starr: 

* Finance 14931—Application of G. M. & O. 
pe — to purchase properties of Al- 
on, etc 

* Finance 14932—-Application of G. M. & O. 

for authority to issue securities, etc. 

June 14—Boston, Mass.—Hotel Lenox—Exam- 

iner Hall: 
29226—-New England Motor Rate Bureau, 
Inc., vs. Railway Express Agency, Inc. 
June 14—Fort Lau erdale, Fla.—Gilbert Ho- 
tel—Examiner Way 
. & S. 5#40—Cancellation shipside rates 
Port Everglades, 
June 14—Kansas City, Mo.—Hotel Pickwick— 
Examiner Garofalo: 
1.&S. M-2481—Exceptions ratings, cancella- 
tion of, in mid-west. 
June 14—Los Angeles, Calif.—Federal Bldg.— 
Examiner Snider: 
FF 163—Modern .«Carloading Co., Los An- 
geles, Calif., permit. 

June 14—Omah a, Neb.—Hotel Fontenelle—Ex- 

ae a Parker: - 
C 18303—M. Bekins and P. Bekins, Omaha, 
a So broker application. 
MC 18304—Bekins Van & Storage Co., Sioux 
City, Ia., broker application. 
—_ Na te oe N. C.—Sir Walter Hotel— 


MC 102100, Sub. 4—Silver Fox Line, Rox- 
boro, N. C., certificate. 
June 14—San Diego, Calif.—U. S. Ct.—Jt. Bd. 


MC 104645, Sub. 5—La Salle Trucking Co., 
San Diego, Calif., certificate to extend 


operations. 
a7, — N. J.—State Comm.—Jt. 


For Your Free* 


Copy of the New Official Motor 
Freight Guide for Chicago 


This guide shows direct service of more than 300 Chicago motor carriers. 


Address your requests to: 


*No charge is made for this guide to shippers in Chicago area. 





Mike O'Keefe, 
732 W. Van Buren St., 


Official Motor Freight Guide, 
Chicago 7. 


All others, $2.00 per copy. 


No Phone Calls Please 








TRAFFIC WORLD 
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MC 42556, Sub. 1—G. D. Pierson, Trenton, 
N. J., certificate to extend operations. 
June 14—Trenton, N. J.—State Comm.—Jt, 


Bd. 119: 

* MC 105476—E. M. Cholerton, Sea Isle City, 
N. J., certificate. 

June 14—Washington, D. C.—Ar, ent: 
W-911—H. E. Savage, Jr., application. 

14 — Washington, D. C.— Exami ner 


Weems: 
29299—-B. E. Mays vs. Southern Ry. 
June 15—Chicago, 111.—Hotel Morrison—Ex.- 
aminer McGrath 
1.&s. 5242—Charges for furnishing grain 
doors in C. A. 


June eo elidele: Ss. C.—Wade Hampton Ho. 
Bd. 130: 


tel—Jt. 
MC 25708, Sub. 10—Beard-Laney, ine, 
C., certificate to extend oper. 


eg ~~ 
dons = Moines, la.—Hotel Kirkwood— 
Jt. Bds. 54 and 146: 
MC 19750, Sub. 2—Warner Truck Line, Bax. 
ter, Ia., certificate to extend operations, 
MC 38412, Sub. 2—G. H. Robb, Estherville, 
Ia., certificate to extend operations. 
June_15—Los —— Calif.—Federal Bldg.— 
Examiner S 













. N. Kagarise, freight forwarder 
application. 
June 15—Newark, N. 
iner Hanrahan: 
MC 52110, Sub. 40— Brady Transfer and 
Storage Co., Fort Dodge, Ia., certificate 

to extend operations. 


J 15—San Diego, Calif.—U. S. Ct.—Jt. Bd. 


5: 
MC 4363, Sub. 1—Bisher Truck Line, Ra- 
mona, Calif. 
June 15—Tucson, Ariz. —Santa Rita Hotel— 
Examiner Borroughs: 
MC 62077, Sub. 1 EX—Willcox Dray and 
Transfer Co., Willcox, Ariz., certificate of 
exemption. 
MC 105786 EX—Willis Freight Service, Clif- 
ton, Ariz., certificate of exemption. 


June 15—Washington, D. C.—Argument: 
W-814—United Boat Lines, common carrier 
application. 
W-522—Nickols Transportation Co., 
mon carrier application. 


om. a Moines, la.—Hotel Kirkwood— 


192: 
MC 105578—E. H. Glenn, Osceola, Ia., cer- 
tificate. 


June 16—Jacksonville, Fla.—Mayflower Hotel 
—Examiner Cunningham 
MC 13170, Sub. +—Jonn ao Withers Trans- 
fer & Storage Co., Inc., Miami, Fla., cer- 
tificate to extend operations. 


June 16—Los Angeles, Calif.—Federal Bldg.— 
Jt. Bd. 78: 


MC 15905—Osbourn Trucking Co., Los An- 

geles, Calif., certificate or permit. 

June 16—Phoenix, Ariz.—State Comm.—Ex- 
aminer Borroughs: 

MC 53486, Sub. 1 EX—C. Cruz, D. S. Cruz, 
Administratrix, Casa Grande, Ariz., cet- 
tificate of exemption. 

MC 58470, Sub. 1 EX—Luke C. Acord, Sales 


J.—State Comm.—Exam- 


com- 


& Service, Safford, Ariz., certificate of ex- @ } 
emption. M 
June 18—Baton Rouge, La.—Heidelberg Hotel er 

—Examiner Way: estal 
W-536—Baton Rouge Coal and Towing Co. 
contract carrier saneien. BUTI 
June 18—Brooklyn, N. Y.—Hotel St. George— SP 
Examiner Hanrahan A 
— i Sub. 3—B. Friedman, Lakewood, : 
June 18—Brooklyn, N. Y.—Hotel St. George— TUR 
Examiner Bernhard: 

* Finance 11681—N. Y. S. & W., reorganiza- PLET 
tion. IN 
June 18—Chicago, !!!l.—Sherman Hotel—Ex- G 

aminer Parker: STO 

1. & S. M-2524—Detention charges, motor 
carrier equipment. BUT 
June 18—Chicago, Mi. —Hotel Morrison—Ex- 3 
aminer McGrath MO 


29296—Armour & éo. vs. A. G. et al. 
June 18—Jacksonville, Fla. fs Hotel 
Jt. Bd. 205: 


MC 1388, Sub. 4—Overseas Transportation 000 
Co.,; Inc. .. Key West, Fla., certificate to 
extend operations. 


June 18—Los Angeles, Calif.—Federal Bldg.— sive 
Examiner S$ 
ae ey ee Citrus peegnets Co., Inc., v5 
2. Oo F. ee al, 
20247—-Ciyde W. Wood, Inc., ag Sou. Pac. # 
June 18—Philadelphia, Pa.—U. S. Ct.—Exam 
iner Harrison: 
* MC 105592—B. R. Dorn, Philadelphia, Pa. 
permit. 
June 18—Prescott, Ariz.—Chamber of Com 


merce Rooms—Examiner Borroughs: 
MC 77168, Sub. 1 EX—Prescott Transfer & 
Storage Co., Prescott, Ariz., certificate of 
exemption. 
MC 38476, Sub. 2 EX—H. M. Farley, Cot 
tonwood, Ariz., certificate of exemption. 
MC 57691, Sub. 1 EX—F: Upton, Mayet 
Ariz., certificate of exemption. 
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Air Express Saves $2000 
For Texas Plant - Cost #180 





®@ Long distance moving, like a winning 
relay team, needs teamwork, coordination, 


per. Know-How. 











od— 
Bax- That’s why professional traffic men turn 
lons to Neptune’s nation-wide moving 


ville, network. Behind Neptune Know-How 


is 44 years of specialized experience, 
trained men, up-to-the-minute equipment, 
plus access to the world’s largest long- 
distance moving organization. 


ig.— 
irder 
xam- 


and 
ficate 








Find out what a difference Know-How 
can make in handling a move for you 
between any two points. 

Phone, write for details. 


. Bd. 
, Ra 


»tel— 







- and 
ite of 


Clif- 


AGENT-MEMBER: ALLIED VAN LINES, INC. 













co 4 


2 P.M. TUESDAY — Drop-hammer press breaks down in Texas war 
plant. Nearest replacement part is in the East, over three normal ship- 


arrier a N ; 
com § aa E . ‘ RY E 
ping days away. To avoid costly shutdown, the manager telephones for 


ood— Bx , al x T V a ASG — a new part via Air Express, even though the part weighs 250 pounds. 


» cer o NEW ROCHELLE. N. Y. ieee, 


PHONE FORDHAM 4-5900 





4 
Hotel 


Trans: 
., cer 


ldg.— 
ys An- 


cul WAREHOUSING 


., cer 






, Sales 


of ex- @ MR. SHIPPER: Here at Buffalo © 
Hotel Merchandise Warehouses you can 
Co, establish your SECTIONAL DISTRI- 
BUTION OFFICE with . . . HEATED 
ores =SPACE . ... FURNISHED OFFICES 
ewood. . . . space for LIGHT MANUFAC- 
orge—  ~=TURING and STORAGE .. . COM. 
ganize PLETE WAREHOUSING-STEVEDOR. 
el—Ex- ING ... STORAGE-IN-TRANSIT . . . 
motor) STOP-OFF and POOL CAR-DISTRI. 
nerf BUTION . . . RAIL, WATER and 
¥ MOTOR TRANSPORT TERMINALS 
: Hotel --. inquire about or inspect this 800,- 
tation 000 square feet of FLOOR SPACE 
cate to ... backed by 25 years of progres- 


Bldg sive warehousing experience. 
u. Pac. 























7 A.M. WEDNESDAY — Replace- FIGURE IT OUT yourself. How 
ment part lands at Texas airport. much would it cost you per day 
Air Express charges were $180. if your business — or a part of it 
But manager figures a saving to — came to a standstill for lack of 
the plant of three precious pro- essential parts or material? Re- 
duction days and a saving of member, the nation’s inventory 
$2,000 in overhead by avoiding is within hours of your door, 
a shutdown. via Air Express. 


Specify Air Express — Low Cost for High Speed 


25 lbs., for instance, travels more than 500 miles for $4.38, 
more than 1,000 miles for $8.75, more than 2,000 miles for 
$17.50, at a speed of three miles a minute — with cost 
including special pick-up and delivery in all U.S. cities and 
principal towns. Same-day delivery between many airport 
towns and cities. Rapid air-rail service to 23,000 off-airline 
points in the United States. Direct service to scores of 
foreign countries. 




























—Exam- 

= rece GETS THERE FIRST 

a, 7 

f Com- Write Today for “Quizzical Quizz,” a book- 
a > let packed with facts that will go oP 

nsfer & solve many a shipping problem. Railway 

icate of MERC HAN DISE WAREHOU 5 Express Agency, Air Express Division, 230 

xy, Cot ME SEN. OFFICES, 1200 NIAGARA ST., BUFFALO 13, 4 Park Avenue, New York 17. Or ask for it 

ption. at any Airline or Express office. 


Mayet, new YORK CITY REPRESENTATIVE CHICAGO REPRESENTATIVE xP 
INTEREAKE TERMINALS. INC asteeatais Chit ae eames en. 4 Phone RAILWAY EXPRESS AGENCY, AIR EXPRESS DIVISION 
(MADISON AVE 16 53 WEST JACKSON BLVD. 4 Representing the AIRLINES of the United States 
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June 19—Boston, Mass.—State House—Com- 
missioner Patterson and Examiner Hoy: 
29286—Petroleum Haulers of New England, 
Inc, et al. vs. B. & M. et al. 


June 19—Brooklyn, N. Y.—Hotel St. George— 
Jt. Bd. 305: 


MC 64470, Sub. 6—M. Ferreira, Fall River, 
Mass., certificate to extend operations. 


June 19—Chicago, Iiil.—Sherman Hotel—Ex- 
aminer Parker: 
1. & S. M-2528—Packing house products, 
Chicago, to Mich. 
June 19—Flagstaff, Ariz.—Commercial Hotel— 
Examiner Borroughs: 
MC 105772 EX—M. M. Wyegal, Springerville, 
Ariz., certificate of exemption. 


June a alate Pa.—State Comm.—ZJt. 


Bd. : 
McC 55000, Sub. 3—B. F. Rauch Co., Han- 
over, Pa., certificate. 


June 19—Jacksonville, Fla.—Mayflower Hotel 
—Examiner Cunningham: 
* MC 17778, Sub. 6—B. & E. 
Co., Inc., Secaucus, N. J. 


June 19—Los Angeles, Calif.—Fed. Bldg.—Ex- 
aminer Snider: 
29191—Hamilton Manufacturing Co. vs. C. 
B. & Q. et al. 
29220—-General Water Heater Corp. vs. Uni- 
versal Carloading & Distributing Co., Inc. 


ee Ga.—Hotel Lanier—Jt. Bd. 


MC 67024 Sub. 15—Service Coach Line, Inc., 
Dublin, Ga., certificate. 
June 19—Philadelphia, Pa.—U. S. Ct.—Ex- 
aminer Harrison: 
* MC 104928—D. D. Derstine, Telford. Pa. 
June 20—Brooklyn, N. Y.—Hotel St. George— 
Examiner Hanrahan: 
“ i rap Sub. 7—C. H. Beaney, Brockport, 


MC '96536—Max Bell & Sons, Inc., Brooklyn, 
N. Y., certificate or permit. 


June 20—Charieston, W. Va.—State Comm.— 
Jt. Bd. 118: 

* MC 66562, Sub. a | Express Agen- 
cy, Inc., New York, N. Y., certificate to 
extend operations. 


June 20—Charleston, W. Va.—State Comm.— 
Jt. Bd. 118: 

* MC 66562, Sub. 629—Railway Express Agen- 
cy, Inc., New York, N. Y., certificate to 
extend operations. 


June 20—Dallas, Tex.—Baker Hotel—Exam- 
iner Way: 
29173—-Murray Co. vs. G. T. W. et al. 
June 20—Los Angeles, Calif.—Fed. Bldg.—Ex- 
aminer Snider: 
29197—-Cadwallader Gibson Co., Inc., E. J. 
Stanton & Son vs. A. T. & S. F. et al. 
29261—-Associated Grocers et al. vs. A. T. & 
ma 2. Ot OF. 
June 20—Philadelphia, Pa.—U. S.-Ct.—Exam- 
iner Harrison: 
* MC 69052, Sub. 4—Reed Trucking Co., Mil- 
ton, Del., certificate to extend operations. 


Transportation 
















ment, Bureau of Census, etc. 
sonable rates. 


1023 Earle Building 


STATISTICS 


When you require statistics on transportation, dis- 
tribution or marketing, write us. We can give you 
accurate information about railway earnings, ton- 
nage, mileages, volume of shipments of various 
products from specified areas, exports and imports of 
given products, statistics of the Treasury Depart- 
Prompt service—Rea- 
Write, phone or wire. 


Service Department 


THE TRAFFIC SERVICE CORPORATION 


Long Distance Telephone: National 9214 
Washington 4, D. C. 


June 20—Savannah, Ga.—U. S. Ct.—Examiner 
Yardley: 

* MC 75651, Sub. 9—R. C. Motor Lines, Inc., 
Jacksonville, Fla. 


June 21—Amarillo, Tex.—Capitol Hotel—Jt. 
Bd. 33: 


MC 105432, Sub. 4—Navajo Truck Lines, Al- 
buquerque, N. M., certificate to extend 
operations. 


June 21—Charlotte, N. C.—Charlotte Hotel— 
Jt. Bd. 108: 


MC 2473, Sub. 10—Billings Transfer Corp., 
Inc., Lexington, N. C., certificate. 
June 21—Cincinnati, O.—Gibson Hotel—Exam- 
iner Badian: 
* MC 21684, Sub. 6—C. E. Danbury, Williams- 
burg, O., permit to extend operations. 


June 21—Hartford, Conn.—Bond Hotel—Jt. 
d. 227: 


Bd. : 

MC 66562, Sub. 620—Railway Express Agen- 
cy, Inc., New York, N. Y., certificate to 
extend operations. 

June 21—Los Angeles, Calif.—Fed. Bldg.—Ex- 
aminer Snider: 

29280—B. & R. Distributors, Inc., et al. vs. 
Alton et al. 

June 21— Washington, D. 
Weems: 

* |. & S. 5338—Fertilizers, southern ports to 
south. 


June 22—Allentown, Pa.—Hotel Traylor—ZJt. 
Bd. 65: 


* MC 54744, Sub. 11—Clarke Motor Express, 
Allentown, Pa., certificate. 


June 22— Cincinnati, O. — Gibson Hotel — Jt. 
Bd. 62: 


* MC 52947, Sub. 9—Pinson Transfer Co., Inc., 
Pikeville, Ky., certificate to extend opera- 
ons. 


June 22—Los Angeles, Calif.—Federal Bldg.— 
Examiner Snider: 
29285—Parrott & Co. et al. vs. F. E. C. et al. 
June 22—St. Louis, Mo.—Coronado Hotel—Ex- 
aminer Way: 
ar a) —— Commission Co. vs. Mo. Pac. 
et al. 
June 22—Springfield, Mass.—Federal Bldg.— 
Jt.. Bd. 231: 


MC 38516, Sub. 3—J. M. Blassberg, Shel- 
burne Falls, Mass., certificate to extend 
operations. 

MC 66562, Sub. 610—Railway Express Agen- 
cy, Inc., New York, N. Y., certificate to 
extend operations. 

June 22—Thomasville, Ga.—Federal Bldg.— 
Jt. Bd. 64: 

MC 105638—G. & F. Stage Line, Quitman, 
G., certificate. 

June 22—Watertown, S. D.—Lincoln Hotel— 
Examiner McGrath: 

29291— Watertown Chamber of Commerce vs. 
A. T. & S. F. et al. 

_— ee Mass.—N. P. O. Bldg.—Jt. 


MC 54352, Sub..2—Oxford Trucking Corp., 
— Mass., certificate to extend oper- 
ations. 


Cc. — Examiner 
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June 23—Brooklyn, N. Y.—Hotel St. George 
Examiner Harrison: 

* MC 39099, Sub. 6—Old Colony Motor Lines 
Ince., New York, N. Y., certificate to ey. 
tend operations. 


June 23—Cincinnati, O.—Gibson Hotei—Jt, 
Bd. 117: 


* MC 66562, Sub. 642—Railway Express Agen. 
cy, Inc., New York, N. Y., certificate to 
extend operations. 


June 25—Boston, Mass.—N. P. O. Bidg.—jt, 
Bd. 231 


MC 66562, Subs. 613 and 615—Railway Ey 
press Agency, Inc., New York, N. Y¥,) 
certificate to extend operations. 

June 25—Brooklyn, N. Y.—Hotel St. George— 
Examiner Harrison: 

* MC 52818, Sub. 13—Westchester Lines, Ine, 
Mount Vernon, N. Y., certificate to extend 
operations. 

June 25—Charlotte, N. C.—Charlotte Hotel 
Examiner Cunningham: 

* MC 61484, Sub. 4—Bush Transfer, Inc., Le 

noir, N. é., certificate to extend operations! 


June 25—Lexington, Ky.—City Hall—Jt. Ba; 


105: 
* MC 94060, Sub. 7—E. N. Yeary, Winchester, 
Ky., certificate to extend operations. 
June 25—Tulsa, Okla.—Hotel Mayo—Examine 
McGrath: 
29221 — Corporation Commission, State 9 
Oklahoma vs. K. O. & G. et al. 
June 26—Boston, Mass.—N. P. O. Bldg.—Ex 
aminer Hanrahan: 
MC 59271 and Sub. 4—Boston Truck Co, 

























Inc., Cambridge, Mass. The 
June 26—Brooklyn, N. Y.—Hotel St. George are 
Examiner Harrison: 
MC 96532 — Fleetwood Sedan Service, Ne past 
York, N. Y. deve 
June 26—Charlotte, N. C.—Charlotte Hotel 
Jt. Bds. 2 and 103: peor 
MC 61599, Sub. 63—Queen City Coach Co, 
Charlotte, N. C., certificate to extent COOE 
operations. Allie 


MC 61599, Sub. 58 and Sub. 61—Queen Cit 
Coach Co., Charlotte, N. C., certificate to 
extend operations. 

June 26—Charlotte, N. C.—Charlotte Hotel 
Jt. Bd. 108: 

* MC 100469, Sub. 4—Parkway Bus Co., Inc 
North Wilkesboro, N. C., certificate t 
extend operations. 

— Ky.—City Hall—Jt. Bd 


* MC 15765, Sub. 2—Middlesboro-La Folletté 
Bus Line, Middlesboro, Ky., certificate t¢ 
extend operations. 

ne Ky.—City Hall—Jt. Bd 


105: 
* MC 77291, Sub. 1—Owenton and Spart 


Transfer Co., Sparta, Ky., certificate t¢ 
extend operations. 


June 26—Washington, D. C.—Examiner Jo 


ner: 
* MC 7799, Sub. 7—Richard F. Kline, Frede 
ick, Md., certificate to extend operation: 
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Educational Courses 














1. C. C. PRACTITIONERS. The only practical, authentic I. C. law 
course available by mail. Restricted to Attorneys, Practitioners or those 
qualified to prepare for practice. Includes Freight Forwarder Act. 
COLLEGE OF ADVANCED TRAFFIC, 12 E. Jackson Blvd., Chicago, I, 








Help Wanted 





RATE CLERK thoroughly familiar with motor truck rates through- 
out the Midwest and able to rate transcontinental freight. The position 
will continue after the war and offer a good opportunity for promotion, 
Box 358, Chicago office Traffic World. 





ABLE MAN TO HEAD Traffic Department of State Commission, 
located in Intermountain area, possessing the experience, knowledge 


and ability that such position demands. Box 359, Chicago office Traffic 
World. 


WANTED—Traffic Manager by Chamber of Commerce, Watertown, 
South Dakota. Applicant should be Registered Practitioner. State 
qualifications in applications. Position open June 15th. 


WANTED—Young man, college education, preferably between 25 
and 40, with traffic experience, who would be interested in sales posi. 
tion with company in the transportation field. An opportunity fo 
someone with initiative, imagination and energy to sell and manage 
the sale of well-established services. Good salary and room to grow 
Box 360, Chicago office Traffic World. 


Traffic Services 








THE INDUSTRIAL TRAFFIC ASSOCIATION, P. O. Box 1344, New 
Orleans 10, La., Earl Roy, Manager, desires a few more clients any 
where in the United States and Canada. Please write for details. 


For Sale 


FREIGHT CAR PRICES REDUCED! 


Now only half of recent peak prices— 
as low as $500! 


Which of these cars could you use? 


14—Hopper, Twin 50-Ton 

50—Hopper, Side-Discharge, 50-Ton 

10—Refrigerator, 40-Ft., 40-Ton 

10—Box, 40-Ft., 40-Ton 

15—Box, Automobile, Steel, 50-Ft., 50-Ton 

2—Dump, Western, Automatic, 30-Yd., 50-Ton; lift “doors 
2—Dump, Western, 20-Yd., 50-Ton; steel floors 
4—Dump, K & J Automatic Lift-Door, 37-Yd., 50-Ton 
12—Dump, K & J Automatic Lift-Door, 20-Yd., 50-Ton 
5—Flat, 40-Ft., 50-Ton; A B brakes 

10—Tank, 8000-Gallon, 50-Ton Trucks 

10—Tank 10,000-Gallon, 50-Ton Trucks 


Perhaps this list also has some ofher cars you could use to very 
beneficial advantage now? 


All cars are priced to sell 
IRON & STEEL PRODUCTS, INC. 
40 years’ experience 
13450 S. Brainard Ave., Chicago 33, Illinois 
‘ANYTHING containing IRON or STEEL" 
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Your dollar distance to market shrinks tremendously when you 
en ship by river. Example: Heavy machinery can be loaded 

U NI 0) N BARG I: fully assembled on barges at Pittsburgh and towed to any 
major gulf port over level, shockproof water highways at 
a saving of at least $5.00 a ton. Not only are such reduced 
costs an important marketing advantage but the use of private 
or public riverfront warehouses at key points will materially improve your 
delivery service . . . Union Barge offers you safe, efficient, economical access 
to America’s inland trading centers as well as to Gulf and Great Lakes 
‘ ports. Their modern equipment and complete traffic control system has put 
inland waterways transportation on a precision basis. Today, Union Barge 

handles everything from matches to machinery. Write for the Union Barge 


very booklet. It may give you an idea that can be turned into cash. 
UNION BARGE LINE CORPORATION 


DRAVO BUILDING PITTSBURGH, 22, PA. 





SoMa BINNS ro 








Again Uncle Sam comes hat-in-hand, as it were, to ask that we /end our 


support to the war-effort . .. to invest our dollars in the victory which 


is assured, but which is yet far from won. 


It is symbolic of what we are fighting for, albeit somewhat pathetic, that 
we must finance a war for survival by a succession of “drives” for funds. 


Our enemies do not wheedle money from their citizenry. They teke it. 


Let’s lift our share of the weight, here at home. If we think of the 7th War 
Loan in terms of the final blows beating down the guard of our enemies, 


we'll not relax. We'll promptly over-subscribe that loan, and hold those 


Bonds until maturity ! 





Fairchild 





ARBORSIDE 


WAREHOUSE COMPANY, INC. 


drial Sureeye, Inc. 34 EXCHANGE PLACE, JERSEY CITY 3, N. J. 
Executive Office: 66 HUDSON ST., NEW YORK 13 
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